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Highlights of This Issue 


All Nationwide Rail Operating Employe Disputes Settled 


John R. Steelman, Assistant to President 
Truman, announces agreement involving 
wage increases retroactive to October 1, 


1950, additional increases on January 1, 
1951, subsequent adjustments, and three- 


year moratorium on work stoppages. 
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Truman Makes D.T.A. Subordinate to New Defense Agency 


Declaring national emergency, President: 


also issues executive order establishing 
over-all defense agency designated as Of- 


fice of Defense Mobilization with author- 
ity over Defense Transport Administration 
headed by Commissioner Knudson of I.C.C. 
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Views on Rail Transportation Expressed by Water Commission 


Created by President Truman to study and 
report on various aspects of nation’s water 
resources, commission says railroads are 
beneficiaries of ‘substantial government 
subsidization and protection,’ that ‘regu- 


latory laws sustain railroad rate levels 
and income,’ and ‘it appears that the 
argument for inland waterway tolls as a 
measure of protection to the railroads 
cannot altogether be sustained.’ 
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Traffic and Transportation Society Meets in Washington 


The American Society of Traffic and 
Transportation at annual meeting votes 
amendments to its constitution. E. F. 


Hamm, Jr., R. G. Plowman and E. K. Laux 
deliver addresses. Charles H. Vayo is re- 
elected president of society. 

Page 19 


Post Office Considers ‘Cheaper-Than-Rail’ Trucking of Mail 


Department officials so advise Commission 
at hearing at which they oppose railroads’ 


Conflicts of Rail, Shipper Views 


Western roads contest ideas of eastern 
lines. L. & N. disagrees with other southern 
carriers. Shippers score western roads’ 


plea for 95 per cent increase in mail pay. 
Increases in costs cited by rails. 
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Arise in Class Rate Argument 


plan. Counsel for latter urges I.C.C. not 
to regard Supreme Court’s approval of its 
decisions as a blanket O.K. 
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THE OFFICERS AND EMPLOYEES 

OF THE FRISCO DEEPLY APPRECIATE 
THE OPPORTUNITY OF SERVING 

YOU DURING THE PAST YEAR... 
AND WISH YOU A FULL MEASURE OF 
HEALTH AND HAPPINESS IN 


THE NEW YEAR. 


FRISCO 





“Don't worry 
about that 


Buffalo 
shipment... 


we've put 
Buffalo Merchandise 
Warehouses 
on the job...” 


That’s right, mister. Whether that 
shipment needs just storage in transit or 
whether it must be distributed among 
hundreds of customers throughout the 
Niagara Frontier, Buffalo Merchandise 
Warehouses, Inc. can take all the worries 
off your mind. 


Our warehouse facilities are the 
biggest and best equipped in the Buffalo 
area. They include two inland and two 
waterfront terminals with a total floor 
area of nearly 1,000,000 square feet. Each 
warehouse has extensive rail sidings, off- 
street truck docks, large elevators and the 
most modern handling equipment. 


These facilities, together with our 30 
years’ experience in serving shippers, 
large and small, and our complete distrib- 


utive set-up assure careful handling of 


your merchandise, safe storage and de- 
liveries on schedule. 


For a warehouse and distributing 
organization that will do practically every- 
thing but sell your goods in the Buffalo 
market, write, phone or wire to put us 
on the job. 


BUFFALO MERCHANDISE 
WAREHOUSES, Inc. 


Buffalo’s Largest 
Merchandise Warehouse Operation 


General Offices: 
261 Great Arrow Ave., Buffalo 7, N. Y. 


Members: American Chain of Warehouses, 


Inc., 53 W. Jackson Bivd., Chicago; American 
Warehousemen’s Assn., Chicago; Interlake Ter- 
minals, Inc., 271 Madison Ave., N. Y.C 
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UESTIONS AND 
NSWERS 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers, 


In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 
practical traffic problems. We do not desire to take the place of the traffic man, but to help him in his 
work, nor do we undertake to render legal opinions. The right is reserved to refuse to answer any 
question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


Tariff Interpretation— 
Application of Docket 28300 Rates 


Question—Illinois 


Will you please refer to Question— 
Wisconsin—Nebraska, on pages 2 through 
6 of the September 2d TRAFFIC WORLD. 

This question deals with the proper 
application of ICC Docket 28300 rates 
published in Supplement 150 of Western 
Trunk Line Tariff No. 230-A-2592, and 
inasmuch as neither the question nor 
your answer has attempted to deal with 
Items 205 and 206 on page 2 of this 
Supplement 150, we feel that we must 
ask you to review your interpretation in 
the light of these items. 


Item 205 (Non-Application of Rates— 
General) and Item 206 (Non-Alterna- 
tion of Rates) state that the rates in 
Supplement 150 will not apply on a 
commodity on which there is an excep- 
tion rating, nor will they alternate with 
exception ratings. Item 206 also states 
that any provisions for such alternation 
with Class Rates in this tariff will not 
have application with the rates in Sup- 
plement 150. 


It is agreed that there is an excep- 
tion rating on the traffic in question and, 
therefore, we cannot understand why 
Supplement 150 is even attempted to be 
applied in view of the non-application 
contained in Items 205 and 206. 

If after reviewing this subject you find 
that our contention is correct, will you 
please arrange to correct your interpre- 
tation in the TraFFic WorLD? 


Answer 


Upon further consideration of the 
original question, we are of the opinion 
that the rate of $1.51, minimum weight 
14,000 pounds, is the rate to be applied 
on a shipment of tin cans from Kansas 
City, Kansas to Sturgeon Bay, Wis- 
consin. Our reason for applying this 
rate is as follows: 


Supplement No. 150 to Agent Kipp 
L.C.C. No. A-2592, Tariff No. 230-A, 
bears a notation on the title page that 
the rates therein are issued in com- 
pliance with the order of the Interstate 
Commerce Commission in Docket No. 
28300, as amended, and page 2 of this 
same supplement carries a cancellation 
notice reading: 

The rates named in this supplement cancel 
rates in Sections 1, 2, 3 and 5 in the original 
tariff and intervening supplements, except 
that the rates in Sections 1, 2, 3 and 5 in 
the original tariff and intervening supple- 
ments will continue to apply as follows: 

(a) In connection with exceptions to 
Classification ratings and minimum weights. 

(b) As alternative rates in connection 


with commodity rates or class rates deter- 
mined by ratings and minimum weights 
published as exceptions to Classification 
where such alternative is authorized. 

(c) AS maximum rates as provided in Item 
88 herein. The rates named in this supple- 
ment cancel rates in Section 4 in the orig- 
inal tariff and intervening supplements on 
traffic moving under Classification ratings 
and minimum weights (not on traffic mov- 
ing under exceptions to Classification 
ratings and minimum weights. 


Under the provisions of paragraph (a) 
above, the rates in Supplement No. 150 
can only be used in connection with arti- 
cles taking a classification rating. 

Paragraph (b) above allows the rates 
in the original tariff and supplements 
1 to 149, based on classification ratings, 
to remain in effect only when there is 
an alternative provision that exception 
ratings will alternate with classification 
ratings. 

Item 205 specifically provides that the 
rates in Supplement No. 150 do not ap- 
ply on any shipment on which there is 
a published exception ratings, regardless 
of whether it does, or does not, alternate 
with the classification rating. 

Item 206 shows that the rates in Sup- 
plement No. 150 will not alternate with 
an exception rating. 


Claim— 


What Constitutes— 
Notice of Claim Versus Claim 


Question—Nebraska 


We attach hereto a photostat of our 
freight bill involving a shipment consist- 
ing of one (1) carton of rubber hose 
weighing forty-four (44) pounds shipped 
from Chicago to Ogden, Utah on Octo- 
ber 13, 1948. 

Also attached is a form titled “Tracer 
and Notice of Claim”. Also attached -is 
a photostat of the actual claim received 
dated August 15, 1949, ten (10) months 
after date of shipment. 

The “Tracer and Notice of Claim” 
identical with the one attached was sent 
to us on December 1, 1948, January 18, 
1949 and again on March 3, 1949. 

Our question is—does this form con- 
stitute a claim conforming with Section 
20, paragraph 11 of the Interstate Com- 
merce Act and Section 2(b) of the uni- 
form Bill of Lading, which provides 4 
nine (9) month period for the filing of 
a claim? 


Answer 


The courts have generally held that 
the filing of a claim is a requirement 
which, under the law, may not be waived 
by the carrier, and also that a tracer 
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does not constitute a notice of claim. 
See United Mutual Fire Ins. Co. v. Rail- 
way Express Agency, 82 N.E. 2d 215, 
Browning-King & Co. v. Davis, 199 
N.Y.S. 775; Jenckes Spinning Co. v. New 
York, N. H. & H. R. Co., 129 Atl. 815; 
Georgia F. & A. Ry. Co. v. Blish Milling 
Co., 241 U.S. 190, 36 S.Ct. 541; Chesa- 
peake & O. Ry. Co. v. Martin, 283 US. 
209, 51 S. Ct. 453; Bornstein v. Payne, 113 
Atl. 648; Stein v. American Ry. Express 
Co., 198 N.Y.S. 531; Jennings v. Barrett, 
194 N.Y.S. 679. 

However, in Thompson v. Levy Bros. 
Dry Goods Co., 180 S.W. 2d 212, it was 
held that where the bill of lading re- 
quired filing of claim within nine months 
after a reasonable time for delivery had 
elapsed, a letter from the consignor giv- 
ing date of shipment, name and address 
of consignee, nature and value of ship- 
ment, and stating that consignee stated 
that shipment had not been received 
and asking the carrier to prove delivery 
was sufficient compliance with the bill of 
lading. 

Prior to April 23, 1930, paragraph 11 
of Section 20 of the Interstate Commerce 
Act read in part as follows: 


That it shall be unlawful for any such 
receiving or delivering common carrier to 
provide by rule, contract, regulation, or 
otherwise a shorter period for giving notice 
of claims than ninety days, for the filing 
of claims than four months, and for the 
institution of suits than two years, such 
period for institution of suits to be com- 
puted from the day when notice in writing 
is given by the carrier to the claimant that 
the carrier has disallowed the claim or any 
part or parts thereof specified in the notice. 


Effective upon the above date, this 
proviso was amended to read: 


Provided further, That it shall be unlaw- 
ful for any such receiving or delivering 
common carrier to provide by rule, contract, 
regulation, or otherwise a shorter period 
for the filing of claims than nine months, 
and for the institution of suits than two 
years, such period for institution of suits 
to be computed from the day when notice 
in writing is given by the carrier to the 
claimant that the carrier has disallowed the 
claim or any part or parts thereof, specified 
in the notice. 


The provision in Section 2(b) of the 
Uniform Bill of Lading Contract relat- 
ing to the filing of claims was changed 
to conform with the amendment to the 
Act and now requires the filing of a 
claim within the stated period of time. 

See the decisions in Bond Stores v. 
Overland Package Freight Service, 13 
N. Y. S. 2d 928; Dawlen Corporation v. 
New York Cent. R. Co., 43 N. W. 2d 887; 
Minot Beverage Co., 65 Fed. Supp. 293 and 
St. Louis Ry. Co., 65 Fed. Supp. 293 and 
Hopper Paper Co. v. Baltimore & O. R. 
Co., 173 Fed. 2d 179. In the case first 
cited above the court said: 


Although there have been numerous 
cases dealing with this subject, neither 
counsel nor the court has been able to find 
any case which sets forth with any degree 
of preciseness, just what the essential ele- 
ments of the claim are. Since this is an 
interstate shipment federal law is binding 
on this question. The law with respect to 
claims has been set forth in the cases of 
Georgia, F. & A. Ry. v. Blish Milling Co., 
241 U. S. 190; Anchor Line v. Jackson, 2 
Cir. 9 Fed. 2d 543; Browning-King & Co., 
v. Davis, 199 N. Y. S. 775, and Dworsky v. 
Pennsylvania R. R. Co., 289 N. Y. S. 931. It 
Would appear that in order to constitute 
& claim the transfer agency should be ad- 
vised by the consignor or the consignee 
that, first a loss had occurred, second, the 
nature of the loss, third, the nature of the 
shipment involved, fourth, the approximate 
date of the shipment and its point of origin 
and destination, and finally, that the parties 
to the shipment expected restitution or re- 
imbursement. Concededly, there is no re- 
quirement that any precise language be fol- 
lowed or that any detailed specifications be 
filed. If the above terms are set forth 
clearly, although generally, the transfer 
agent has sufficient information at his com- 
Mand to enable it to make all proper in- 
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_ on show exhibits 


and traveling displays pay divi- 
dends only if they reach their 
goal on time, in perfect condition. 
Assure quick, safe delivery—ship 
your exhibits “first class”... 
in North American padded vans. 


Display Moving 
Brochure FREE! 


See classified phone 

hook for nearest 

North American 

agent, or write us. It 
pays to use NAVL on all long-distance 
moves: household goods, office or 
plant equipment. Costs no more to 
enjay superior NAVL service. 


NORTH AMERICAN VAN LINES, Inc. 
——SS>= Dept. TW5 P.O. Box 988 
Fort Wayne, Indiana 


America’s Leader in 
Long-Distance Moving 


vestigation to protect its interest and to 
eee, in so far as it is possible, its own 
Oss. 

In the Minot Beverage Co. case ap- 
pears the following statement: 

The deletion of requirement for notice of 
claim from provision of the Interstate Com- 
merce Act under which bill of lading was 
framed, implied that Congress recognized 
the similarity between the notice and the 
claim and intended to avoid much of the 
trouble which arose in determining whether 
a given communication was a claim or only 
a notice of claim. 


A letter by consignee’s agent to carrier 
identifying shipment, indicating contents, 
weight, points of shipment and destination, 
declaring" that goods were damaged, and 
reciting that in a short time “claim will 
be filed” for loss, was itself a ‘“‘claim’” within 
the provisions in bill of lading that as a 
condition precedent to recovery “claims” 
must be filed within nine months after de- 
livery of the property, notwithstanding use 
= — since facts in their entirety con- 
rolled. 


It should not be overlooked that the dif- 
ference between a notice of claim and a 
claim actually is one of degree in most 
instances. A “claim” can also be a “notice 
of claim’’, and often a “notice of claim” 
also can constitute a “claim”. The differ- 
ence between them really depends in most 
instances upon the strictness of the con- 
struction adopted. To draw a fine distinc- 
tion seems contrary to the object of the 
bill of lading provision. The words neither 
require nor justify a close distinction. 


Nothing in the provision requires that 
the claim be submitted in great detail in 
order to be a “claim”. It need not be 
“proven” at the time of submission. De- 
tailed statements or documentary supple- 
ments are not required. Georgia, F. & A. 
Ry. v. Blish Milling Co., 241 U. S. 190. All 
that is required in view of its object is a 
statement in practical and clear language 
which gives defendant sufficient informa- 
tion upon which a prompt and complete 
investigation can be based. 


If the decision in Minot Beverage Co. 
v. Minneapolis & St. Louis Ry. Co., 65 
Fed. Supp 293, is generally followed, a 
notice of claim will be sufficient to stay 
the running of the limitation period. 


Delivery on Private Siding— 


Liability of Carrier for Loss 


Question—Wisconsin 


We would appreciate your opinion as 
to the extent of a rail carrier’s liability 
for shortage in a carload shipment where 
the car is placed on the consignee’s pri- 
vate siding at some time during the night 
or at a time other than during normal 
working hours, where the consignee dis- 
covers a car seal missing from the car 
door when he inspects the car prepara- 
tory to unloading at the beginning of the 
working day. 

In the case in mind the rail carrier 
placed a car on the consignee’s private 
siding at his warehouse door during the 
night, apparently with original seals still 
intact. The consignee employed no night 
watchman at his warehouse and of course 
the car was unguarded until the con- 
signee’s employees came to work at 8 
A.M. in the morning. Consignee’s em- 
ploye noticed the missing seal when he 
started to unload the car and reported 
the fact to the carrier immediately. 
Later, when the shortage was discovered, 
this was also reported to the carrier. 

The carrier has declined claim for 
shortage on the grounds that the car was 
placed on the consignee’s private siding 
with seals intact and therefore pilferage 
could not have occurred while the car 
was under carrier’s custody or control. 
We feel that the carrier should assume 
some measure of responsibility when the 
car is placed on consignee’s siding dur- 
ing the night or at any time when the 
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consignee could not normally be ex. 
pected to have personnel on the premises, 


If the above subject has been before 
the courts we would appreciate informa. 
tion as to any decisions concerning it, 


Answer 


There are decisions of the courts of the 
several states in which the liability of a 
carrier for loss of goods from a car which 
has been placed upon a consignee’s sid- 
ing has been determined, but these de- 
cisions are not in agreement, certain of 
the decisions holding the carrier liable, 
at least, during the period of free time, 
and others holding that the liability of 
the carrier ceases with the placing of the 
car on the consignee’s siding. See the 
decisions in Missouri Pac. R.R. Co. y, 
Wichita Grocery Co., 40 Pac. 899; Jolly v, 
Atchison T. & S. F. R. Co. 131 Pa. 1057; 
Arkansas Midland R. Co. v. Premier Cot- 
ton Mills, 158 S. W. 159; Bianchi & Sons 
v. M. & W. R. Co., 104 Atl. 144; Weyl v. 
Southern Pac. Co., 156 Ill. App. 193; Lewis 
v. New York, O. & W. Ry. Co., 104 N. E, 
944; Manglesdorf Seed Co. v. Mo. Pac. 
R. R. Co., 280 Pac. 896; Lehigh Valley R. 
Co. v. State of Russia, 21 Fed. 2d 396; 
Ward v. Pere Marquette, 204 N.W. 120; 
Massee & Felton Lumber Co. v. Southern 
Ry. Co., 149 S.E. 427. 

In its decision in Yazoo & M. V. R. RB. 
Co. v. Nichols & Co., 256 U.S. 540, 41 S, 
Ct 549, the court had under consideration 
a former provision of the uniform bill 
of lading reading “and when received or 
delivered on private or other sidings, 
wharves, or landing shall be at owner’s 
risk until the cars are attached to and 
after they are detached from trains”, and 
had the following to say: 

It is clear that the immunity conferred 
by the above quoted provision does not 
apply to loaded cars on the spur here in- 
volves. Whether the same rule should 
apply to cars on strictly private industry 
tracks effecuively separated from the ter- 
minal and exclusively under private con- 
trol, like industry tracks involved in Bers 


v. Erie R. R. Co., 225 N. Y 543, we have no 
Occasion to determine. 


The above referred to provision of the 
bill of lading has since been eliminated 
from the uniform bill of lading and 
there is, as the Supreme Court in the 
case above cited, suggests that there 
might be, no provision in the present 
bill of lading which definitely fixes the 
time of the termination of the carrier’s 
liability as to cars delivered on private 
industry tracks. 


So far as deliveries on other than 
strictly private industry tracks are con- 
cerned, the Supreme Court of the United 
States in the Nichols case, above referred 
to, has expressed the opinion that at 4 
station where there is a regularly ap- 
pointed agent it would be unreasonable 
to place upon the consignee the risk 
attendant upon the cars remaining 
the siding before there has been notice t0 
the consignee of arrival and an oppol- 
tunity to accept delivery. The Supreme 
Court in this case did not, however, 6x 
press an opinion as to the rule which 
should govern the delivery of cars 0 
strictly private industry tracks effec 
tively separated from carrier’s termina) 
and exclusively under private contrdl, 
and there has been no later decision 0 
the Supreme Court in which the ques 
tion has been at issue. 


In the absence of a decision of thé 
Supreme Court of the United States, 
which would be binding on the stale 
courts, the view taken by the court 
which suit is brought will govern. 
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QUALITY TRANSPORTATION 


FROZEN FOOD EXPRESS is a closely knit organ- Kips ae 
; ; ae . Oklahoma Missouri California 
ization of specialists who know the importance of aes te 

= i hy ovisiana Ilinois Arkansas 
fast transportation. They understand the imperative Kenses Suet ican 
need of maintaining correct temperatures for, and anes 
the proper handling of your products. This knowl- nes ee ein ee 
edge insures delivery of your products in the condi- ABOVE STATES AND: 
tion YOU would have them reach their destination. Kentucky on eneeiieiaie 


For these reasons, their FAST, FRIENDLY, EFFI- Indiana New Jersey Vermont 
CIENT service will save you money. A call, wire or te Gooneetiont woduenamm 
letter to their nearest office will bring a representa- 
tive, who will explain just how you will save by 
routing your merchandise via FROZEN FOOD 
EXPRESS. 

FROZEN FOOD EXPRESS operates on an irregu- 
lar schedule and is available to you at ANY TIME 
... whether your requirements are several trailers at 
one time, or less-than-truckload shipments. 
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NO ADDITIONAL CHARGE for mechanical 
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OF a 8 


Rg peice, 


3 The 

ae their 
x¢ { to co 
i at les 


§ : time, 
For further information, the | 


contact the office nearest you. 4 then 
possil 
broth 
week. 
days’ 
Wil 
toriu 
hood: 
ceptic 
the 


The Pioneer Refrigerated System Serving the ‘food Industry ! polic: 


Callec 





December 23, 1950 


ewe weKe KKK 


LATE NEWS 


Tages 


zxkekekekKkKkK * 


LATE NEWS 


LL 
TRAFFIC AND TRANSPORTATION NEWS TOO LATE TO CLASSIFY IN THIS ISSUE 


All Disputes Involving Four ‘Ops Settled 
With Wage Raises, Moratorium on Strikes 


Agreement Announced by Steelman at White House Involves 


Increases Retroactive to Oct. 1, Others Effective Jan. 1, 
Cost-of-Living Index Adjustments, 48-Hour Week Retention. 


Settlement of all nationwide disputes 
pending between the railroads and the 
four rail operating employee brother- 
hoods under an agreement involving 
wage increases retroactive to October 1, 
1950, additional increases on January 1, 
1951, subsequent wage adjustments based 
on the Bureau of Labor Statistics cost- 
of-living index, and a three-year mora- 
torium on work stoppages was announced 
at a press conference conducted in the 
White House December 21 by John R. 
Steelman, assistant to the President. 

Present at the press conference were 
the chairmen of the railroads’ regional 
wage conference committees and the 
heads of the four operating unions in- 
volved—the Brotherhood of Locomotive 
Engineers, the Brotherhood of Railroad 
Trainmen, the Order of Railway Con- 
ductors, and the Brotherhood of Locomo- 
tive Firemen and Enginemen. When the 
press conference broke up at 1 p.m., Mr: 
Steelman and the representatives of the 
unions and of the railroads had been in 
session continuously for 26 hours. 

Under terms of the agreement, em- 
ployes in yard service will receive an in- 
crease of 23 cents an hour, while em- 
ployes in road service will receive an 
increase of 5 cents an hour, both in- 
creases retroactive to October 1. On 
January 1, 1951, the yard employes will 
receive an additional raise of 2 cents an 
hour, while the road service employes 
will receive 5 cents more an hour. The 
next adjustment of wages of the rail 
workers affected, totaling about 300,000, 
to the basis of the cost-of-living index 
would be taken up April 1, 1951. 


Terms as to Work-Week 


The brotherhoods agreed to drop 
their demand for a 40-hour week and 
to continue working the 48-hour week 
at least until January 1, 1952. At that 
time, the situation might be reviewed in 
the light of the manpower situation 
then existing and in the light of a 
possible desire on the part of the 
brotherhoods to establish the 40-hour 
Week. The brotherhoods would serve 90 
days’ notice of such a demand. 

With respect to the three-year mora- 
torium on strikes by the four brother- 
hoods, the agreement set forth an ex- 
ception that if workers generally under 
the government’s wage stabilization 
policy, were permitted to receive so- 
Called “annual improvement factor” in- 


creases, the parties to the agreement 
between the railroads and the “ops” 
might meet with Mr. Steelman on or 
after July 1, 1952, to consider whether 
further increases, other than increases 
granted under the cost-of-living index 
adjustments, might be justified. If the 
parties then could not agree, the Presi- 
dent would be asked to appoint a referee 
to make the decision. 

It was stated that if disputes involv- 
ing one or more of the “ops” arose on 
individual railroads in the three-year 
moratorium period, negotiations toward 
settlement of the disputes might be 
undertaken between the employe repre- 
sentatives and the carrier, but that if 
the parties then failed to agree, the 
dispute would have to be dropped. 

Mr. Steelman said that details of the 
agreement remained to be worked out, 
and would be considered soon after Jan- 
uary 1, when he and the other parti- 
cipants in the conferences he had con- 
ducted would have had a chance to 
“rest up.” The parties, he said, had 
agreed to submit to him for final de- 
cision any points on which they might 
be unable to agree. The brotherhood 
representatives said that they would 
have to submit the agreement to their 
respective wage conference committees 
for approval or ratification. 

Asked whether he thought that the 
settlement meant that the government 


King Revokes Strike Orders 


Homer C. King, agent of the Com- 
mission under revised service order No. 
562, giving him power to reroute or di- 
vert loaded and empty freight cars, has 
issued four of his orders cancelling earlier 
orders which had authorized railroads, 
affected by the “wild-cat” strikes of 
terminal switching crews, to divert or re- 
route traffic. 

The King’s orders issued were No. 37-A, 
38-A, 39-A and 40-A, which revoked or- 
ders bearing the same numbers without 
the added letter. 


Revenue Freight Loading 


Weekly railroad revenues freight load- 
ing statistics were delayed this week 
due to results of the strikes of B. R. T. 
terminal workers. 


now would “get out of the railroad busi- 
ness” and would return the railroads, 
taken over on August 27 this year be- 
cause of a strike threat by the Train- 
men’s and Conductors’ unions, Mr. Steel- 
man said he would have to examine 
the text of President’s executive order 
directing seizure of the railroads by the 
Secretary of the Army to find the answer. 
He indicated that, unless the executive 
order provided for immediate return of 
the railroad properties to their owners 
on settlement of the dispute involving 
the trainmen and conductors, the White 
House would study the situation and 
might delay return of the roads to their 
owners if it appeared that nationwide 
strikes by other unions, not involved 
in the instant settlement, were threat- 
ened. 


To a reporter’s question as to how 
much the settlement would cost the 
railroads, Daniel P. Loomis, chairman 
of the western railroads’ wage conference 
committee, said the estimated cost 
would be about $130 million a year. It 
was stated that the settlement would 
affect about 120,000 yard service em- 
ployes and about 180.000 road service 
employes. 

Signers of the agreement, for the rail- 
roads, were Mr. Loomis; L. W. Horning, 
chairman of the eastern carriers’ con- 
ference committee, and C. D. Mackay, 
chairman of the southeastern railroads’ 
conference committee. For the brother- 
hoods, the agreement was signed by J. P. 
Shields, grand chief engineer of the 
Brotherhood of Locomotive Engineers; 
D. B. Robertson, president of the B. of 
L.F. and E.; R. O. Hughes, president of 
the Conductors’ union, and W. P. Ken- 
nedy, president of the Trainmen’s broth- 
erhood. 


Talks by Horning and Shields 


Near the conclusion of the press con- 
ference, Mr. Horning made a short talk 
on behalf of the carriers. 


“We are happy to arrive at this settle- 
ment and particularly to be able to an- 
nounce that it contains assurance of 
peace for at least three years, between 
the operating employes and the carriers,” 
he said. “We can now devote our time 
to the enormous transportation task that 
lies ahead of us. I want particularly to 
thank Dr. Steelman for the hard work 
he has done.” 

Mr. Shields, of the Locomotive En- 
gineers, spoke on behalf of the brother- 
hood leaders who were present. 

“Insofar as my organization is con- 
cerned, and I understand the same holds 
true of the other organizations repre- 
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sented here, consummation of this 
agreement is contingent on approval or 
ratification by our committees,” he said. 
“In this agreement there are two radical 
departures: first, the escalator clause, 
and, second, the long-term moratorium. 
Just how they will work out we don’t 
know. Certainly we didn’t get all we 
sought to get. 

“TI want to impress on the government, 
the railroads and the public that, had 
we pursued our original objective to the 
final conclusion, it might have been an 
impediment to the war effort. I hope 
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the government, the railroads and the 
public appreciate the concessions we on 
the labor side feel we have given in this 
emergency; out of consideration for the 
conditions confronting us, we have sub- 
ordinated some of our own interests. 
On behalf of my associates, I thank Dr. 
Steelman for his intensive efforts in 
attempting to bring this settlement 
about. We sincerely hope the agreement 
will work out to the best interests of 
all concerned, and that the sacrifices we 
have made will assist in the war ef- 
fort.....” 


‘Fair Return’ Exemption from Profits Tax 
Voted by Senate for Regulated Carriers 


New Revenue Measure Now Awaits Action by Conference Committee. 


Rail, Truck, Bus, Pipeline and Water Transport Companies Given 
6 Per Cent, Airlines 7 Per Cent ‘Credit’ on Invested Capital. 


On the theory that no part of the “fair 
return” which the regulatory agencies 
had decided to be reasonable and neces- 
sary of these carriers should be “taxed 
away,” the Senate incorporated, in the 
excess profits tax bill (H.R. 9827) which 
it passed on December 20 and sent to a 
conference committee, provisions ex- 
empting from the new tax certain parts 
of the earnings of various types of 
regulated carriers. 

The exemption or “credit” granted to 
each type of regulated carriers is set 
forth in the bill in terms of percentage 
relationship to the sum of the invested 
capital and average borrowed capital 
for the taxable year. The percentage so 
exempted, it was explained, was re- 
garded as a “fair return” on the car- 
rier’s investment. 

As approved by the House, the bill gave 
the railroads a “fair return” rate of 5 
per cent on invested capital as a “credit” 
on which the new excess profits tax 
would not apply. The Senate adopted a 
recommendation by its finance commit- 
tee that this rate be increased to 6 per 
cent. In the case of airlines, the Sen- 
ate increased the House-approved ex- 
emption rate from 5 per cent to 7 per 
cent. 

The Senate finance committee in- 
serted in the bill, and the Senate ap- 
proved, a provision for a credit based 
on a 6 per cent rate of return in the 
case of regulated truck lines and bus 
lines. Also approved by the Senate was 
@ provision proposed by its finance 
committee extending the 6 per cent rate 
of “credit” to corporations “engaged in 
the furnishing or sale of transportation 
by common carrier by water, subject to 
the jurisdiction of the Interstate Com- 
merce Commission under part III of the 
interstate commerce act, or subject to 
the jurisdiction of the Federal Maritime 
Board under the intercoastal shipping 
act, 1933.” 

The Senate retained the House-ap- 
proved provision giving a 6 per cent ex- 
emption to companies transporting oil 
by pipeline, but amended the provision, 
for purposes of clarification, so as to 
make this credit applicable to “trans- 
portation of oil or other petroleum prod- 
ucts by pipeline.” 

All amendments proposed by the Sen- 
ate finance committee, headed by Sena- 
tor George, of Georgia, were adopted by 


the Senate, and a number of other 
amendments offered in the course of 
Senate debate on the bill also were 
adopted. 

On calling up the bill for Senate con- 
sideration, Senator George explained his 
committee’s amendments with respect to 
utilities (including regulated transpor- 
tation companies), in part, as follows: 

“The committee has recognized the 
special problems of the regulated public 
utilities under an excess profits tax. 
Normally, a public utility whose rates 
are regulated so as to limit its profits to 
a fair return on its investment will not 
have profits which are excess. In fact 
there is more likely to be a tendency for 
utility rates to lag behind increases in 
costs during a period when there are 
excess profits for industry in general. 
An excess profits tax which arbitrarily 
applied the same standards to the regu- 
lated public utilities as are applied to 
unregulated businesses would inevitably 
have the consequence of taxing away a 
part of the return which the utility 
commissions have decided is reasonable 
and necessary. 

“To meet this special problem of the 
regulated public utilities the bill pro- 
vides a credit for, first, electric, gas, 
and water utilities; second, streetcar and 
trackless trolley systems: third, municipal 
and suburban bus systems; fourth, bus 
and truck transportation: fifth, trans- 
portation of gas by pipeline: sixth, 
transportation of petroleum products by 
pipeline, and, seventh, transportation by 
railroad; which is the sum of the ordi- 
nary income taxes they pay plus a rate 
of 6 per cent on their total capital— 
other than inadmissible assets. 

“The amount of this credit is reduced 
by the amount of their interest deduc- 
tion, since they are allowed the interest 
deduction in computing excess profits net 
income. A credit computed in the same 
manner, but allowing a rate of return 
of 7 per cent on total capital, is pro- 
vided for telephone and telegraph utili- 
ties and common carrier airlines subject 
to the jurisdiction of the Civil Aeronau- 
tics Board... 

“The committee amendment also pro- 
vides that a utility may qualify as a 
regulated utility if 80 per cent or more 
of its gross income is from regulated 
sources. . . 

“Your committee has restored the pro- 
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vision of the old law which exempts 
airlines which have no adjusted excess. 
profits tax net income after excluding 
air-mail subsidies from their excess- 
profits net income. This provision was 
stricken from the House bill by a floor 
amendment. The 7 per cent rate of 
return allowed the airlines under the 
bill is substantially below the rate of re- 
turn allowed overseas airlines by the 
Civil Aeronautics Board, and since the 
air-mail subsidies are, to a large extent, 
used for the overseas lines, the effect 
of their exclusion is to provide equitable 
treatment for the overseas airlines in 
line with the treatment accorded them 
by the Civil Aeronautics Board. 

“Your committee’s bill, like the House 
bill and the World War II excess-profits 
tax, permits exclusion of amounts re- 
ceived by shipbuilders which are required 
to be paid in to the Maritime Board as 
a revolving ship construction fund. 


“Your committee’s bill also deals with 
the reserve and construction funds pro- 
vided by the merchant marine act in 
which ship operators are required or per- 
mitted to deposit earnings and gains 
from the disposition of ships. Your com- 
mittee’s bill provides that these earnings 
during the base period, other than capi- 
tal gains, shall be included in computing 
base-period earnings, to the extent that 
they exceed current payments into these 
funds. Also they increase the taxpayer’s 
invested capital unless offset by current 
payments into these funds .. .” 

Senator Douglas, of Illinois, indicated 
he doubted the advisability of giving the 
railroads an exemption from the excess 
profits tax. One consideration that 
“should be borne in mind,” he said, was 
that “the railway earnings are volatile, 
and ... when the car capacity is utilized 
more fully net earnings shoot up much 
more rapidly than gross revenue.” 


Storage, Handling Committee 
Set Up by Munitions Board 


A Storage and Handling Industry Ad- 
visory Committee, composed of repre- 
sentatives of materials handling equip- 
ment users and manufacturers, public 
merchandise and refrigerated warehouse- 
men, transportation operators, and 
stevedores has been established by the 
Munitions Board to assist the Depart- 
ment of Defense in solving problems 
arising from the industrial buildup in 
support of the defense program, the de- 
partment has announced. 


“The committee has held two meetings 
in Washington, the last on December 13, 
at which time problems now under con- 
sideration were discussed,” it said. “These 
problems include palletization of large 
caliber ammunition and plans for mili- 
tary use of public merchandise and 


refrigerated warehouses in an emer- 


gency. Other government agencies in- 
vited by the Munitions Board to par- 
ticipate in the meeting were, Military 
Traffic Service; National Security Re- 
sources Board, Defense Transport Ad- 
ministration, Department of Agriculture, 
National Production Authority, and 
General Services Administration.” 


The advisory committee is made up of: 
Government chairman—Rear Admiral 
M. L. Ring, Director of Supply Manage- 
ment, Munitions Board; Industry chair- 
man—Albert B. Drake; Munitions Board 
Liaison Officer—Lt. Col. Walter J. 
Mearls, Office of Distribution Methods, 
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Room 2E-825, Pentagon, Washington 25, 
D.C.; Members—F. F. Alford, president, 
Alford Refrigerated Warehouses, Dallas, 
Tex.; V. O. Appel, president, Fulton 
Market Cold Storage Co., Chicago; W. 
v. C. Brandt, managing director, The 
Electric Industrial Truck Association, 
Philadelphia; B. A. Dickson, Terminal 
Warehouse Co., Philadelphia; C. F. Dietz, 
president, Lamson Corporation, Syracuse, 
N.Y.; A. B. Drake, Newark, N.J.; W. L. 
Ennis, assistant to vice-president, Chi- 
cago, Milwaukee, St. Paul and Pacific 
Railroad Co., Chicago; J. A. Goldthwait, 
executive secretary, Association of Lift 
Truck & Portable Elevator Manufactur- 
ers, Medfield, Mass.; C. E. Hicks, presi- 
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dent, New York Dock Co., New York, 
N.Y.; J. W. McGrath, president, Atlantic 
& Gulf Stevedores, Inc., New York, N.Y.; 
M. K. Miller, GMC Truck & Coach Divi- 
sion, General Motors Corporation, Pon- 
tiac, Mich.; D. W. Pennock, Carrier Cor- 
poration, Syracuse, N.Y.; S. D. Schell, 
Canfield, Schell, Hannan & Castiello, 
Washington, D.C.; W. E. Schirmer, vice- 
president Clark Equipment Co., Buch- 
anan, Mich.; F. D. Taylor, Mfg. Research 
Dept., Int’l. Harvester Co., Chicago; W. 
W. Callan, Central Freight Lines, Waco, 
Tex.; and R. C. Sollenberger, executive 
vice-president, Conveyor Equipment 
Manufacturers Association, Washington, 
DC. 


Present Bus Fares Reasonable, Says 


.C.C. in Report on Investigation 


Finding Does Not Apply to Certain Mass Transport Fares in Four 
Metropolitan Areas, Regarding Which Hearings Will Be Held. Sees 


Industry Conditions ‘Radically Different’ From Those of Wartime. 


The Commission has found present bus 
fares, and the rules and practices re- 
lating to bus transportation, not unrea- 
sonable or otherwise unlawful. 


It issued a report and order in MC-C- 
550, Investigation of Bus Fares, an in- 
vestigation instituted by the Commission, 
on its own motion, with respect to Class I 
common carriers of passengers by motor 
vehicle. The investigation was discon- 
tinued. 

The aforementioned finding, it said, 
did not apply to certain fares with re- 
spect to which provision had been made 
for separate hearings. These hearings 
related, it said, to certain mass transpor- 
tation fares and to fares and charges for 
transportation over irregular routes and 
in special operations over regular routes. 

The mass transportation fares regard- 
ing which separate hearings would be 
held, it said, pertained to fares and 
charges over routes over the entire dis- 
tance of which frequent schedules were 
operated from and to New York, N.Y., 
from and to Washington, D.C., from and 
to Philadelphia, Pa., or from and to 
Wheeling, W.Va., and on which the car- 
rier collected cash fares by the use of 
coin boxes, cash registers and receipts, 
tokens or commutation tickets or books, 
and over which routes at least 50 per 
cent of the passengers transported paid 
such cash fares for the year 1946. 


Decline in Traffic 


The Commission said that decline in 
the volume of the respondent carriers’ 
traffic, and in their revenues, and the 
progressive increases in their costs of 
operation since 1946 had brought about 
a radically different situation from that 
which existed in the World War II pe- 
riod or in the immediate post-war years. 

“Net operating revenue of all Class I 
motor bus carriers declined from about 
$101,000,000 in 1946 to less than $40,000,- 
000 in 1949,” continued the Commission. 
“The operating ratios of about 100 of 
the intercity carriers, and of about 35 
of the local or suburban carriers, were 
Over 100 per cent in 1949. Four of the 
Greyhound system operating companies, 
American Bus Lines, Inc., and one of its 
affiliated companies, about 16 of the 
National Trailways System carriers, and 


the Class I intercity carriers in the 
northwestern region as a group operated 
at deficits in that year. The operating 
revenues in the first and second quarters 
of this year were 10.7 and 7.9 per cent 
less for the intercity carriers, and 8.1 
and 5.4 per cent less for the local or sub- 
urban carriers, than those in the same 
periods of last year...” 

The Commission also said that re- 
ductions in expenses in the same periods 
were 9.1 and 8.4 per cent for the inter- 
city carriers and 5.5 and 4.6 per cent for 
the local or suburban carriers. There 
were a few respondent carriers, it said, 
whose operations in 1949 and the first 
half of 1950 resulted in comparatively 
low operating ratios. 

“It is, however, neither feasible nor 
desirable in this proceeding to under- 
take to adjust their fares on an individ- 
ual basis,” the Commission continued. 
“To do so undoubtedly would adversely 
affect other carriers with which they 
compete.” 

No Exceptions Filed 

The Commission said that in view of 
the conditions described in its report and 
of the fact that no exceptions to the 
proposed report were filed, it was of the 
opinion that the examiner’s recommend- 
ation that the proceeding be discontinued 
should be followed (T.W., July 22, p. 12). 


In the World War II period, the 
Commission said, an unprecedented de- 
mand for motor bus transportation de- 
veloped. It said that the number of 
passengers transported increased sub- 
stantially in spite of war-time restric- 
tions on their operations and of the 
difficulties which they encountered in 
obtaining equipment, replacement parts, 
and personnel. 


“The increase in volume of traffic was 
accompanied by a material increase in 
revenues, over threefold from 1940 to 
1944,” it continued. “There was a con- 
tinuing increase in operating expenses, 
but, on the whole, net operating revenue 
rose rapidly. Effective January 1, 1946, 
federal taxes on corporate incomes which 
had absorbed a large part of the net in- 
come of respondents, were reduced. Post~- 
war adjustment of the country was in 
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progress. The effect which such readjust- 
ment would have on the operations and 
earnings of respondents could not, of 
course, be foreseen, but it appeared to us 
to be desirable to institute this investi- 
gation with a view to determining 
whether any of the respondents’ fares 
and charges are in violation of the act 
and to taking such action as might ap- 
pear to be necessary to insure the ren- 
dition by respondents for the future of 
adequate and efficient motor bus service 
at just and reasonable fares and charges. 
This investigation was not instituted as 
the result of any complaints against re- 
spondents.” 


Size of Record Noted 


It said evidence was presented by the 
Commission’s Bureau of Transport Eco- 
nomics and Statistics, by the Minnesota 
Railroad and Warehouse Commission, 
by the National Bus Traffic Association, 
Inc., for and on behalf of 213 respond- 
ents, and by some individual respondent 
carriers. The record, it said, consisted of 
4,035 pages of transcript of testimony 
and 946 exhibits totaling several thous- 
and pages. 

“The order instituting this investiga- 
tion was served on all respondents and 
on all state regulatory bodies and the 
proceeding received considerable pub- 
licity,” said the Commission. “Never- 
theless the Minnesota commission was 
the only state regulatory body which 
presented evidence. No members of the 
bus-riding public and none of the agen- 
cies of transportation which are com- 
petitive with motor bus transportation 
appeared at any of the hearings.” 


Present intercity fares and charges of 
the respondent carriers, were, on the 
whole, lower than those in effect in 
1934, prior to federal regulation of mo- 
tor carriers, the Commission said. 


It said that a committee represent- 
ing the state commissions, composed of 
Commissioners Brooks, of Arizona, Erick- 
son, of Colorado, McWhorter, of Georgia, 
Stiles, of Kansas, and Boswell, of New 
Jersey, had cooperated in the hearings 
in the proceeding, and that Commis- 
sioners Brooks, McWhorter, and Stiles 
concurred in the result reached in the 
report. Commissioner Boswell, it said, 
stated that in view of certain proceed- 
ings pending before the New Jersey De- 
partment of Public Utilities, he did not 
wish to express an opinion in the case. 
Commissioner Erickson died before the 
hearings were completed, said the Com- 
mission. P 


Pacific Coast Rate 


Adjustments Reported 


J. E. Lyons, of the Southern Pacific 
Co., in a letter to Commissioner Aitchi- 
son, chairman of the Commission’s divi- 
sion 2, has reported progress being made 
by Pacific Coast rail lines in their studies 
and readjustment of rates on certain 
commodities between California, Oregon, 
and Washington. 


The letter was filed in No. 29721, All 
Rail Commodity Rates Between Cali- 
fornia, Oregon and Washington. 


It reported adjustments on cocoa, 
empty used carriers, excelsior, petroleum 
carbon (petroleum coke), scrap tin plate, 
sulphur, tea and tea dust, and wooden- 
ware. 





PAGES FROM THE 


Monon Record of Progress 


rs 
The LIFELINE ye mae 


\e 


TRAFFIC Wor.p 


Your shipments will ride “‘high, wide and handsome” 
on the NEW Monon. No reloading, no by-passing or 
detouring of open loads of excessive dimensions. Your 
shipments go through—and arrive in perfect condition. 
This is another feature of Monon service-with-a-plus 
the service that insures dependable, efficient 
handling of your freight shipments, large or small, 


Chicago, Indianapolis and Louisville Railway Company 
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News of Significance bo Triffic and Transportation Men 


D.T.A. Funds Used to 
Set Up New Sections in 


1.C.C. Bureau of Service 


“To cope with transportation prob- 
lems in the handling of car service mat- 
ters the Commission, through funds ad- 
vanced by the Defense Transport 
Administration,” it has announced, “has 
created three additional sections within 
the Bureau of Service and made the 
following appointments to head those 
sections: 

“Kenneth K. Stokes, former General 
Superintendent of Transportation of the 
Rock Island Railroad, is chief of the 
Closed Car Section. 

“Walter J. Howard, former demurrage 
specialist from the Pennsylvania Rail- 
road, is chief of the Open Car Section 
and will handle all matters pertaining 
to demurrage and coal at tidewater and 
lake ports. 

“Howard S. Kline, former consultant 
on freight rates, railroad statistics and 
mileages, is chief of the Car Utilization 
Section.” 


Scheduled Airlines’ Role 


In Korean Airlift Shown 


The daily airlift capacity of the planes 
furnished by the scheduled airlines in 
their initial contribution to the Korean 
airlift was equal to approximately 170 
percent of the daily airlift of the com- 
mercial planes they provided in World 
War II, according to Robert Ramspeck, 
executive vice-president of the Air Trans- 
port Association. 

Mr. Ramspeck made the statement in 
a preliminary report on A.T.A. activities 
at a membership dinner of the Air Trans- 
port Association at the Carlton Hotel, 
Washington, D. C., December 13. He said 
that, in the first four months of the 
Korean airlift, planes from the scheduled 
airlines completed 596 round trips across 
the Pacific, operated 36,924,077 ton-miles 
of lift, and carried more than 5,584 tons 
of cargo for the military. 


Discussing the accomplishments of the 
Air Traffic Conference Military Bureau 
set up by the scheduled airlines to aid 
in handling of military travel, he said 
that in the calendar year 1950 the mili- 
tary traffic handled would be more than 
three times the 1949 figure and would 
exceed $12 million. 

At a morning meeting December 14 the 
A.T.A. of A. members heard a summary 
of mobilization plans and discussion of 
administration of prototype planes and 
Maintenance of gasoline standards by 
Brig. Gen. Milton W. Arnold, vice-presi- 
dent-operations and _ engineering, of 
A.T.A, 

M. F. Redfern, vice-president-traffic 
and secretary of A.T.A., spoke on military 
traffic and future negotiations with mili- 
tary agencies. 


Truman Creates Over-all Defense Agency, 
Issues National Emergency Proclamation 


Defense Transport Administration Subordinated to New Office of 


Defense Mobilization. 


Laws in Transportation Field Invoked by 


Emergency Declaration Relate Principally to Merchant Marine. 


When President Truman on Decem- 
ber 16 issued a national emergency 
proclamation, several provisions of law 
that otherwise would have remained 
dormant became operative, and, in the 
field of transportation, some of those 
provisions affected the status or activi- 
ties of the American merchant marine. 

An executive order issued the same 
day by the President, under authority 
of the defense production act of 1950, 
established in the executive office of the 
President an over-all defense agency 
designated as the Office of Defense 
Mobilization. The President appointed 
Charles E. Wilson, of New York City, 
then president of the General Electric 
Co., as Director of Defense Mobilization 
and fixed his compensation at $22,500 
a year. Mr. Wilson resigned from the 
presidency of General Electric to accept 
the defense mobilization assignment. His 
appointment was subject to Senate con- 
firmation. The executive order (No. 
10193) included the following  pro- 
visions: 

“The Director (of Defense Mobiliza- 
tion) shall on behalf of the President 
direct, control, and coordinate all mobili- 
zation activities of the Executive Branch 
of the government, including but not 
limited to production, procurement, 
manpower, stabilization, and transport 
activities. 

“All functions delegated or assigned 
by or pursuant to the provisions of ex- 
ecutive orders Nos. 10161 of September 
9, 1950, and 10172 of October 12, 1950, 
shall be performed by the respective of- 
ficers concerned, subject to the direction 
and control of the Director.” 


D.T.A. Subordinate to O.D.M. 


The President’s executive order No. 
10161, referred to in the order of De- 
cember 16, delegated to certain depart- 
ments or agencies of the government the 
President’s powers, under the defense 
production act, with respect to priorities 
and allocations, requisitioning, expansion 
of productive capacity and supply, and 
labor supply. 

Authority in the field of priorities and 
allocations was delegated, under execu- 
tive order No. 10161, to “that commis- 
sioner of the Interstate Commerce Com- 
mission who is responsible for the super- 
vision of the Bureau of Service of the 
Commission,” with respect. to domestic 
transportation, storage, and port facili- 
ties, or the use thereof, but excluding air 
transport, coastwise, intercoastal and 
overseas shipping. Authority with re- 


spect to the latter activities was vested 
in the Secretary of Commerce (T.W., 
Sept. 16, p. 19). As the I.C.C. member 
responsible for supervision of the Bureau 
of Service, Commissioner Knudson es- 
tablished the Defense Transport Admin- 
istration, and as head of this agency, 
ex officio, he acquired the title of De- 
fense Transport Administrator. By the 
President’s executive order of December 
16, the functions delegated or assigned 
to Commissioner Knudson are now sub- 
ject to the direction and control of the 
new Director of Defense Mobilization. 

Executive Order No. 10172, to which 
the President referred in his order of 
December 16, designated the chairman 
of the National Security Resources Board 
as the certifying authority with respect 
to tax relief provided in the Internal 
Revenue Code in connection with amor- 
tization of emergency facilities. 


The President’s proclamation of “the 
existence of a national emergency” in- 
cluded in its preambles the assertion 
that “the increasing menace of the forces 
of Communist aggression requires that 
the national defense of the United States 
be strengthened as speedily as possible.” 

“T summon all citizens,” he said, “to 
make a united effort for the security and 
well-being of our beloved country and 
to place its needs foremost in thought 
and action that the full moral and mate- 
rial strength of the nation may be 
readied for the dangers which threaten 
WE ska.” 


‘Emergency’ Laws Invoked 


The Department of Justice issued a 
compilation of provisions of law which 
became effective on proclamation of a 
national emergency by the President. 
Several of those provisions affected the 
Maritime Commission (now succeeded 
by the Federal Maritime Board and 
Maritime Administration), as follows: 


Section 4 of the act of July 15, 1918 
(40 Stat. 901, as amended; 46 U.S.C. 
835), making unlawful without prior 
U.S. Maritime Commission approval 
various actions with respect to domestic 
shipping facilities including transfer of 
such facilities to foreign ownership or 
registry “when the United States is at 
war or during any national emergency, 
the existence of which is declared by 
proclamation of the President.” 

Section 302 of merchant marine act, 
1936 (49 Stat. 1992; 46 U.S.C. 1132(h)), 
providing that during a “national emer- 
gency as proclaimed by the President,” 
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the President may suspend the pro- 
visions of this section, setting forth re- 
quirements as to US. citizenship of 
officers and crew and requirement that 
alien crew members be declared. 


Section 712 of merchant marine act, 
1936 (49 Stat. 2010; 46 U.S.C. 1202(d)), 
authorizing the Maritime Commission 
to terminate charters of public vessels 
“whenever the President shall proclaim 
that the security of the national defense 
makes it advisable, or during any na- 
tional emergency declared by proclama- 
tion of the President.” 


Section 902 of merchant marine act, 
1936 (49 Stat. 2015; 46 U.S.C. 1242(a)), 
authorizing the Maritime Commission to 
requisition or purchase vessels “when- 
ever the President shall proclaim that 
the security of the national defense 
makes it advisable or during any na- 
tional emergency declared by proclama- 
tion of the President.” 


Port Security Provision 


Section 1 of title II of the act of 
June 15, 1917 (40 Stat. 220; 50 U.S.C. 
191), providing that “whenever the 
President’ by proclamation or executive 
order declares a national emergency to 
exist by reason of actual or threatened 
war, ... or disturbance or threatened 
disturbance of the international rela- 
tions of the United States” the Secretary 
of the Treasury may make rules and 
regulations, governing the anchorage and 
movement of vessels, foreign and do- 
mestic, in United States waters, and may 
inspect and in certain contingencies take 
possession and control of such vessels. 
Within the Panama Canal Zone, the 
governor of the Panama Canal is dele- 
gated similar powers. 

Section 3(b) of joint resolution of 
March 7, 1947 (61 Stat. 10, as amended 
by joint resolution of July 1, 1948—61 
Stat. 1212; 46 U.S.C. 866), providing that 
the Maritime Commission may terminate 
any arrangement into which it has en- 
tered, pursuant to the resolution, regard- 
ing ocean transportation to Alaska, 
“whenever the President shall proclaim 
that the security of the national defense 
makes it advisable, or during any na- 
tional emergency declared by proclama- 
tion of the President.” 


Another provision of law invoked by 
the President’s proclamation, affecting 
the merchant marine, was section 1206 
of the merchant marine act, 1936, as 
amended by the act of September 7, 
1950 (Public Law 763, 81st Congress; 46 
U.S.C. 1286), authorizing the Secretary 
of Commerce to provide war-risk in- 
surance to appropriate persons “during 
any time the United States is at war or 
during any period of emergency declared 
to exist by the President.” 

Still another provision of law made 
effective under the national emergency 
proclamation of December 16 was a pro- 
vision of the surplus property act of 
1944, as amended July 30, 1947, requir- 
ing that disposition of all surplus air- 
ports, airport facilities and equipment, 
disposed of under the surplus property 
act, must in general be made subject to 
the condition that the United States 
shall have the right to use, control and 
possess them “during any national emer- 
gency declared by the President or by the 
Congress.” 


Bayer Completes Twenty-five Years of 


Service with Traffic World 


HIRTY YEARS ago last Monday, 
that is, on December 18, 1920, a 
young man, notebook in hand, got his 
first taste of the intricacies of inter- 
state commerce regulation. The oc- 
casion was a hearing in the bill of 
lading case at the old Great Northern 
Hotel in Chicago, now no longer in 
existence, and the man was Robert 
John Bayer, still very much with us, 
as editor of TraFFic Wor.LD, for which 
on that day, he was “covering” his 
first assignment. Last Monday he 
completed 25 years of service with this 
publication and those associated with 
it in the Traffic Service Corporation. 
Lest someone should point out an 
error in arithmetic it should be said 
that Bob Bayer left the organization 
on November 1, 1929, and came back, 
coincidentally, on November 1, 1934. 
Although he worked on a number of 
other publications in that period, he 
asserts that his principal pursuit in 
those five years was trying to get 
back to TRAFFIC WORLD. 

When Mr. Bayer came with this 
publication, thirty years ago, its Chi- 
cago editorial staff consisted of one 
man—Henry A. Palmer, then and long 
afterwards its editor. It was he who 
hired the young man, who has, as his 
many friends in transportation know, 
put on some weight and wisdom with 
the passing years. 


For about two years he stuck to his 
reporting duties. Then he was made 
TRAFFIC WORLD circulation manager, a 
job he held for about seven years. 
The records show he attained some 
success at it, but he was never happy 
away from outside assignments and 
his typewriter. Early in 1929 he re- 
turned to the editorial department. 
Shortly after his return to TRAFFIC 
Wok p, in 1934, he was made assistant 
editor. 

He held that position until March 
1, 1945, when he was made editor. In 
that position he has been responsible 
continuously for the contents of this 
publication’s editorial page and has 
continued to write accounts of im- 
portant affairs, particularly of meet- 
ings and hearings in various parts of 
the country. Something over a year 
ago he conceived the idea that inti- 
mate biographical sketches of men in 
the traffic field would be interesting 
to the readers of TRAFFIC WORLD. AS 
a result, he began writing a series of 
such sketches, under the _ general 
title of “TraffiCareers.” They have 
attracted wide attention and favor- 
able notice. 


Mr. Bayer has appeared many 
places as a public speaker. One of the 
subjects in which he has interested 
himself intensely is freight claim pre- 
vention. The idea of tying a special 
issue of TraFFIC WorLD in with the 
annual national observance of April 
as Perfect Shipping Month was his 





Robert J. Bayer 


originally, while he was still at the 
assistant editor’s desk. The issue has 
grown to be one of each year’s most 
important transportation publishing 
ventures. 


He has won recognition in the field. 
He is a member of the board of di- 
rectors of the Society of Industrial 
Packaging and Materials Handling 
Engineers, and was, last week, elected 
to the board of directors and the ex- 
ecutive committee of the American 
Society of Traffic and Transportation. 
Until recently he was chairman of the 
publicity committee of the Associated 
Traffic Clubs of America and editor 
of the A.T.C. Bulletin. 


Mr. Bayer has done writing in the 
literary field. He was on the staff of 
the Friday Literary Review of the old 
Chicago Evening Post for many years, 
and has written pamphlets and ar- 
ticles on bibliography and book col- 
lecting. He takes greatest pride, how- 
ever, in the writing he has done for 
the editorial page of TRAFFIC WORLD. 


Before coming with TRAFFIC WORLD, 
Mr. Bayer worked on newspapers and 
publications in St. Paul, Minn., where 
he was born and reared, and in Chi- 
cago. He was married to Modesta 
Jane Carraher, of Sioux City, Iowa, 
at Portsmouth, Va., in 1918, while he 
was serving in the air corps of the 
United States Navy. The Bayers have 
eight children, the oldest of whom is 
Robert John, Jr., who has been in 
the Navy for twelve years, and is now 
serving in underwater demolition, in 
Korea. Two other sons are in trans- 
portation, one with the Burlington 
Railroad and one with the Central 
States Motor Freight Bureau. All 
three were in service in World War 
II. There are six grandchildren. 
Three sons and a daughter are stili 
at home with the family, in La 
Grange, Il. 
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Scored by Truman, Trainmen 
Resume Work at Terminals; 


Parties to Dispute Meet 


Members of the Brotherhood of Rail- 
road Trainmen who had been on strike 
three or four days in passenger and 
freight terminals at Washington, D.C., 
Chicago, Ill., St. Louis, Mo., and a few 
other cities returned to work December 
17, after President Truman, in a radio 
and television address, broadcast na- 
tionally the night of December 16, had 
called their strike “a danger to the 
security of our nation.” 


A Post Office Department embargo on 
certain classes of mail, affecting a 15- 
state area, was lifted at 11:15 a.m., De- 
cember 17. Railway Express Agency em- 
bargoes at the cities in which the B.R.T. 
members had failed to report for work 
also were lifted. 

Meanwhile, John R. Steelman, assist- 
ant to the President, and the National 
Mediation Board renewed efforts to bring 
about a settlement of disputes between 
the railroads, on the one hand, and, on 
the other, four so-called rail operat- 
ing employe unions—the Trainmen’s 
Brotherhood, the Brotherhood of Loco- 
motive Engineers, the Order of Railway 
Conductors, and the Brotherhood of 
Locomotive Firemen and Enginemen. 
Because of a strike threat by the Con- 
ductors and Trainmen to enforce their 
demand for a 40-hour week with pay 
the same as that now received for a 48- 
hour week, the federal government has 
been operating the railroads, through the 
Department of the Army, since August 
27. Subsequently, those unions, as well 
as the Firemen and Enginemen and the 
Locomotive Engineers, have demanded 
wage increases of 25 cents to 35 cents an 
hour. 

President Truman added his comments 
on the B.R.T. strikes to his prepared ad- 
dress shortly before he delivered it, and 
his remarks on the subject did not ap- 
pear in advance copies of the address— 
dealing principally with his decision to 
proclaim a national emergency—made 
available to press associations and radio 
and newspaper correspondents in Wash- 
ington. 

The President called the work stop- 
page by the Trainmen “an unlawful 
strike that has partially paralyzed our 
railroad system” and said it was inter- 
fering with the movement of troops, 
that it was holding up equipment for 
the nation’s fighting forces, and that 
“our civilian population has begun to 
suffer.” He appealed to the strikers to 
“accept an individual responsibility for 
the good of the country” and, as “com- 
mander-in-chief,” urged the B.R.T. and 
its striking members, “in this time of 
danger,” to return to work immediately. 

“Tt ask you men who are on strike,” 
he said, “to realize that no matter how 
Serious you believe your grievances are, 
nothing can excuse the fact that you are 
adding to your country’s danger.” 

Postmaster General Donaldson, late 
December 14, had issued a “temporary 
Suspension of mailings of second, third 
and fourth class matter” and a restric- 
tion in the weight of first-class mail, in 
view of walkouts at several large railroad 
terminals by employes represented by 
the Brotherhood of Railroad Trainmen. 

Restraining orders, similar to one is- 
used earlier in Chicago, were issued by 
federal district court judges in Washing- 


ton, D.C., and Cleveland, O., late De- 
cember 14, but those court orders were 
not immediately effective in bringing 
about a cessation of the strikes in Chi- 
cago, Washington and St. Louis. 

A statement issued jointly by the 
heads of the four so-called operating 
rail employe unions—the Trainmen, the 
Order of Railway Conductors, the 
Brotherhood of Locomotive Engineers, 
and the Brotherhood of Locomotive Fire- 
men and Enginemen—in which the 
present situation of their members was 
described as one that was “very serious 
and critical and requires decisive action” 
was published in the December 16 issue 
of Labor, weekly publication of the so- 
called “standard” rail labor organiza- 
tions. 

The chiefs of the four “ops” com- 
plained, in their statement, that two 
emergency boards had recommended 
granting of the 40-hour week with 48 
hours’ pay to non-operating rail em- 
ploye unions but that another emergency 
board, in the case of the trainmen and 
conductors, had proposed establishment 
of the 40-hour week for them, but with 
less pay than they now received for 48 


hours’ work. They charged that rail- 
road management had adopted a “do-. 


nothing, sit-tight, let-them-strike” at- 
titude and that thereby the railroads 
were disregarding “the welfare of their 
loyal, trustworthy employes upon which 
they must depend for successful and 
profitable operation.” 

“The dissatisfaction among _ these 
groups of loyal workers,” said the heads 
of the operating brotherhoods, “par- 
ticularly in the yards, has now reached 
the point where further neglect may 
conceivably result in unauthorized work 
stoppages and the migration of hundreds 
of workers into defense industries where 
the hourly rate is higher and the 40- 
hour work week with time and one-half 
for overtime has for years now become 
an established practice.” 


The chiefs of the “ops” said that about 
200,000 men in the road service, like 
those in yard service, had not had a 
wage increase since October, 1948, and 
that any settlement must recognize that 
situation and contain a_ substantial 
across-the-board increase for them. 


Views of Railroad Spokesmen 

In a statement issued on behalf of 
railroad management, late December 14, 
chairmen of the regional railroad wage 
conference committees asserted that the 
dispute between the railroads, on the one 
hand, and the Trainmen’s and Conduc- 
tors’ unions, on the other, should have 
been settled long ago “if the union lead- 
ers had shown any real desire to nego- 
tiate a settlement.” The rail wage con- 
ference committee chairmen are L. W. 
Horning, for the eastern roads, C. D. 
Mackay, for the southeastern carriers, 
and Daniel P. Loomis, for the western 
roads. 


Messrs. Loomis, Horning and Mackay 
said that the union leaders had “stub- 
bornly held to their original demands” 
and had “no solution to offer other than 
the full granting of such demands.” The 
carriers, they said, had agreed to accept 
the report of the emergency board and 
also had agreed to accept further rec- 
ommendations made by John R. Steel- 
man, assistant to the President. 

They said they were “frankly skeptical 
of the union claim that the walkout at 
Chicago and ... at other railroad cen- 
ters was an unauthorized wildcat strike.” 
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They maintained that “the walkout. was 
too well organized and the activities of 
local brotherhood leaders too conspicu- 
ous to lend credence to the claim that it 
was not a planned strike.” The only 
reason the dispute had not been settled 
long ago, they said, was “the arrogant 
insistence of the union leaders that they 
be the sole judges as to the merits of 
their claims regardless of all other con- 
siderations.” 





Knudson Delegates Rail 
Passenger Authority 


James K. Knudson, Defense Trans- 
port Administrator, has announced that 
he has delegated to the Director of the 
Commission’s Bureau of Service author- 


ity to allocate the use of passenger- 


carrying transportation equipment by 
rail carriers. 

A Defense Transportation Administra- 
tion statement said that this action was 
taken in line with the announcement 
made by Administrator Knudson when 
he established the D.T.A., that it would 
be his purpose in appropriate circum- 
stances to use the services of the Bu- 
reau of Service and other facilities of 
the Commission in meeting problems 
arising in the area of responsibility as- 
signed to him by the President under 
the defense production act of 1950. Con- 
tinuing, the statement said: 

“The Director of the Bureau of Service 
acts for the Commission in administer- 
ing the ‘car service’ provisions of the 
interstate commerce act and orders is- 
sued thereunder, which had to do with 
the use, control, supply and distribu- 
tion of railroad cars and other equip- 
ment used in the transportation of 
property. The authority delegated to 
the director by Administrator Knudson 
will permit the director to exercise simi- 
lar control over railroad cars and equip- 
ment used in the transportation of 
passengers. No passenger ‘car service’ 
orders are in contemplation at the pres- 
ent time .. .” 


Text of Order 


The D.T.A.’s order designated as 
“delegation” and titled: “Delegation of 
Authority to Director, Bureau of Serv- 
ice, Interstate Commerce Commission,” 
follows: 


“Pursuant to the authority of the de- 
fense production act of 1950 (64 Stat. 
798), Executive Order 10161 (15 FR. 
6105), and Organization Order D.T.A. 1 
(15 F. R. 6728), there is hereby dele- 
gated to the Director of the Bureau of 
Service of the Interstate Commerce 
Commission (hereinafter referred to as 
the director) the authority to perform 
the functions and exercise the power 
conferred by section 101 of Executive 
Order 10161 upon that commissioner of 
the Interstate Commerce Commission 
who is responsible for the supervision of 
the Bureau of Service of the Commis- 
sion, for the purpose of allocating the 
use of passenger-carrying transportation 
equipment by rail carriers in such man- 
ner, upon such conditions, and to such 
extent as he shall deem necessary or 
appropriate to promote the national de- 
fense. 

“The director may perform the func- 
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tions and exercise the power conferred 
upon him by this order through such 
agencies, officers, and employes of the 


government and in such manner as he 
may determine. 


“The exercise of the powers and au- 
thority conferred hereby shall be subject 
to the general control and supervision 
of the Administrator of the Defense 
Transport Administration.” 





Regulatory Laws Sustain Rail Income, 


Commission on Water Resources Says 


Assertion That Railroads Enjoy Substantial Government Protection 


Made in Report to President. 


User Charges on Waterways Viewed as 


impractical Until Competing Carriers’ Rates Are ‘Based on Costs.’ 


That the railroads were the benefici- 
aries of substantial government subsi- 
dization and protection and that “our 
regulatory laws sustain railroad rate 
levels and income” were assertions mnude 


(Aby the President’s Water Resources Pol- 


/ icy Commission in a printed report, made 
~ ‘public December 17, entitled “A Water 
Policy for the American People.” 

Volume 1 of the report, which ulti- 
mately will consist of three volumes, 
comprises about 450 pages and is de- 
scribed by the commission as “the re- 
port proper.” Chapter 14 of volume l, 
entitled “Inland and Intracoastal Water- 
ways,” covered 21 pages. 

Members of the Water Resources Policy 
Commission are: Morris L. Cooke, chair- 
man; Gilbert F. White, vice-chairman; 
Paul S. Burgess, Lewis Webster Jones, 
Samuel B. Morris, Leland Olds, and Ro- 
land R. Renne. 

President Truman, in a statement an- 
nouncing receipt of the commission’s 
report, said the report offered, for the 
consideration of the American people, a 
coordinated program for the develop- 
ment of the nation’s water resources. 

“Tt is based,” he said, “on the prin- 
ciple that the use of water must be in- 
telligently planned. . . . Plans for water 
development can no longer be made suc- 
cessfully by individual interests, whether 
they are private or public; whether they 
are local, state or federal. To func- 
tion successfully, all must plan _ to- 
gether, irrespective of the construction 
and operation of facilities. The urgency 
of wise planning and successful operation 
is particularly great just now because of 
the importance of available water to 
critical defense needs. .. .” 


Railroads’ Contentions 


The commission’s observation to the 
effect that rail rate levels and income 
were sustained through government reg- 
ulation was made in a discussion of user 
charges on waterways. There the com- 
mission asserted that the railroads were 
“the principal proponents of inland 
waterway tolls.” It said the railroads 
contended that the inland water carriers, 
operating over free roadways, were there- 
by given an unfair competitive advantage 
over the railroads, which had to pro- 
vide and maintain their own roadbeds 
and pay taxes on their value. It quoted 
excerpts from testimony it said had 
been presented April 20, 1950, before a 
Senate committee by the assistant gen- 
eral solicitor of the Association of Amer- 
ican Railroads, to the effect that in- 
land waterway carriers had made sub- 
stantial inroads on rail traffic since World 
War II. 


One of the statements by the A.A.R. 
witness which the commission quoted in 
its report was that “the railroads would 
have no rightful basis for complaint if 
these inroads were the result of inherent 
advantages of inland waterways, but 
they do have a rightful basis where, as 
here, they are due to artificial advantages 
resulting from subsidies to inland water- 
way transportation.” 

Before concluding that “on the whole, 
it appears that the argument for inland 
waterway tolls as a measure of protection 
to the railroads cannot be altogether 
sustained,” the Water Resources Policy 
Commission said: 


‘Stimulus’ by Water Transport 

“The railroad argument does not rec- 
ognize that: 

“1. Low-cost water transportation, 
through the stimulus that it gives to 
the general economic development of the 
area it serves, creates new traffic for the 
railroads, probably greater in volume and 
profitability than traffic diverted from 
the railroads to the waterways. The rail- 
roads have had no net loss of tonnage; 
on the contrary, traffic on the railroads 
paralleling our improved inland water- 
ways has increased along with the 
growth of traffic on the waterways. 


“2. There is no essential difference 
between water transportation on the in- 
land rivers and canals and on the deeper 
waterways of the oceans and Great 
Lakes; the cost of shallow-water naviga- 
tion may be highef, and therefore easier 
for the railroads to match, than deep- 
water navigation; the railroads admit 
that the subsidy on the deeper waters 
‘has probably not been responsible for 
the diversion of any considerable amount 
of railroad traffic.’ 


“3. The railroads themselves are the 
beneficiaries of substantial government 
subsidization and protection. This is 
true not only of their original grants and 
loans, but of numerous later benefits, 
both general and special. Our regula- 
tory laws sustain railroad rate levels and 
income; they are granted such specific 
benefits as R.F.C. loans at less than com- 
mercial rates; they wrote off several bil- 
lion dollars of new investment in railroad 
property during World War II by charg- 
ing accelerated depreciation to operating 
expense; they receive extensive protec- 
tion of their properties as a result of 
the federal flood control program. 

“The question of whether a water car- 
rier operating on a river should receive 
benefits from government expenditures 
for a navigable channel is related to 
the question of whether a railroad run- 
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ning along the river bank should receive 
benefits from government expenditures 
for flood protection, with or without re- 
imbursement ... ” 


General Taxes for Waterways 

Many legitimate reasons existed for 
supporting the financing of transporta- 
tion facilities out of general tax funds, 
and those reasons had been “sufficiently 
persuasive to cause the federal govern- 
ment to finance such facilities without 
requiring those who use them to pay the 
bill,” said the commission. 

“But,” it continued, “as long as general 
tax funds are applied to the provision of 
transport facilities, and in varying 
amounts determined by legislative action, 
the difficulties of determining how much 
money should be spent, and for what 
purpose, are inevitably increased. And 
this method of finance may lead to un- 
fair competitive conditions and to an 
uneconomic division of traffic among the 
several transport agencies. 

“However desirable it may be from an 
economic standpoint to finance trans- 
portation facilities through charges im- 
posed on the user, such a goal is in prac- 
tice beset by many difficulties. First, 
it does not follow that user payments 
designed to meet the total cost of trans- 
port facilities would necessarily achieve 
the kind of transport system we need. 
Certainly this would not have been the 
case had we insisted that motorists in 
the 1920’s pay their fair share of the to- 
tal highway bill. Similarly, in the 1930’s, 
when airmail subsidies were creating a 
new transportation system by air, a 
policy of requiring full costs to be cov- 
ered by transportation rates would have 
meant that the development of aviation 
in the United States would have lagged 
far behind the rest of the world. And 
the conduct of our merchant marine 
policy on the basis of economic criteria 
might have meant national catastrophe.” 


Recommendations by Commission 


Three recommendations, prefaced by 
discussion of “transportation policy con- 
siderations” and of a “necessity” for an 
“over-all program,” were set forth in the 
chapter of the report dealing with in- 
land and intracoastal waterways. Those 
recommendations were: 

“1. The nation should continue the 
improvement of its inland and intra- 
coastal waterways to standard depths 
as an important objective of compre- 
hensive multiple-purpose basin  pro- 
grams. This part of water resources 
development should be integrated into a 
broader program designed to provide the 
nation with an economical and efficient 
coordinated transportation system in- 
cluding railroads, motor transport, 
waterways, and airways. In such a co- 
ordinated system all forms of trans- 
portation should be considered as com- 
plementary rather than competitive 
with each other. 

“2. Waterway charges should not be 
considered as yardsticks for railroad 
rates, but rather as rates for traffic 
which, in the coordinated transportation 
system, can move more economically by 
water than by rail. In order to assure 
the greatest over-all contribution of the 
transportation system to the nation’s 
well-being, railroads should not be per- 
mitted to establish discriminatory rates 
on railroads paralleling waterways. 

“3. Decisions as to user charges, oF 
tolls, for water commerce should be 
worked out as part of the whole prob- 
lem of reconciling and making workable 
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a coordinated transportation system. 
But with rates for all forms of trans- 
portation based on full costs, an inter- 
connected system of modern waterways, 
coordinated with land transportation, 
should be able to sustain itself with tolls 
pased on full costs and yield returns on 
the public investment, while contribut- 
ing to most economic use of the nation’s 
resources.” 


Waterway Traffic Growth 


Growth of the nation’s domestic water- 
way commerce, the Water Resources Pol- 
icy Commission said, had been propor- 
tionately less than that of other forms 
of transportation. Federal expenditure 
for improved waterways, “while consider- 
able,” had been proportionately less than 
the expenditures front all sources for 
other transportation facilities, it said. 
It viewed the present rate of growth of 
inland waterway traffic as indicating 
that tonnage increases would be larger 
than the rate of increase of the coun- 
try’s total commerce. 

“Waterway expenditures, however,” it 
continued, “have not increased, especially 
since the depression years of the 1930’s, 
at the same rate as capital expenditures 
for the railways, the highways, or the 
country’s transportation as a whole.” 

Pioneering activities of the Federal 
Barge Lines (the government-owned 
river carrier operated by the Inland 
Waterways Corporation) accounted 
largely for “the great expansion of river 
service and use since 1924,” the commis- 
sion said. 

“Although the nature of its mission 
may well explain why the operation has 
not been an economic success in itself,” 
it added, “the experiment has paid 
tremendously in public benefits from 
the steady increase in river transporta- 
tion over the last 25 years. Attention 
is now being given by Federal and other 
barge lines to the use of trailers or other 
containers as a means of overcoming the 
present high cost of handling merchan- 
dise traffic. Revival of rail-barge traffic 
to substantial proportions clearly is not 
foreclosed.” 


Effect of Rail Rate Cuts 


It was asserted by the commission 
that, “in attempting to estimate the re- 
sults of inland waterway improvements, 
consideration must be given to the fact 
that a considerable volume of traffic is 
now being kept off the waterways by re- 
ductions of railroad rates to lower levels 
to keep the traffic on the rails.” 


“The aggregate amounts of such rate 
reductions and the volume of tonnage 
affected are now known,” it said. “To a 
large degree, reductions are voluntarily 
granted by the railroads after negotia- 
tion with shippers and do not come to 
public attention unless they are made an 
issue before the Interstate Commerce 
Commission . . 


“The theory on which railroad rate 
reductions to meet water competition 
have been permitted, namely, that the 
railroads or the public using the rail- 
roads gain something from cutting rail 
rates to out-of-pocket cost bases, is now 
known to be a fallacious one. Exhaus- 
tive studies . . . indicate, in general, that 
railroad rate reductions, as much as 20 
per cent below the full cost plus normal 
return level to meet water competition, 
yield nothing in terms of profit .. . 

“The railroads, water carriers, and 
public alike will be better off if each type 
of carrier transports traffic for which it 
is inherently adapted at its normal rate. 


This might seem, on first thought, to 
“mean the doom of the railroads as 
profitable private enterprise, if the 
waterways take a large part of the ton- 
nage away from them. Such reasoning 
overlooks the fact that the waterways 
create more traffic than they take away.” 


Industries’ Use of Rivers 


Objection was sometimes made, said 
the commission, that river channels 
could be directly used only by a limited 
number of industries located on the 
river banks, whereas railroads reached 
everywhere. 

“This objection,” it continued, “applies 
to all water transportation, on the Great 
Lakes and oceans as well as the rivers. 
It has not reduced the value of Great 
Lakes and ocean transportation. 

“Most water commerce requires addi- 
tional transportation by land carriers. 
One of the main problems to be solved 
in securing the optimum public benefits 
from water transportation is to co- 
ordinate it with land transportation, so 
that it will be useful to shippers and 
receivers of freight away from the water, 
as well as to those on the waterways.” 

In discussion of “transportation policy 
considerations,” the commission set forth 
its position on waterway tolls as follows: 

“The argument that tolls should be 
charged on inland waterway commerce, 
as a means of imposing on water trans- 
portation and each other type of trans- 
portation its full economic cost, has little 
practical significance at present, unless 
our freight rate and regulatory policies 
make it possible to relate freight rates 
of the different modes of transportation 
to their costs. The dominating railroad 
rate structure is based not on cost but 
on furnishing sufficient revenues at rates 
which the traffic will bear. Rates on 
traffic which the railroads consider com- 
petitive with water carriers are much 
lower than full-cost levels. It is recog- 
nized that regulation of intercarrier 
practices is complicated by the rivalries 
of enterprise, often aggravated by efforts 
of shippers to obtain the lowest possible 
rates. However, rates should be based 
on costs and none should be allowed to 
gravitate to a nonprofit level because of 
competition ... 


Waterway Tolls and Rates 


“As long as present conditions exist, 
there can be no economic distribution 
of traffic as between the railways and 
waterways on the basis of their costs, 
whether waterway tolls are charged or 
not. The exaction of tolls on waterway 
commerce under existing regulatory poli- 
cies would simply raise the costs and rate 
levels of water carriers and would leave 
in the hands of the railroads the power 
to cut their rates to subnormal or below- 
cost levels, thus impairing or destroying 
waterway commerce, and to offset their 
losses on the water-competitive traffic by 
increasing the levels of other rail rates. 


“There can be no sound distribution of 
traffic on the basis of economic cost of 
each type of carrier until our rate and 
regulatory policies are revised to insure 
the charging of rates by each type of 
carrier based on its costs. Until that 
time a sound economic basis is lacking 
for exacting tolls on water commerce... 


“It is generally agreed that if a policy 
of charging tolls were adopted, the 
charges should be based on the mature 
use of the waterway, after the full vol- 
ume of traffic which could reasonably 
be expected had developed. Exemptions 
should be granted to the extent neces- 
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sary for the initial period of development. 
Tolls should not be imposed where the 
result would be to defeat the use of exist- 
ing waterways and deprive the public 
of adequate return on the value of the 
investment, either in direct dollar reve- 
nues or in stimulating the economic 
growth of the area. If any tolls were 
charged, they finally should be applied 
on all waterways.” 


Federal Agency Cooperation 


The commission averred that there was 
need for “more effective communication 
and cooperation” between the Army 
Corps of Engineers, the Tennessee Valley 
Authority, the Bureau of Reclamation, 
the Bureau of Public Roads, the Depart- 
ment of Agriculture and the Interstate 
Commerce Commission “in the regional 
and national transportation aspects of 
their work.” 


“It is of high importance,” it added, 
“that the present deficiencies in coordi- 
nation of research, direction and control 
be remedied. Genuine comprehensive 
river basin planning should be in that 
direction . . . The office of the Under 
Secretary of Commerce for Transporta- 
tion can provide a means for coordinat- 
ing the activities of the separate govern- 
ment agencies dealing with transporta- 
tion, eliminating duplication of effort, 
and establishing adequate standards for 
carrying forward a balanced national 
transportation program.” 


Transport Policy Committee 


The commission’s committee on do- 
mestic water navigation projects and na- 
tional transportation policy had as its 
chairman C. E. Childe, commerce attor- 
ney, of Washington, D. C., who was a 
member of the Board of Investigation 
and Research of the early 1940’s. This 
committee prepared Appendix 5 of the 
report. 


Other members of the committee 
headed by Mr. Childe were: John E. 
Boice, of the Interior Department’s oil 
and gas division; Haywood R. Faison, of 
the Army Department’s Corps of Engi- 
neers; Edward Margolin, of the Com- 
merce Department’s transportation di- 
vision; Captain H. C. Moore, U. S. Coast 
Guard; Arthur G. Siegle, of the Com- 
merce Department’s Bureau of Public 
Roads; J. W. Grossart, Army Corps of 
Engineers; Charles R. Seal, director of 
the I.C.C. Bureau of Water Carriers and 
Freight Forwarders; Charles D. Turner, 
of the Agriculture Department’s Produc- 
tion and Marketing Administration; A. 
J. Wagner, of the Tennessee Valley Au- 
thority; Eugene W. Weber, of the office 
of assistant chief of engineers for civil 
works, Department of the Army, and 
Paul M. Zeis, of the Commerce Depart- 
ment’s Bureau of Foreign and Domestic 
Commerce. 


Appendix 5 of the report contained 24 
pages of analytical, statistical and his- 
torical data about inland waterway 
transport prepared by Mr. Childe’s com- 
mittee. The first section of this appendix 
summarized data for 15 principal water- 
ways and analyzed the data to deter- 
mine their economic justification. Sec- 
tion 2 was described as “a selection of a 
few of many examples of industrial en- 
terprises that find it convenient and 
profitable to use water transportation.” 
It was stated that some of those enter- 
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prises attributed a large part of their 
growth and success to this water serv- 
ice. 

Section 3, according to the commis- 
sion’s description of it, presented “a 
brief but significant discussion of inland 
water transportation policy since the 
early days of the nation, the conflict that 
have arisen with respect to extending 
water. navigation, and the manner in 
which Congress, from time to time, has 
modified or strengthened the original 
policy.” Some tables included in the 
appendix, it was stated, indicated shifts 
in uses of transportation facilities in 
response to changes in economic condi- 
tions and the ability of each form of 
transport to meet special needs of ship- 
pers; other tables presented data, by 
commodities, to permit comparison of 
charges by rail and water, and indicated, 
according to the commission, savings for 
these commodities when waterway fa- 
cilities were used. 


Los Angeles Shippers 
Oppose Proposed Extension 
Of Diversion Rule 5 


The Los Angeles Chamber of Com- 
merce has voiced “unalterable opposi- 
tion” to a carrier proposal to make 
permanent the present diversion and 
reconsignment Rule No. 5, which permits 
cars of grain to be inspected twice, or 
diverted once and inspected once, in 
transit, at the through rate. 

The National Diversion and Recon- 
signment Committee, Chicago, has 
docketed a proposal to make the rule 
permanent by removing its present ex- 
piration date of June 30, 1951. Also 
docketed is a proposal to amend the rule 
by providing for a third inspection of 
carload grain shipments at points in 
California, at an additional charge of 
$10. 


The rule was instituted May 26, 1942, 
as a wartime measure to increase the 
utilization of freight cars, and bere an 
expiration date which has been extended 
from time to time (T.W., July 29, p. 18). 

W. G. O’Barr, traffic. commissioner, 
transportation division of the Los Ange- 
les Chamber of Commerce, recently 
wrote E. V. Hill, chairman of the Na- 
tional Diversion and Reconsignment 
Committee, asserting that the rule was 
never intended to become permanent, 
and was retained in the tariffs beyond 
December 31, 1950, because of the Korean 
situation. 


“The Los Angeles Chamber of Com- 
merce is unalterably opposed to making 
Rule 5 permanent in the tariffs,” wrote 
Mr. O’Barr. “It should be permitted to 
expire, at the earliest possible moment, 
thereby allowing the otherwise applicable 
Rule 1 to apply, which will not penalize 
our grain industry. Meanwhile, we 
insist that the temporary status of the 
rule must be retained.” 


Asks Lower Charge 
Regarding the proposal to amend Rule 
5 to provide for a third inspection in 
California at an additional charge of $10, 
Mr. O’Barr said that, while Los Angeles 
grain shippers had asked for a third 
inspection, “it was not anticipated that 


carriers would: propose to charge our 
California grain industry $10 for the 
third inspection, over twice as much as 
the $4.81 charged for the second inspec- 
tion.” He added that the Los Angeles 
Chamber urged “approval of Proposition 
No. 1, modified to make the charge for 
the third inspection in California no 
higher than the charge for the second 
inspection.” 

Last July railroad officials announced 
that the tight box car supply and the 
threatening war situation required that 
Rule No. 5 be extended beyond December 
31, then the expiration date. 


Patterson Sees Further 


Increase in Air Traffic 


Further substantial increases in air 
traffic, even over the record volumes of 
1950, should be achieved by the nation’s 
scheduled airlines in 1951 assuming 
maintenance of the present economy, W. 
A. Patterson, president of United Air 
Lines, predicted December 14 in Chicago. 

Factors pointing to an increase in air 
traffic, said Mr. Patterson, included in- 
creased industrial activity and industrial 
capacity, further gains in public accept- 
ance of air transportation, rising con- 
sumer incomes and the continued sta- 
bility of air fares despite rising costs. Air 
fares were still approximately at pre-war 
levels, though virtually all other prod- 
ucts and services had been priced up 
substantially, he asserted. 

His 1951 traffic forecast could be rad- 
ically altered, he said, by international 
developments requiring large-scale par- 
ticipation in military contract activities. 


In 1950 the scheduled airlines con- 
tinued to increase their participation in 
the total first class travel market, said 
Mr. Patterson, accounting for approxi- 
mately 48.5 per cent of that market as 
against 42 per cent in 1949. 

Mr. Patterson stated that United Air 
Lines currently was operating a fleet of 
133 four-engined and_ twin-engined 
“Mainliners” and “Cargoliners,” giving 
direct service to 83 cities over a 13,250- 
mile system extending from coast to 
coast, the length of the Pacific coast, 
and from California to Hawaii, and that 
the company had 9,840 employes. 


Less Ice in Western-Grower 
Lettuce Crates Advocated 


Preliminary results of tests conducted 
by the Western Growers Association, 
under contract with the US. Depart- 
ment of Agriculture, indicate that ship- 
pers may realize substantial savings by 
using less container ice in packing 
western-grower lettuce, not only through 
reduced cost of the ice but also through 
reduction of packing injury to the 
lettuce, according to an Agriculture De- 
partment announcement. 


“The test crates—in lots of 10 to 60 
for each test—were packed at field tem- 
peratures ranging from 45 to 72 de- 
grees,” the department’s Production and 
marketing Administration said. “These 
lots contained some crates packed with 
no ice and others with 10, 20, 30 and 40 
pounds each. The crates were placed in 
a laboratory refrigerator car which re- 
mained on a siding. The usual amounts 
of top ice and channel ice were blown 
over the crates. At the conclusion of 
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the tests, part of the crates were ex- 
amined immediately after removal from 
the laboratory car and part after sub- 
sequent exposure to outside air tempera- 
ture for two days. 


“The outstanding difference noted at 
the conclusion of the tests was the dam- 
age caused by ice bruising. This dam- 
age was slight in containers with only 
10 pounds of ice. Damage was progres- 
sively greater in crates containing more 
ice. Approximately 80 pounds of pres- 
sure was required to close the lids on 
crates containing no ice, as compared 
with 190 pounds for those crates packed 
with 30 pounds of ice... 


“The importance of savings that can 
result from avoiding the use of excessive 
quantities of ice*may be illustrated by 
this fact: An average reduction of 10 
pounds of ice per crate would represent 
an approximate annual saving to growers 
of $440,000 in the cost of ice alone on 
shipments originating in California and 
Arizona. This figure does not include 
the savings from reduction of bruising. 
Additional test lots will be observed 
under actual commercial shipping and 
handling conditions to check the results 
of these studies and to determine the 
proper amount of ice to use. 


Trailer Makers Estimate 
Steel, Aluminum, Copper 
Needs for ‘51 Production 


Manufacturers of truck-trailers said 
that production of the new trailers esti- 
mated as necessary to meet increasing 
traffic demands in 1951 would require 
321,201 tons of steel, 69,539,000 pounds 
of aluminum, and 1,540,000 pounds of 
copper and copper base alloys. 


The trailer manufacturers’ issued their 
statement at a press conference follow- 
ing presentation to Defense Transport 
Administrator Knudson of the overall 
estimated needs of the trucking industry 
for equipment and terminal construction 
in 1951 by American Trucking Associa- 
tion, Inc. (T.W., Dec. 16, p. 20). 

The trailer manufacturers said that 
the steel required for their production 
amounted to about three-tenths of one 
per cent of the country’s annual output 
of 100,000,000 tons of steel. 

N. A. Carter, Sr., of Memphis, past 
president of the Truck-Trailer Manu- 
facturers Association, said that the 
A.T.A. estimate of 96,000 trailers needed 
in 1951 was based on a statistical analysis 
of operator requirements prepared from 
an adequate coast-to-coast sampling. He 
said the trailer manufacturers’ estimated 
figure of 89,979 trailers was based on a 
tabulation of the planned production 
schedules of 90 per cent, instead of 100 
per cent, of the trailer manufacturing 
companies. Mr. Carter said a figure for 
100 per cent of the trailer manufacturers 
and the A.T.A. estimated would probably 
be the same. 

The manufacturers said that, as many 
of the vehicles would require tandem 
axles, the total axle demand would be 
157,527 and tire requirements would be 
630,108. 

The trailer manufacturers’ estimate 
was based on replies to a canvas of all 
truck-trailer manufacturers. The asso- 
ciation said that replies had been re- 
ceived from 53 companies representing 
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90 per cent of the industry’s production. 
Its statement continued: 


“Any evaluation of trailer require- 
ments for 1951,” TTMA told Mr. Knud- 
son, “should take into account that 
for some months past customer demand 
has exceeded the ability of our industry 
to produce, especially in view of mate- 
rials shortages, and that there is, there- 
fore, no present inventory of truck- 
trailers. 

“Members of our industry are not 
urging that vehicles be built for stock, 
for display, or even that a reserve pool 
of vehicles for use in an emergency be 
created. Rather, it is our hope that 
we may fulfill the current day-to-day 
demands of motor truck operators for 
new vehicles to meet the ever-increasing 
traffic load stemming from the defense 
effort.” 


February 1 Deadline 
Advocated for Uniform 


Package Car Directories 


The first complete merchandise pack- 
age car directory, recently published by 
one railroad, failed to conform to the 
uniform specifications agreed on by the 
railroads and the Chain Store Traffic 
League, T. C. Hope, general traffic man- 
ager, Montgomery Ward & Co., Chicago, 
and chairman of the league’s railroad 
contact committee, announced. 

Mr. Hope has written to traffic offi- 
cials of the railroads, repeating the uni- 
form rules governing the publication of 
package car directories as generally 
agreed on by all carriers and approved by 
the Southern Freight Association’s execu- 
tive. committee. 


“Although we have been disappointed 
about there being very little tangible 
evidence of carriers acting to establish 
a uniform car directory, it may prove to 
the general benefit that publications 
have not been issued as quickly as we had 
wished,” wrote Mr. Hope. “The first com- 
plete directory coming to our attention 
does not conform in several respects 
with the agreed layout.” 


He stated that the directory failed to 
meet physical specifications for the di- 
rectories. Failure to make the directories 
in loose-leaf form would defeat the pur- 
pose of current merchandise car sched- 
ules, he said. On behalf of the C.S.T.L., 
Mr. Hope urged railroads to set Febru- 
ary 1, 1951, as a deadline for general 
publication of the uniform package car 
schedules. 


S.C. Ports Authority 
Elects Means Chairman 


The South Carolina State Ports Au- 
thority has elected as its chairman 
Cotesworth P. Means, vice-chairman 
since the state agency’s creation in 1942. 
©. C. Pearce, Jr., of Greenville, S.C., 
has been named vice-chairman. Mr. 
Pearce was recently appointed to the 
Authority by Governor Thurmond for 
the term extending to March, 1956. He 
is president Pearce-Young Angel-Co., 
large wholesale food concern. Former 
chairman, Arthur St. J. Simons, resigned 
last year. 

In 1950 new steamship services, new 


facilities and new cargoes for the Port of 
Charleston had given the South Caro- 


lina State Ports Authority the biggest 
year in its five years of operation,- ac- 
cording to the December issue of Port 
News, the Authority’s monthly maga- 
zine. It is stated that Charleston is at 
present the leading south Atlantic port 
in value of exports and the nation’s 
number one port of entry for long staple 


19 


| TRANSPORTATION WEEK 


cotton. In 1950 five regular scheduled 
steamship services were added to the 
port’s roster, and port facilities were in- 
creased. 


Traffic and Transportation Society Makes 
Organizational Changes in Annual Meeting 


Number of Directors Increased From 12 to 21. 


Board’s Powers 


Enlarged. R. G. Plowman, E. F. Hamm, Jr., and E. K. Laux 


Are Speakers. 


Charles H. Vayo Reelected to Presidency. 


By ROBERT J. BAYER 


The American Society of Traffic and 
Transportation, at its annual meeting in 
the Mayflower Hotel, Washington, D.C., 
December 14, adopted a series of amend- 
ments to its constitution, the effects of 
which: were to increase the membership 
of its board of directors from 12 to 21; 
to place its executive officers on the 
board and on the executive committee, 
and to place the duty of electing officers 
on the board instead of on the general 
membership. 

Reports of the society’s president, 
Charles H. Vayo, of Rochester, N.Y.; its 
director of education, G. Lloyd Wilson, 
and of others of its officers and chair- 
men of its committees, indicated progress 
which, in the opinion of the-membership, 
which expressed itself in a vote of thanks 
and confidence, augured for success of 
the organization. The objects of the 
society, as expressed in its constitution, 
are “to establish standards of knowl- 
edge, technical training, experience, con- 
duct and ethics and to encourage the 
establishment of high standards of 
education and technical training requi- 
site to the proper performance of the 
various functions of transportation.” 


There were three addresses on the 
program, the first, by E. F. Hamm, Jr., 
president of the Traffic Service Corpora- 
tion and publisher of Trarric Wor tp, 
Washington, D.C., on “The Value of 
Traffic Education”; one by Edward K. 
Laux, traffic manager, Port of New York 
Authority, on “The Restoration of Coast- 
wise Shipping,” and one by E. G. Plow- 
man, vice-president, United States Steel 
Corporation, presently director of the 
Military Traffic Service of the U.S. De- 
partment of Defense, and vice-president 
of the society, on “Professional Standards 
for Traffic and Transportation Manage- 
ment.” 


Traffic Education 


Mr. Hamm said his audience needed 
no proof of the value of traffic education 
since the basic reason for existence of 
the society was the encouragement of 
such education. He added, however, that 
he wished to place emphasis on the word 
“education,” rather than on “value” or 
“traffic.” He might, he said, be tempted 
to stress the traffic “were it not for the 
plain fact that, more and more, these 
days, it is becoming apparent that mere 
traffic education is no longer sufficient 
to put men in the high brackets. of 
transportation.” He noted that the so- 
ciety’s examinations gave particular at- 


tention to economics and, to a lesser 
extent, to business administration. That 
he added, was “as it should be.” 

It still remained, he continued, that 
the technical side of the traffic man’s 
education was basic and fundamental. 
He asserted that the competent traffic 
man was one of the best technically 
trained men in industry, and expressed 
some wonder at the fact that universities 
and colleges generally paid much less 
attention to technical traffic training 
than they did, for instance, to technical 
engineering training. 

There was, he noted, a difference in 
the two fields, in that, in such professions 
as engineering and accounting, the con- 
cern was with empirical figures, “and no 
one as yet has reduced rate making, or 
rate finding, to the simplicity of the 
multiplication table.” A prospective rate 
man, he insisted, had to work with 
tariffs, had to “practice at his trade” to 
attain competency; textbooks might help, 
but they were not all-sufficient. Con- 
tinuing, he said: 


Rate Apprentice’s Dilemma 


“From that particular angle, education 
in traffic is much more like an artisan’s 
apprenticeship than like the academic 
education in preparation for the prac- 
tice of a profession. Even if we look on 
the attainment of proficiency in raté 
work as an apprenticeship, however, we 
immediately come up against one im- 
portant difference between education to 
become a carpenter, machinist or printer, 
and education for traffic. The appren- 
tice in one of the trades mentioned can 
be entrusted with a simple job because, 
if he makes a mistake, it need only be 
done over correctly. A rate clerk, how- 
ever, once he has made an error, may 
find his error far more costly and dif- 
ficult to rectify. Hence, for the most 
part, the rate apprentice can not very 
well be entrusted with practical work. 
He is in the peculiar position of not 
being able to obtain necessary experience 
until he actually works at rate quoting, 
and he cannot be permitted to work at 
that without experience. 

“It is at this juncture where, we be- 
lieve, we who have tried to tie academic 
work in transportation with actual prac- 
tice with tariffs and with the other tools 
of the traffic man, appear to have found 
a legitimate place. I am not here either 
to sing the praises or to defend the.com- 
mercial traffic. school... I am merely 
trying to explain, in line with the em- 
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phasis I placed on the title of my talk, 
its position in the general picture of 
transportation education. 

“In my honest opinion there is neither 
room for nor reason for competition 
between the educational functions of the 
colleges and universities, on the one 
hand, and the commercial traffic schools, 
on the other. There is, rather, the best 
of reasons for complete understanding 
between the two, and the application of 
cooperative work on the part of both in 
preparing young men for entrance into 
traffic and transportation, and in assist- 
ing men already in that work to fit 
themselves for advancement in their 
chosen careers. .. . 

“IT think it is fairly well understood, 
by this time, that our society’s function, 
so far as it concerns education, consists 
solely of testing the educational attain- 
ments of those who seek membership in 
it. It has nothing to do with educational 
processes as such, and it and its educa- 
tional director and other officers have 
said so, publicly and clearly, on a num- 
ber of occasions. 


Experience, Study and Judgment 


“On that point it stands boldly and 
honestly. It goes so far, even, as to 
make it clear that it recommends no 
special texts from which candidates for 
membership may prepare themselves for 
its examinations. Its lists of books—and 
good lists they are—are set down merely 
for suggestion. Besides, at no time has 
the society neglected to stress the im- 
portance of experience; and a careful 
study of the questions used in its ex- 
amination will indicate that, in most 
cases, the judgment of the examinee as 
sharpened by his experience is weighed 
as being of at least as great importance 
as what he has learned out of books. 

“As educational processes go, educa- 
tion in traffic and transportation is still 
in a formative state. The building of 
logical curricula had hardly been at- 
tempted twenty-five years ago, when a 
small group of pioneers began to see 
the need for some sort of standardiza- 
tion in that respect. To date, there still 
is nothing like an overall pattern in 
the field; but at least we have become 
aware of the fact that some such pat- 
tern is needed. 


“Some of the very top men in indus- 
trial traffic have raised the question as 
to whether or not the examinations re- 
quired to be passed in order to become 
a practitioner before the Interstate 
Commerce Commission have accelerated 
or retarded the progress toward such 
a pattern. At least this can be said, 
however, that those examinations did 
tend to set a standard of the knowledge 
needed for acceptable practice in one 
segment of the traffic field—that of regu- 
latory procedure. 


“Other forces have been at work in 
other organizations—the National In- 
dustrial Traffic League, the Associated 
Traffic Clubs of America and its member 
local clubs, the colleges, universities and 
commercial schools themselves—all 
moving toward a determination of just 
what is needed, in an educational way, 
to fit a man for a successful and useful 
career in traffic and transportation. 

“This society can, in one sense, be 
called the creation of those forces. It 
came into being in response to an in- 


sistent demand, extending back for 
twenty years or more; its growth and 
success up to the present has been, in 
part, due to the momentum generated 
by that demand—which does not in the 
least detract from the credit due to 
those who have guided that momentum. 

“As we meet here today, I believe we 
can say that we have gone far enough 
along to be certain that we are on the 
right road. Most of it remains to be 
surveyed; more of it to be constructed. 
But when the task has been accom- 
plished, I think it will be said that the 
pattern of education in traffic and trans- 
portation, as finally accepted by industry 
in general, was in no small part designed 
in this society.” 


Barriers to Intercoastal Resumption 


Mr. Laux made a strong plea for re- 
establishment of intercoastal steamship 
service under private ownership and 
management. He gave a historical sketch 
of the rise of that service, noting that it 
had been an important factor in the 
development of American commerce. The 
service disappeared completely in World 
War II, he said, because of the taking 
over by the government of its vessels. 
He related in detail what, in his opinion, 
were the factors that had retarded its 
resurgence after the war. In the first 
place, he pointed out, the cessation of 
the service meant that it could not share 
in the prosperity from war traffic that 
came to other modes of transportation. 

Attempts of the War Shipping Admin- 
istration to restore the service under 
temporary emergency certificates from 
the Commission, he said, had not been 
particularly successful. At present, he 
said, only three coastwise services op- 
erated out of the port of New York. 

He enumerated the things which, in 
his opinion, stood in the way of the 
return of more of such services, includ- 
ing the steel and coal strikes, and par- 
ticularly the fact that existing rates 
“were inadequate to support private op- 
erations.” Higher labor costs and higher 
costs of vessel construction added to the 
difficulty, said he. He told about in- 
vestigations by the Commission of coast- 
wise competitive rail rates and its fail- 
ure to afford relief along those avenues. 

“According to the chairman of the 
Maritime Commission,” said he, “the 
postwar period, which has seen unprec- 
edented volume traffic and revenue for 
overseas operation, has, on the other 
hand, produced only red figures in the 
domestic water trades. It is a paradox 
that in a period of high industrial profits 
an entire transportation service should 
be unable to meet operating expenses.” 

The position taken by the Commission 
had “practically closed the door to the 
stimulation hoped for by coastwise car- 
riers,” he said, adding: 

“For several years it has been apparent 
that the doctrine of the railroads has 
consistently been to frustrate almost 
everything and anything that would be 
in the interest of preserving and foster- 
ing a sound, dependable and profitable 
system of domestic water lines in the 
coastwise and intercoastal trades. The 
railroads with some few exceptions have 
always considered these modes of trans- 
portation as ruthless competitors despite 
the fact that it has been repeatedly rec- 
ognized in many important quarters of 
the federal government agencies, by in- 
dustry, by port authorities and agencies 
and by the law-makers that this mode 
of transportation has many inherent dis- 
abilities in competing with the land 
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transportation of the railroads, motor 
carriers and freight car forwarders. To- 
day, these carriers, particularly those 
that move commodities other than in 
bulk, are regulated just as comprehen- 
sively as the railroads and the interstate 
commerce act requires that the railroads 
join with the water carriers in differen- 
tial rates and routes applying over water- 
rail, rail-water and rail-water-rail routes 
between New York and the hinterland 
of the other ports and between the in- 
terior territory served by the port of 
New York and other ports including the 
back areas of those ports. 

He accused the railroads of holding 
“adamantly” to the policy that they be 
accorded the complete haul on land be- 
tween interior points and ports. They 
also did not “relish” participation in 
rail-water rates that would “leave the 
railroads a short haul,” and, he added, 
“where that situation is compelled, the 
railroads make it tough for the water 
carrier by either holding out for an un- 
duly large share of the joint revenue as 
divisions or by demanding full local 
freight rates for their share of the haul, 
or by manipulating the rates in such a 
manner as to reduce or shrink the dif- 
ferential savings in the rail-water rate 
versus the all-rail rate sufficiently to 
make the joint route unattractive.” 

Economic progress was “thwarted,” 
said he, by “many dogmatic and ‘tough- 
tactics’ policies of the railroads plus 
the continuous challenge of selective 
rate-cutting which has the effect of cre- 
ating new low ceilings of rates above 
which other modes of transportation 
cannot move their rates when necessary 
to meet increased operating costs and 
make their operations profitable.” Both 
modes of carriers must be brought 
“nearer to the beam of the national 
transportation policy,” and much aid in 
that direction must be expected from the 
Commission, he maintained. 


New and modern ships were needed 
for intercoastal service, he asserted. That 
required capital which steamship men 
seemed reluctant to risk “because of the 
uncertainty of railroad reaction in rate 
cutting, and labor costs ashore and 
afloat.” Continuing, he said: 


“True it is that the coastwise trade is 
and has been protected by law from for- 
eign competition since 1817 and therefore 
the operators are not eligible for subsidy. 
Coastwise assistance is available under 
the maritime act of 1936 through loans 
and the insured mortgage provisions, but 
this is not enough. After all, shipyards 
are the ones that fix the prices, and 
shipyards are as much of a necessity 
to our country’s national defense as 
ships; it must not be overlooked that we 
have evidence to the effect that ship- 
yard costs in foreign countries are about 
one half of those of American yards; so 
why not change the laws to have the 
subsidy arrangement now applying to 
vessels other than domestic service to 
apply to the latter, or why not fix it so 
that the shipyards are subsidized? Cer- 
tainly, as to the latter, no opposition 
could be voiced by the competitive trans- 
portation agencies. On the other hand, 
why not encourage the railroads, under 
supervision of the I.C.C., to acquire and 
establish coastwise service with pro- 
visions. of law covering maintenance of 
differential rates. 

“With this goes the call for improve- 
ment in terminals and cargo handling 
practices. Labor at the ports forms an 
appreciable part of operating expenses. 
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Such expenses can be reduced and the 
carriers aided financially if labor-saving 
devices are installed wherever practicable. 
Utilization of such mechanical machin- 
ery must not be restricted by labor as has 
been the case in some instances and pre- 
vented in others by the opposition of la- 
por unions. In addition, since coastwise 
trade is domestic, wage levels for labor 
in this trade should be on a par with 
handling freight costs of other domestic 
carriers and not those prevailing in dis- 
similar foreign commerce operations.” 


Professional Traffic Standards 


Mr. Plowman spoke at the luncheon 
session. He said the society furnished a 
good vehicle for diverting a part of the 
funds spent by transportation men in 
entertaining each other “into construc- 
tive channels.” There appeared to be, 
among some men in traffic and transpor- 
tation, a fear of the word “professional,” 
said he, and that attitude was puzzling, 
because most of those very men ex- 
emplified, in their attitudes toward their 
employers, their country, and their field 
of work, the very things that made the 
use of the adjective “professional” prop- 
erly descriptive of them and their work. 
There was, in the end, no difference be- 
tween the way these men acted and the 
way the members of the society believed, 
he asserted. 

There were certain fundamentals that 
applied throughout all transportation, 
said he, one of them being that the at- 
tainment of college training for work in 
the field was no longer being considered 
a “mere accident of environment.” The 
new view of such an education, he added, 
was that it was “a necessary part and 
parcel of the development of the re- 
sponsible and successful traffic executive.” 
There were unmistakable indications, he 
concluded on that score, that the traffic 
man of tomorrow would, because of his 
better education, be a “better trained and 
more able man than the traffic man of 
today.” 

He enumerated four successive re- 
quirements of the fully rounded man in 
transportation. The first, he said, was 
interest in the work. That was some- 
thing the society could help instill into 
the potential traffic man by honest pro- 
motion and propaganda, he said. Sec- 
| ondly, he said, there was a need for the 
building transportation man to “prove 
his ability.” At that point, the society 
was equipped to work objectively, he as- 
serted, through its examination program. 
He felt, he added, that that program had 
been developed far enough and suffi- 
ciently tested to win the confidence of 
the thinking successful transportation 
man of today. 

The third requirement, he continued, 
was “awareness.” The potentially suc- 
cessful traffic man, he said, had to ac- 
quire the facility of appreciating what 
was happening in the world of transpor- 
tation—he had to be able to see and 
evaluate current problems. Among those 
most intense at the moment he enu- 
merated industrial changes, in decen- 
tralization, that had their immediate 
effect on the general transportation pat- 
tern; “new forms of transportation on 
the horizon;” the possibility of the 
nationalization of existing forms of 
transportation, and an increasing 
“ground-swell,” for which there was no 
adequate explanation as yet, that indi- 
cated an impending abandonment of 
common carriage and a return in great 
measure to private carriage. 

The fourth requirement he character- 


ized as the “codfish” requirement. He 
drew that designation from the story of 
a student who considered the codfish an 
unsuitable subject for a master’s thesis, 
but who, after five years of study of the 
codfish and the attainment of a Ph. D. 
degree with a second thesis on it, ended 
by saying that he didn’t know much 
about codfish. That type of instinctive 
research and insatiable curiosity was 
essential to the development of a com- 
plete traffic man, he said, adding that 
one never “graduated” from the need 
for acquiring detailed knowledge, par- 
ticularly in a field where technical de- 
tail loomed so large in the total body 
of knowledge and experience. 

Finally, he said, the “full traffic man” 
had to acquire “maturity.” By associa- 
tion with his colleagues in the field, he 
asserted, the man in transportation had 
to become “one of the group,” had to 
end as a mellow, tolerant individual, 
with a maturity of judgment and a deep 
insight into human nature—plus a com- 
plete generosity in bestowing the bene- 
fits of his acquired knowledge and ex- 
perience on the transportation field in 
general. 

Business Session 

President Vayo, in his opening ad- 
dress, spoke optimistically of the prog- 
ress of the society, but indicated that 
there were still well-established traffic 
men, of reputation, who might be per- 
suaded to assist its development by be- 
coming founder members. He praised 
the work of his fellow officers and com- 
mitteemen and reminded those listening 
that those men were freely contributing 
time, work and money toward the ob- 
jectives of the society. 

G. Lloyd Wilson, director of education, 
said that, while the number of examinees 
had not grown as he had hoped, he was 
not discouraged. Several thousand in- 
quiries had been received by him and 
by Registrar E. H. Breisacher, he said, 
and out of that larger group he did not 
doubt but that many would eventually 
receive certificates as members after 
successful completion of the _ society’s 
examinations. He said the society had 
received valuable support from various 
traffic clubs through their publications, 
and by Delta Nu Alpha, national trans- 
portation fraternity. He urged founders 
of the society to encourage those work- 
ing for them to prepare for examinations 
and to assist them, perhaps financially, 
in taking the tests. His report was ac- 
cepted. 


Other reports, which called for no 
special action and which were accepted, 
were presented by John S. Jarrett, Den- 
ver, Colo., chairman, advisory committee 
to the board of examiners, and R. J. 
Bayer, Chicago, director of public rela- 
tions. 


Constitution and Officers 


The amendments to the constitution, 
it was explained by H. A. Hollopeter, 
Indianapolis, Ind., chairman of the 
board of directors, were necessary be- 
cause of changes in the Indiana statutes 
governing not-for-profit corporations. 
The society is incorporated in Indiana. 
The proposed changes were presented 
by R. A. Ellison, Cincinnati, O., member 
of a special committee on the subject, in 
the absence of Freeman Bradford, In- 
dianapolis, chairman of that committee. 

The changes introduced some com- 
plications in the manner of selection of 
the officers for the year 1950-1951, and 
of members of the board of directors, in 
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two classes—the first group to replace 
those whose terms were expiring, and 
the second to increase the membership of 
the board, under the amended consti- 
tution, from 12 to 21. By means of pro- 
cedures at the membership meeting, and 
at the meeting of the board of directors 
after the meeting, the following officers 
were elected: 

President, Mr. Vayo; vice-president, 
Mr. Plowman; secretary-treasurer, Ken- 
neth Jamieson, Rochester, N.Y.; director 
of education, Mr. Wilson; director of 
public relations, Mr. Bayer; general coun- 
sel, Mr. Bradford, and chairman of the 
board, Mr. Hollopeter. 

Elected to the board, because of term 
expirations, were: Mr. Ellison, Mr. Jar- 
rett, J. W. Harley, New York, and C. J. 
Goodyear, Philadelphia, Pa. Added to 
the board were: Messrs. Vayo, Plowman, 
Jamieson, Wilson, Bayer, and Bradford; 
J. W. Peters, former secretary, whose 
resignation was accepted by the board; 
C. E. Farnung, Rochester, N.Y.; and 
H. D. Fenske, Detroit, Mich. 

The seven officers enumerated above, 
and E. L. Hart, Atlanta, Ga., and F. A. 
Doebber, Indianapolis, Ind., were elected 
by the board to serve on the executive 
committee. 

The following are holdover members 
of the board: L. R. Capron, Chicago; 
A. B. Cozzens, Cleveland, O.; R. E. S. 
Deichler, New York; Joseph P. Gudger, 
Houston, Tex.; Walter Mullady, Chicago; 
C. R. Musgrave, Bartlesville, Okla., and 
Messrs. Hollopeter, Hardt and Doebber. 


April Institute Set 


At a meeting of the board of directors, 
it was voted to empower the executive 
committee to set up such organization as 
it deemed necessary to conduct an out- 
standing two-day institute on transpor- 
tation, in connection with Northwestern 
University, at Chicago, ‘in April, 1951. 
Inability to complete preparations he- 
cessitated postponement of such an in- 
stitute originally planned for December, 
1950. Appropriations were made by the 
board for the expenses of the institute. 
Appropriations for the work of the educa- 
tional director, the president, the secre- 
tary-treasurer, the advisory committee 
and the director of public relations were 
also approved. 


More Than 300 Attend 
C.A.T. Alumni Party 


More than 300 persons attended the 


1950 ,Christmas party of the Alumni 
Association of the College of Advanced 
Traffic, in the Hotel Midwest, Chicago, 
according to Thomas J. Mulvihill, pro- 
gram committee chairman, announced. 

George P. Lenz, of Carstensen Freight 
Lines, retiring president of the associa- 
tion, received a gift of luggage from the 
association. New officers and directors 
were installed. Mrs. Vicki Badham, re- 
tiring as publicity chairman, received a 
gift certificate in recognition of her 
work on the club’s publication, “The 
Alumni News.” 

The Alumni Association will begin its 
second quarter century in January, 1951. 
The meeting January 16 in the Hotel 
La Salle is the annual good fellowship 
night. 

Delbert E. Thomas, of Campbell Soup 
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Co., chairman of the educational com- 
mittee, announced that question-and- 
answer periods, on topics of interest to 
traffic men, would be presented at each 
meeting in 1951. The committee will 
launch a business management course 
for alumni members, beginning in Sep- 
tember, 1951, designed to prepare stu- 
dents for examinations of the American 
Society of Traffic and Transportation. 


indianapolis Chapter of 
S.1L.P. & M.H.E. Organized 


The first official meeting of the In- 
dianapolis, Indiana, Chapter of the So- 
ciety of Industrial Packaging and Ma- 
terials Handling Engineers was held 
December 13 following a dinner at the 
Athenaeum Turners. 

Officers of the Indianapolis chapter for 
the ensuing year are: E. E. Clemons, 
Schwitzer-Cummins Co., president; E. M. 
Richardson, Kingan & Co., vice-presi- 
dent; O. L. Vicars, Rough Notes Co., 
secretary; J. C. Heim, John Heim and 
Associates, treasurer; Ralph Coffman, 
Indiana Farm Bureau, Inc., director; 
K. C. Ferguson, Inland Container Corpo- 
ration, director, and C. L. Short, Ellis 
Trucking Co., Inc., director. 

The Society is a nation-wide organi- 
zation with headquarters in Chicago. It 
is not organized for profit, and its aims 
are the scientific development and ad- 
vancement, including the use, of packag- 
ing and the handling of materials in 
industry and transportation, it is pointed 
out. 

Meetings of the Indianapolis chapter 
will be held monthly with guest speakers 
nationally recognized in the field of 
packaging and materials handling. 


Atlantic Advisory Board 


Meeting Set for Jan. 11 


Walter S. Tower, president of the 
American Iron and Steel Institute, New 
York City, will speak on “The Question of 
Steel Supply” at the luncheon session 
of the Atlantic States Shippers Advisory 
Board in its annual meeting, January 11, 
in the Hotel Roosevelt, New York City. 
William P. Snyder, Jr., chairman of the 
board, Crucible Steel Co. of America, 
will be toastmaster. 

President H. H. Pratt, general traffic 
manager of Crucible Steel Co., New York 
City, will call the board’s business session 
to order at 9:00 a.m. C. R. Megee, vice- 
chairman, car service division, Associa- 
tion of American Railroads, Washington, 
D.C., will report on national transporta- 
tion conditions, with G. C. Randall, dis- 
trict manager, New York City, reporting 
on transport on the board’s territory. 

The following committee chairmen will 
report: Executive, R. F. Hogan, traffic 
manager, Warner Co., Philadelphia; 
membership, G. H. Rushlaub, district 
traffic manager, Crucible Steel Co., Syra- 
cuse; legislative, R. A. Cooke, manager, 
traffic department, American Newspapers 
Publishers Association, New York City; 
carload transportation service, C. E. 
Coyle, general traffic manager, Otis Ele- 
vator Co., New York City; car de- 
tention, J. R. Morton, general traffic 
manager, San-Equip Inc., Syracuse; less- 


carload, G. H. Cunningham, general 
traffic manager, Sterling Drug, Inc., New 
York City; loss and damage prevention, 
G. E. Miller, traffic manager, S. S. White 
Dental Mfg. Co., Philadelphia; express, 
Donald McPherson, traffic manager, Car- 
rier Corporation, Syracuse; and railroad 
contact, P. M. Shoemaker, vice-president, 
Delaware, Lackawanna & Western Rail- 
road, New York City. 

E. C. Carson, district traffic manager, 
General Electric Co., Philadelphia, will 
report for the committee on palletiza- 
tion. Charles B. Clark, eastern advertis- 
ing manager, Traffic Service Corporation, 
New York City, will report for the pub- 
licity committee, and C. J. Goodyear, 
traffic manager, Philadelphia & Reading 
Coal & Iron Co., Philadelphia, will give 
the report of the nominating committee. 

R. E. Covey, traffic manager, Sylvania 
Division, American Viscose Corporation, 
Fredericksburg, Va., and second vice- 
president of the board, will comment on 
the board’s forecast of carloadings for 
the first quarter of 1951. 

Board working committees will meet 
January 10, and board members are in- 
vited to attend the meeting of the ex- 
ecutive committee. 


Irregular Route Common 


Carrier Committees to Meet 


The special legislative committee and 
the safety committee of the Irregular 
Route Common Carrier Conference, 
American ‘Trucking Associations, will 
meet in A.T.A.’s fifth floor meeting room, 
Washington, D.C., January 15, at 10 a. m., 
and the board of directors will meet 
January 16, at 10 a.m., in the same 
room, the conference has announced. 

“The special committee meeting has 
been called so that the members may 
further discuss the legislative matters 
they now have under consideration,” it 
said. The safety committee will concern 
itself with the revisions in the safety 
regulations recently released by the In- 
terstate Commerce Commission. 

“The board of dizectors wili consider, 
among other things, the report of the 
special committee, the safety regula- 
tions, the P.I.E. purchase Keeshin Lines 
case, in so far as it pertains to long-haul 
motor freight, the national emergency 
and how it affects the motor carrier 
industry.” 


Fruit and Vegetable Group 
To Hold Transport Meeting 


Government and industry officials will 
participate in the general transportation 
conference at the 47th annual conven- 
tion of the United Fresh Fruit and 
Vegetable Association, January 13-18, at 
Miami Beach, Fla., it is announced by 
Durward Seals, United’s traffic manager. 

The principal speaker on the seven- 
man panel which will be held January 
16, in the Municipal Auditorium, will be 
Maxwell W. Wells, attorney for Florida 
citrus and vegetable interests before the 
Commission since 1937. 

Other speakers will be Homer C. King, 
deputy administrator of the Defense 
Transport Administration; J. E. Wathen, 
traffic manager, American Fruit Growers, 
Inc.; J. L. Pease, assistant chief, trans- 
portation rates and services division, 
transportation and warehousing branch, 
U. S. Department of Agriculture; Gordon 
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Stedman, secretary-manager, The Grovw- 
ers and Shippers League of Florida; J. B. 
Mosley, I.C.C. Bureau of Service, and 
J. C. Winter, staff assistant for transpor- 
tation, marketing and facilities research 
branch, U. S. Department of Agriculture. 
Mr. Wathen will serve as chairman of the 
panel. 


Trucking Industry Group to 


Study Manpower Problems 


The deputy directors of the US. selec- 
tive service and employment security 
agencies will discuss current draft and 
manpower problems at the American 
Trucking Association’s second annual 
National Forum on Trucking Industrial 
Relations in St. Louis, Mo., Jan. 8-10. 

Both Brig. Gen. Louis H. Renfrow, 
deputy director, Selective Service Sys- 
tem, and Arthur Motley, assistant di- 
rector, U.S. Bureau of Employment 
Security, will speak at the opening day 
general luncheon on Monday, January 8, 
in the Hotel Sheraton. Approximately 400 
executives of the nation’s trucking in- 
dustry are expected to attend. 

Two panel discussion sessions are 
scheduled for Tuesday, the morning 
meeting dealing with “Wage Stabiliza- 
tion in the Trucking Industry” and the 
luncheon-afternoon meeting taking up 
“Problems of Health and Welfare Trus- 
teeships.” A.T.A.’s industrial relations 
committee, which is sponsoring the 
forum, will hold a general meeting Wed- 
nesday open to truck operators. 

Theme of the forum will be “The 
Impact of Manpower and Wage Controls 
upon the Trucking Industry.” General 
Renfrow’s topic will be “Our Current 
Selective Service Problems.” Mr. Motley, 
who is also chairman of the federal gov- 
ernment’s inter-agency committee on 
critical occupations, will discuss “Prob- 
lems of the Employment Services dur- 
ing a Period of Manpower Shortage.” 

Joseph Davidson, vice-president of 
Davidson Transfer & Storage Co., Balti- 
more, will be moderator at the panel 
discussion on wage stabilization. On the 
panel will be Earl H. Cannon, general 
manager of the Central States Area 
Employers Association, Madison, Wis.; 
John T. Grigsby, Richmond, Va., at- 
torney; Frank Floyd, general manager 
of the Local Cartage National Confer- 
ence, Washington, D.C.; and Landis 
O’Brien, president of Mohawk Motor, 
Inc., Tiffin, O. 

Moderator over the session on health 
and welfare trusteeships will be Frank 
E. Bacon, president of M & D Motor 
Freight Lines, Duncan, Okla. The panel 
will be composed of Joseph Adelizzi, 
managing director of the Motor Carriers 
Association of New York; A. O. Buck, 
vice-president of Super Service Motor 
Freight Co., Inc., Nashville, Tenn.; Ca- 
bell Cornish, president of Southern Ex- 
press, Inc., Dallas, Tex.; and R. L. 
Thompson, manager of labor relations, 
Liberty Highway Co., Toledo, O. 

General chairman of the forum will 
be George H. Tiernan, president of Mo- 
tor Transport Co., Milwaukee, Wis. 
who heads A.T.A.’s industrial relations 
committee. 

Registrations for the forum and its 
two general luncheons may be made 
through Benjamin R. Miller, director of 


‘the Industrial Relations Department, 


American Trucking Associations, 1424 
Sixteenth Street, N.W., Washington 6, 
DC. 
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SELLING FREIGHT SERVICES | 


NUMBER 6 OF A SERIES 


Do your solicitors really know 


the transportation business? 


66] WOULD LIKE to see the freight 
solicitor become more of a trans- 
portation engineer,” said the traffic 
manager of a large chemical company. 
He was not alone in that thought. We 
met quite a few traffic managers who 
backed him up. In fact, we have quite 
a collection of comments gathered from 
the field on this phase of transportation 
selling. We have some well thought out 
ideas from traffic managers, some of 
whom had been solicitors themselves. 
And we have a fair batch of “experience 
stories” from carrier personnel, some of 
them from highly successful solicitors. 


From our collection of this material 
stemmed the check list of qualifications 
of a good transportation solicitor, with 
which we concluded Article No. 5. (See 
Chart I.) 

In this installment we will examine 
these viewpoints and practices of the 
traffic managers and solicitors we visited, 
as they apply some of the points on the 
Check List. 


Let’s start with the first one: Does 
he (the solicitor) really know the trans- 
portation business—rates, routes, reg- 
ulations? 

The traffic manager of a chemical 
company, quoted above, continued his 
thought as follows: 

“You can see it would help the situa- 
tion a lot if the railroads had trans- 
portation engineers instead of solicitors 
—men who could work with us and our 
engineers all the way through on a job 
in order to see that we got the best of 
service. If those men could help us 
lick our shipping problems, see that we 
got delivery on time, help us out on 


By W. SCHUYLER HOPPER 


President, The Schuyler Hopper Company 


rates, routes, material handling, ware- 
housing, packing—all the way through— 
a difference in rate might not matter 
so much. We could probably work it 
out so that both of us would be satis- 
fied.” 

‘Transportation Specialists’ 

You might consider that a tall order, 
and, in fact, so did we, until we bumped 
into several carrier sales executives who 
had some clear cut ideas on the subject. 
For example, the eastern traffic man- 
ager of a western railroad said: 

“I think we are working toward a new 
phase of solicitation, and I do definitely 
think that solicitors are becoming more 
and more transportation specialists. I 
believe you will see the railroads work- 


This is the sixth of a series of 
articles on the problems of selling 
transportation today. Their ob- 
jective is to explore the possibility 
that the efficient methods of 
American industry could be ap- 
plied by the carriers to help them 
increase tonnage at lower unit 
sales cost. They have been pre- 
pared by Mr. Hopper, president 
of The Schuyler Hopper Com- 
pany, advertising and marketing 
firm, after field research by mem- 
bers of the company’s staff. 


—THE PUBLISHER 


ing more closely with an industry—and 
on the development of an industry— 
not only on industrial location and 
markets, but from an engineering stand- 
point on all of an industry’s shipping 
problems. The development of the cov- 
ered hopper cars, for instance, in co- 
operation with the cement industry, is 
just a small beginning of that sort of 
thing; the automobile parts car, another. 
I believe the time will come when rail- 
road specialists will be called on to help 
@ man plan the movement of his goods 
from inside his plant all the way to its 
market. I mean really help him plan 
his methods; not just handle a ship- 
ment. 


“And the solicitors, like industrial 
sales engineers, can play a large part 
in that program. 

“We, fortunately, have some cases like 
that now and are striving for more. We 
have shippers who look upon our solici- 
tors as consultants whom they can call 
in for personalized service whenever a 
.material handling or shipping problem 
comes up. I worked on one, for instance, 
last week—the problem of a paper 
manufacturer—wherein the solution we 
recommended and which he will prob- 
ably adopt—will be the use of a new 
type of lift truck and the use of a new 
loading car. ‘This personalized rela- 
tionship as consultant on a shipping 
problem is what we solicitors have to 
work for more and more. Given a re- 
lationship like that, a competitor com- 
ing in and trying to take the business 
away from us would have quite a handi- 
cap, even though he’s able to offer a 
lower rate.” 
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Another eastern traffic manager of one 
of our largest railroads added this: 

“Like any other business, we realize 
that selling your product is a combina- 
tion of knowing it and helping your cus- 
tomer solve his problems with it. So it 
follows in this business of selling trans- 
portation that you must keep well 
informed, not only on the general trans- 
portation picture, but on the specific 
needs of the industry you are going 
to contact and the specific needs of the 
firm within the industry which you hope 
to serve. That information, or knowl- 
edge, ranges all the way through rates, 
routes, schedules, material handling, 
packaging and warehousing. It becomes 
a necessity, for instance, for our solici- 
tors to read publications like TRaFFIc 


fact, it is a considerable chore in itself 
to become acquainted with the spelling 
of some of the chemicals, let alone the 
rates that apply. But he should have 
some knowledge of the general rate 
structure and enough facts on the nature 
of the business he’s calling on, its traffic 
picture, and have a general idea whether 
or not a rate is in line. If he thinks he 
can help, he can always check with the 
rate department of his railroad. The 
same is true for packing. He doesn’t 
have to be a packing expert, but he can 
find out if a shipper is having a problem 
and refer an expert to him. In other 
words, railroads have all the technical 
experts needed to help shippers on any 
traffic or material handling problem. 
The principal job of the solicitor, if he 





Chart | 
Qualifications of A Good Transportation Solicitor 


(Derived from interviews with shippers and carrier sales executives.) 


1. Does he really know the transportation business? Really? Rates? 


Routes? Regulations? 


2. Does he really know his own system? 


3. Does he endeavor to know something about the prospect’s busi- 


ness—and his problems? 


4. Does he delve into his prospect’s business tactfully? Then does he 


make his suggestions tactfully? 


5. Is his frequency and timing of calls satisfactory? 


6. Or, does he appear to rely too much on entertainment as a sales 
tool? 





Wor.p, Railway Age, Wall Street Jour- 
nal, Business Week, and Fortune, in 
order to help them know the general, and 
sometimes specific, conditions not only 
of transportation, but also the business 
of the man on whom he is about to call.” 


“But,” said the traffic manager of a 
midwest railroad, “you can’t expect a 
solicitor to become an expert on rates, 
routes, packing, material handling and 
warehousing. Why, each one of those 
is a life study in itself. On packing, for 
instance, you’d have to know a great 
deal about all kinds of packing; you’d 
have to know more than the shipper 
does, and he’s much closer to his own 
products and packaging problems than 
you are. Do you think it would pay to 
spend all the time it would take to be- 
come an expert on packaging when you 
could use it only a few times?” 

Another railroad traffic manager hit 
that one: 


“A solicitor with a good knowledge of 
the transportation business can find 
many and diverse opportunities to be of 
help to his shippers. He can help, for 
instance, to put a man in a better posi- 
tion rate-wise. That doesn’t mean that 
he has to know all the rates. They are 
too complicated and too complex these 
days. It would be almost impossible for 
the average solicitor to keep up with all 
the rate changes. A solicitor in his 
rounds may go from a food plant to 
a steel plant, and then to a chemical 
plant. I doubt that Einstein could keep 
all the rates that apply in his mind, and 
I’ve never seen a solicitor strong enough 
to carry all the manuals he would need 
to cover all the items. As a matter of 


has a good working knowledge of his 
job, and if he is really interested in 
helping his shipper, is to seek out the 
problems and have them solved by his 
railroad.” 


One Salesman’s Views 


We asked an outstandingly successful 
solicitor for his thoughts on the subject 
of what every good solicitor should 
know. Said he: 

“I’ve given up trying to give advice to 
other solicitors, but if you want a few 
words to sum up what I believe, I’d say 
that they should study, read, take 
courses, ask questions, and join clubs 
and associations in their business and in 
their shippers’ businesses. 

“You’ve got to have more than a per- 
sonality and a philosophy of selling. 
You’ve got to have the technical knowl- 
edge. All the years I’ve been in this 
industry I’ve been studying rates, routes 
and regulations and I’m still at it. 





Chart Il 
The Tools of Selling— 


- Salesmen 

. Telephone 

. Direct Mail 

. Publication advertising 


. Presentations 


ao nh WD = 


. Specialties (like calendars, desk 


pads, etc.) 


—_—_—eeeEeee~eEEE~Er~r~~-r—~xX—Yr~E~Ea~aa~~ereererreeeem™"] 





TRAFFIC Wonr.p 


“If you pin me down on advice to top 
officials in a line, I’d say, teach your 
solicitors rate procedures, routes and 
regulations. 

“I believe that you have to create some- 
thing to sell in this business. Every line 
has practically the same kind of equip- 
ment, and rates are set by the Commis- 
sion. So, for each prospect, you have to 
study out a combination of facilities, 
rates, routes and regulations to create a 
package that’s different. Then you have 
something to sell. 

“I'd say that my modest success in 
getting freight business is due to asking 
myself, not ‘How much business did I 
get from this guy this year?’, but ‘How 
much have I done for this guy this year? 
How much have I saved him?’” 

This man has gained a reputation for 
being of help to traffic managers. They 
are aware of his knowledge of the trans- 
portation business and many of them 
come to him for help. 

Now there’s an interesting point. Here’s 
a way to get business. Let’s think about 
it for a minute. 

“Sure,” you say, “all I’ve got to do is 
hire guys like that. Where do I find 
them? Lead me to them. Or do I have 
to build up my own soliciting force into 
men like that? That may be a long and 
tedious job.” 

Okay, so you can’t hire men like that 
right away. But there may be a way of 
speeding up that process with and for 
your solicitors. 


A Problem of Communications 


Let’s look at it. There’s hardly a 
carrier organization which hasn’t got an 
expert ready, willing, and able to help 
shippers on anything from transporta- 
tion economics to the proper way of 
stacking eggs. In other words, the or- 
ganization has the sort of experience 
and know-how that this _ successful 
solicitor is talking about. The problem, 
then, is getting the fact that you have 
that knowledge and know-how across to 
your customers and prospects so they'll 
get the idea that they can depend on you 
when they need help. That’s a problem 
of communications. 

What does successful industrial sales 
management do when faced with a prob- 
lem like that? They study the sales tools 
they have at their command (see Chart 
II) and choose the ones they think can 
best do the job for them. If the sales- 
men alone aren’t getting across the idea 
that the company has the wherewithal 
to help customers with their problems, 
the sales manager turns to those other 
sales tools and uses them in a way not 
only to educate customers and pros- 
pects, but also to spark his own sales- 
men to make use of that know-how and 
perhaps gain some of it themselves. 

He talks about his special services 
and ability in booklets which, in your 
case, might well be on packing,. indus- 
trial location, warehousing, etc. (There’s 
more of this idea in Article No. 1, T.W., 
October 14, 1950.) He uses publication 
advertising to cite cases where he has 
helped customers. He does it often 
enough so that the customers and pros- 
pects get the idea. He begins to gain 
a reputation for his outfit, just as our 
solicitor friend did for himself. Then 
even the salesmen might begin to catch 
on and get in on the act. 

In other words, his good material, 
properly promoted, will help immeasur- 
ably in gaining the confidence of ship- 
pers. And once that happens, there’s 
a good chance that, when a shipper has 
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a problem, he will call in the outfit that 
shows a recognition of his needs. 

Thus, each solicitor doesn’t have to be 
an expert on each particular phase of 
the transportation business. All he has 
to have, as the vice-president of an 
eastern railroad told us, is enough gen- 
eral knowledge so that he can talk 
about a problem or smell out a problem. 
If the shipper has confidence in his 
road, he doesn’t have to have the par- 
ticular knowledge and ability to solve 
every problem himself. He can call upon 
specialists on the railroad and, in most 
cases, have a man at the shipper’s place 
within 24 hours to help him solve that 
problem. 

Just the very fact that you put your 
story in print can go a long way in help- 
ing your solicitors win prospects and in- 
fluence customers. Let me quote Aesop 
Glim, an expert on advertising who 
writes for Printers’ Ink: 

“You’ve heard the expressions, ‘Put it 
in writing’ and ‘Would you sign your 
name to that kind of a statement.’ 
Sometimes the party of the first part 
thinks the party of the second part is 
talking a bit wildly. To pin him down— 
or call his bluff—the first party asks 
the second party to put it in writing. 

“That is perhaps the first thing the 
firm’s advertising does for the individual 
salesman. It puts the firm’s story— 
and the salesman’s—in writing. It 
thereby makes the salesman a respon- 
sible person in the opinion of his cus- 
tomers. All his verbal claims are sup- 
ported by the firm’s advertising—in writ- 
ing—in the public market place—with 
the firm’s signature on every advertise- 
ment. ; 

“Do you get a kick out of seeing your 
name in print? If you see something in 
the paper, are you more apt to believe 
it than if some neighbor tells you the 
same fact? There’s magic in print. The 
salesman can cash in on this magic by 
carrying proofs of the advertising and 
by showing them to customers and 
prospects as often as possible. (He may 
even get around to reading them him- 
self and get educated.) 

“The proofs of the firm’s advertising 
enable the salesmen to say, in effect, ‘Here 
it is in writing—full support of all our 
claims.’ ” 

There’s one more problem you help to 
overcome when you put your story in 
print. You can make sure you get across 
what your salesmen ought to be saying, 
the points he may regard as, “Oh, that, 
everybody knows all about that already.” 

Many an industrial sales manager has 
found himself faced with a crew who 
knew all the answers about selling, who 
gave him lip service in the office when 
he suggested a new approach, and then 
went about selling in their own way when 
they got out in the field. Good use of 
the printed word in various forms helped 
them overcome that sales problem. 


“Now that sounds fairly reasonable,” 
you might say. “But what about those 
big outfits—the ones that have the defi- 
nite shipping programs and policies—the 
ones that ‘divide the traffic-—what do you 
do about them?” 

Well, we’ve met them and we’ve talked 
to them and they did stack up as tough 
Selling problems as general traffic man- 
ager after general traffic manager told 
us: 


“Not much help a solicitor can offer 
on the general shipper’s problems that 
confront a large organization. Outfits our 
size have their own rate departments; 


they have their own packing experts, 
etc.” 

Now, we’ve found some people among 
both carriers and shippers with some 
interesting ideas on that one. And we 
have a few of our own, based on how 
industrial sales managers cope with their 
counterpart of this problem. Our next 
article will lead off on this topic. 





Eastern Wisconsin Truck 
Advisory Group Formed 


As a result of a communication re- 
ceived from Blair C. Watson, district 
supervisor of the Commission’s Bureau 
of Motor Carriers, shippers and carriers 
throughout the eastern area of Wiscon- 
sin have formed a Shipper-Motor Car- 
rier Transportation Advisory Committee 
for the purpose of studying and making 
recommendations for the most efficient 
use of motor carrier equipment. The 
eastern area will consist of the follow- 
ing districts: 

Northeastern District, comprising the fol- 
lowing counties: Brown, Calumet, Door, 
Florence, Fond du Lac, Forest, Kewaunee, 
Langlade, Manitowoc, Marinette, Oconto, 
Oneida, Outagamie, Shawano, Sheboygan, 
Vilas, Waupaca, and Winnebago. 

Central Eastern District, comprising the 
following counties: Dodge, Milwaukee, 
Ozaukee, Washington, and Waukesha. 

Southeastern District, comprising the fol- 
lowing counties: Kenosha, Racine, and 
Walworth. 

Subcommittees are being formed in each 
district. 

“Preliminary studies have shown that 
one of the major contributing causes to 
traffic congestion at motor. carrier 
terminals, and to the failure to obtain 
maximum utilization of motor carrier 
equipment, is the serious loss of time 
involved in the loading and unloading 
of motor carrier vehicles,” said the com- 
mittee. “These delays occur at termi- 
nals of carriers and at the docks or 
premises of shippers and consignees. 
Every possible effort must be made to 
avoid these delays. The committee 
urges all carriers, shippers and receiv- 
ers to exert every effort to correct and 
improve this situation. 


“The committee will also study the 
problems, both interstate and intrastate, 
relating to personnel shortages, embar- 
goes, vehicle interchange practices, 
weight limitations, and vehicle and parts 
availability. 

At a meeting held December 13, Hugo 
W. Gehrke, manager, transportation di- 
vision, Milwaukee Asseociation of Com- 
merce, was selected as chairman of the 
committee; V. H. Martell, president, 
Yule Truck Lines, Inc., Milwaukee, was 
selected as vice-chairman, and L. J. 
Hackl, traffic manager, Ladish Co., 
Cudahy, was selected as secretary. Other 
members of the committee are: 


Vincent R. Powell, Milwaukee Boston 
Store Co. Milwaukee; Elmer E. 
Schwartz, Nash Kelvinator Corporation, 
Kenosha; E. H. Eckert, Waukesha Motor 
Co., Waukesha; S. J. Hoehnke, Kohler 
Co., Koehler; John E. Maples, Mani- 
towoc Shipbuilding Co., Manitowoc; W. 
E. Buchelt, West Bend, Aluminum Co., 
West Bend; H. F. C. Brown, Western 
Printing & Lithograph Co., Racine; 
Ralph N. Acerra, Association of Com- 
merce, Green Bay; Harold T. Reed, Line 
Material Co., Milwaukee; E. J. Balda, 
Chamber of Commerce, Oshkosh; R. F. 
Jones, Motor Transport Co., Milwaukee; 
R. L. Townsley, Clipper Transit Co., 
Manitowoc; Jos R. Zabrowski, Express 
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Freight Lines, Inc., Milwaukee; W. A. 
Erasmus, Globe Express & Storage Co., 
Milwaukee; E. A. Krohn, Krohn Cart- 
age Co., Milwaukee, representing Mil- 
waukee Cartage Exchange; R. P. Grues- 
chow, Grueschow Furniture Packaging 
Co., Milwaukee; P. T. Morgensen, Serv- 
ice Transport Co., Racine; Fred L. 
Leicht, Northern Transport Co., Green 
Bay; C. J. Williams, Hillside Transit Co., 
Milwaukee; J. B. Vande Creek, Olson 
Motor Service, Milwaukee; Allan Tor- 
horst, Quality Milk Service, Inc., Bur- 
lington; George R. Bailey, Olson Trans- 
portation Co., Green Bay; Blair C. 
Watson, district supervisor, Interstate 
Commerce Commission, Milwaukee. 


“Shippers and receivers who expe- 
rienced delay in the forwarding or de- 
livery of their traffic and carriers who 
are delayed in ‘loading, unloading, or 
in effecting delivery of connecting line 
traffic are urged to inform the Secre- 
tary of the committee or the local office 
of the Interstate Commerce Commis- 
sion,” said the committee. 





Highway Policy Proposals 
Made by N.H.U.C. Groups 


Agreement on three recommendations 
on the subject of continued development 
and maintenance of the nation’s high- 
way transport system was reached at 
a meeting of the board of governors and 
administrative committee of the National 
Highway Users Conference in New York 
City on December 14. 


The two N.H.U.C. groups adopted 
resolutions on “highway mobilization” 
in which they urged that priority be 
given to the improvement of the Inter- 
state System of Highways and other 
strategic roads, especially defense plant 
and military access roads. when short- 
ages of road building supplies were be- 
coming more pronounced, and that es- 
sential highway transport facilities be 
maintained to assure meeting of military 
needs as well as those of the supporting 
civilian economy “whose sound and ef- 
ficient functioning is necessarily vital to 
a strong national defense.” ‘They also 
expressed agreement with a resolution 
recently adopted by the American Asso- 
ciation of State Highway Officials calling 
for “a continuing and accelerated pro- 
gram of highway construction and 
maintenance” to sustain the nation’s de- 
fense and economic requirements. 


It was pointed out that the A.A.S.H.O. 
resolution contained a statement that 
the nation’s highways were now in “a 
seriously weakened condition resulting 
from inadequate maintenance and con- 
struction during the depression and 
neglect during the last war.” 

-In their resolution relating to the 
Interstate System of Highways, the 
N.H.U.C. groups described that 40,000- 
mile system as “the lifelines of defense 
in wartime and the principal arteries of 
commerce in peacetime.” They asserted 
that the nation’s road system was in- 
adequate in many sections because the 
rise in motor vehicle registrations had 
been “startling and unprecedented;” 
that highway departments had been un- 
able to catch up with the highway work 
deferred in World War II; that design 
standards had risen, and that, because 
of political pressures, too much money 
had been spent on unnecessary projects. 
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Phosphate Rock Decision 
Involving Norfolk and 
Baltimore Rates Modified 


The Commission, division 2, in a report 
on further hearing in Fourth Section 
Application No. 18550, Phosphate Rock 
from Florida Mines to Atlantic Ports, has 
modified the findings in its prior report, 
246 I.C.C. 225. The report embraced No. 
28653, Baugh Chemical Co., et al. v. At- 
lantic Coast Line Railroad Co. et al. 

The Commission found that the rate on 
phosphate rock from the pebblerock dis- 
trict of Florida to Baltimore had not 
been shown to be unduly prejudicial as 
alleged. 

It also found that the applicants 
should be authorized to establish and 
maintain over all-rail routes embraced in 
the application, as amended, rates for 
the transportation. of phosphate rock, 
other than ground phosphate rock, slush 
and floats (refuse and washings from 
phosphate rock), and soft phosphate, in 
carloads, of less than $6 a ton of 2,240 
pounds to Norfolk, Portsmouth, Pinners 
Point. Port Norfolk and Newport News, 
and to maintain higher rates to inter- 
mediate points, subject to the provisions 
that the rates to such higher-rated in- 
termediate points should not be in- 
creased except as might be authorized 
by the Commission, and should in no 
instance exceed the lowest combination 
of rates subject to the interstate com- 
merce act, and that the relief authorized 
should not apply to routes more than 
50 per cent circuitous. 

The relief was granted by fourth sec- 
tion order No. 16757. That order, effec- 
tive on the date rates are established 
pursuant to the relief authorized, re- 
scinded relief inconsistent with that 
granted in the instant order. 

The Commission dismissed the com- 
plaint in No. 28653. 


Nature of Case 


The proceeding was primarily con- 
cerned with alleged undue preference 
of Norfolk, and undue prejudice to 
Baltimore manufacturers of fertilizer 
arising out of rail rates on the phos- 
phate rock to Norfolk as compared with 
those to Baltimore. 

The Commission said that so long as 
the complainants and their supporters 
were receiving phosphate rock at Balti- 
more by rail-water service at transporta- 
tion charges in the aggregate substan- 
tially less than the proposed rate to 
Norfolk, it was difficult to understand 
how they could be subjected to undue 
prejudice. 

At the time of the prior report, the 
Commission said, it was cognizant of the 
partial curtailment of intercoastal water 
service as the result of World War II 
and the probable resulting diversion of 
the rock tonnage to all-rail routes. But 
it said that the situation in that respect 


was changed and that all the rock used 
by the Baltimore manufacturers now 
moved by rail-water routes. There was 
no reason to believe that this would not 
continue indefinitely, said the Commis- 
sion. 


C.&N.W. Commutation Fare 
Changes Ordered by Feb. 1 


The Commission, by a report and order 
in I. and S. No. 5761, Commutation Fares 
Between Chicago and Wisconsin, has 
partly approved a readjustment of the 
commutation fares of the Chicago & 
North Western between Chicago, Ill., and 
suburban points in Illinois and Wiscon- 
sin. 

By schedules filed to become effective 
February 21, the North Western pro- 
posed to increase those fares generally 
by 25 per cent. On protest of numerous 
commuters, the schedules were suspend- 
ed by the state commission, and the 
federal body. The commission said that 
the present suspended date was Decem- 
ber 21. 


In an embraced proceeding, No. 30545, 
Illinois Intrastate Multiple-Trip Fares, 
the North Western filed a petition with 
the Commission alleging that the intra- 
state multiple fares between Chicago 
and such suburban points and within 
the suburban area, made or imposed by 
authority of the state, caused undue and 
unreasonable advantage, preference and 
prejudice as between persons or locali- 
ties in intrastate commerce, on the one 
hand, and, on the other, interstate com- 
merce, and discriminated against inter- 
state commerce to the extent that the 
intrastate fares were made on a lower 
basis than the interstate fares between 
the same points. 


In that proceeding the Commission 
found that the circumstances and con- 
ditions under which multiple fare pas- 
sengers were transported in intrastate 
commerce were substantially similar to 
those for the interstate transportation 
of passengers in Illinois and Wisconsin, 
with some exceptions, and that the dif- 
ferences did not justify a more favorable 
basis for the intrastate passengers. 


The Commission also found that the 
increase in operating costs due to in- 
creases in wages and the prices of 
materials and supplies applied to all 
facilities furnished both freight and pas- 
senger transportation, interstate and 
intrastate, including those furnished for 
intrastate transportation of multiple- 
fare passengers within the state. It 
found that the intrastate fares did not 
produce sufficient revenue to cover the 
cost of providing the service for such 
travel, including a reasonable return 
on the investment properly chargeable 
to such service, and that the level of the 
intrastate fares required by the state 
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authorities was in violation of paragraph 
(4) of section 13 of the interstate com- 
merce act. 


It found that the advantage, prefer- 
ence, disadvantage, prejudice and dis- 
crimination could and should be re- 
moved by establishing for interstate 
travel between Illinois and Wisconsin 
and intrastate travel within Illinois, 10- 
trip fares as proposed by respondent, 
and 25-trip fares made 11% times the 
corresponding round-trip fares provided 
that the intrastate fares should in no 
case be higher than those proposed by 
respondent. 

The Commission overruled a motion 
by the Attorney General of Illinois for 
dismissal of the petition with respect to 
multiple fares in No. 30545, on the 
grounds that it did not set forth suf- 
ficient facts to support the allegations 
and that respondent had not exhausted 
its remedy before the Illinois commis- 
sion under the laws of that state. The 
motion had previously been overruled 
without prejudice, pending presentation 
of the evidence. 

The Commission required that the sus- 
pended schedules be cancelled on or be- 
fore February 1, 1951, without prejudice 
to the filing of new schedules in con- 
formity with the findings in its report, 
on not less than one day’s notice. It 
discontinued the proceeding. 


Long Island Railroad Told 


To Install Safety Devices 


The Commission has issued a report 
by its division 3 in Ex Parte No. 176, Ac- 
cident Near Jamaica, N.Y., dealing with 
a rear-end collision between two pas- 
senger trains of the Long Island Rail- 
road near Jamaica on November 22. 

The Commission found that the. ac- 
cident was caused by failure to operate 
the following train in accordance with 
a signal indication. 

The accident caused the death of 177 
Passengers and one train-service em- 
ploye, and the injury of 352 passengers, 
8 train-service employes, and three other 
employes. 


The Commission held a hearing on the 
accident in New York City on November 
25, 27, and 28. 


As the engineer of the following train 
was killed, the Commission said it was 
not possible to determine why the train 
was not operated at restricted speed (15 
miles an hour) throughout the length of 
the block as required by a signal at the 
beginning of the block. This was called 
signal C, and the signal at the end of 
the block, 114R. 


“However,” said the Commission, “the 
indication of signal 114R changed to a 
more favorable one after No. 174 (the 
following train) passed signal C, and 
from the manner in which the train was 
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controlled it appears probable that the 
engineer observed the aspect of signal 
114R when the indication changed from 
Restriction to Approach, assumed that 
the train immediately preceding No. 174 
had cleared the block of that signal, and 
immediately increased the speed of his 
train. Apparently he made an emer- 
gency application of the brakes when he 
first saw the preceding train, but there 
was insufficient distance in which ma- 
terially to reduce the speed before the 
collision occurred.” ° 


Recommendations Made 


The Commission recommended that 
the trustees of the Long Island extend 
the automatic cab-signal system to its 
line between Harold and Hillside, and 
install a train-control system on 44.1 
miles of line now equipped with an 
automatic cab-signal system “which 
train-control system will automatically 
and continuously enforce a speed restric- 
tion of not exceeding 12 miles per hour 
for trains when entering and while pro- 
ceeding through a block occupied by a 
preceding or opposing train.” 

The Commission said that, unless it 
was advised within 30 days after the 
report was served, December 18, that 
those recommendations would be com- 
plied with, consideration would be given 
to institution of a further proceeding 
under section 25 of the interstate com- 
merce act. That section gives the Com- 
mission authority to require safety 
measures, and carries penalties for fail- 
ure to comply with its provisions. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission. 


Phosphorus 


I. and S. No. 5776, Phosphorus—Victor, 
Fla., to Morrisville, Pa., embracing fourth 
section application No. 24852, Phosphorus 
from Victor, Fla., to Morrisville, Pa. By 
division 2. Suspend schedules ordered 
cancelled on or before January i9, on 
one day’s notice, and proceeding dis- 
continued. Authority to establish and 
maintain a reduced rate on yellow 
phosphorus, in carloads, from Victor to 
Morrisville, without observing the long- 
and-short-haul provisions of section 4 
of the act denied. Proposed rate, filed 
to become effective April 3 by carriers 
parties to Spaninger’s tariff I.C.C. No. 
981, and suspended until November 3 on 
protest of American Agricultural Chem- 
ical Co., found not unreasonable, but to 
contravene section 4 without justifica- 
tion. Respondents voluntarily post- 
poned the effective date of the schedules 
until March 2, 1951. It was proposed to 
reduce a rate of 171 cents a 100 pounds 
over two routes to 120 cents, when a 
shipper and consignee at the two in- 
volved points said it would ship by water 
if the 120-cent rate was not made ef- 
fective. The Commission said the com- 
modity had never been transported in 
bulk in built-in tanks on barges as pro- 
posed, and that the regulations of the 
United States Coast Guard do not per- 
mit such transportation. It said, although 
this was known to the shipper and the 
parties with whom it was negotiating 
for barge service, no application had been 


made for an amendment to the Coast 
Guard regulations. Even if the barge 
and other facilities were immediately 
available, said the Commission, there 
was no assurance that the Coast Guard 
regulations would be modified. 


Clothes Hampers 


No. 30271, Detecto Scales, Inc. v. 
Ahnapee & Western Railway Co., et al. 
By division 2. Ratings and rates on 
clothes hampers, made of aluminum 
and wood combined, in carloads and less- 
carloads, from Brooklyn, N. Y., to points 
in Official Territory, found unduly preju- 
dicial and found unreasonable for car- 
loads but not shown to be unreason- 
able for less-carloads. Reasonable rat- 


_ings and rates prescribed and undue 


prejudice ordered removed. The as- 
sailed ratings and rates on the hampers, 
set up, not nested, in boxes or crates, 
in less-carloads, found not shown un- 
reasonable, and that the assailed ratings 
and rates on the same articles, in car- 
loads, are and for the future will be, 
unjust and unreasonable to the extent 
that they exceed or may exceed a classi- 
fication rating of second class and re- 
sulting rates, minimum 10,000 pounds 
subject to rule 34 of the Official Classi- 
fication. 


Ointment 


No. 30413, George M. Hayward v. Cen- 
tral of Georgia et al. By the Commis- 
sion, division 3. Complaint dismissed on 
finding applicable and not shown un- 
reasonable, rates sought to be collected 
on ointment, in carloads, shipped from 
Huntsville Arsenal, Ala., Baldwin, Ark., 
Army Depot, Ga., Edgewood, Md., Bing- 
hamton, N.Y., New Cumberland, Pa., 
Memphis, Tenn, San Antonio, Tex., Og- 
den, Utah, and Rosslyn, Va., to St. Joseph, 
Mo., between July, 1946, and August, 1947, 
inclusive. Commissioner Knudson dis- 
sented. The Commission said the oint- 
ment was originally purchased by the 
government and prepared for use of the 
armed forces as a protection against 
mustard gas. It said the complainant 
stated that the ointment was purchased 
by him for the sole purpose of reclaiming 
the lead from the tubes in which it was 
packed. The Commission said there was 
no showing that the ointment could have 
been used as a drug or medicine, and that 
there was evidence that indicated that 
the ointment would have burned the skin 
if it had been used for its original pur- 
pose. The Commisgion added, however, 
that since it was a chemical compound, 
the rating applicable was that for chem- 
icals, n.o.ib.n., which was the same as 
that on drugs or medicines, n.o.i.b.n., 
the rating assailed. 


RAILROAD ABANDONMENTS 


T. & P. 


Abandonment of a 10.9-mile branch 
line of the Texas & Pacific Railway 
extending from Melville, St. 
Parish, La., to Gordon Spur in the same 
parish, has been authorized by the Com- 
mission, division 4. 

It issued a report and certificate in No. 
16992, Texas & Pacific Railway Co. 
Abandonment. Conditions for employe 
protection were prescribed the same as 
in Chicago, B. & Q. R. Co. Abandon- 
ment, 257 I.C.C. 700. The certificate was 
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made effective from and after December 
31, 1951. 


The Commission said an agreement 
between the railroad and protesting 
sugar cane shippers provided that the 
railroad continue operating the branch 
until the end of the year 1951. 


It said the evidence of record indi- 
cated that operation of the branch in 
the next year would result in some loss 
to the railroad. In view of the proposed 
abandonment, it said, the loss might 
be held to a comparatively low figure by 
making only such repairs to the track 
and structures as were necessary to in- 
sure safe operation. 


The proposed abandonment, said the 
Commission, would result in some in- 
convenience to the shippers, some of 
whom had crops of sugar cane standing. 
In the circumstances, it continued, the 
proposal to keep the line in service until 
the end of 1951, was warranted. 


W. J. & S. 


The West Jersey & Seashore Railroad 
Co., and the Pennsylvania-Reading Sea- 
shore Lines, by an application in Finance 
No. 17171, have asked the Commission 
for authority for the W. J. & S. to 
abandon, and the P.R.S. to abandon op- 
eration of, a portion of the Cooper’s Point 
Branch of the W. J. & S. extending 1.02 
miles in Camden, N.J. The applicants 
said they proposed to maintain and op- 
erate a substitute route to reach their 
Cooper’s Point yard and to serve in- 
dustries along Delaware Avenue in Cam- 
den. They said the substitute route 
would be over the railroad of the United 
New Jersey Railroad & Canal Co., in 
Camden, and would include two connec- 
tions proposed to be constructed. 


P. & C. Ferry 


By an application in Finance No. 
17170, the Philadelphia & Camden Ferry 
Co., has asked the Commission for a 
certificate permitting abandonment of its 
ferry line across the Delaware River be- 
tween Philadelphia, Pa., and Camden, 
N.J., a distance of 0.53 miles. The ap- 
plicant said that since the opening of 
the Delaware River Bridge in 1926 the 
business of the ferry, both vehicular and 
passenger, had steadily declined. The 
P. & C. said that within the near future 
the Philadelphia subway system, which 
connects with a high speed passenger line 
operating across the bridge, would be 
“so extended as to make passenger trans- 
portation across the Delaware River more 
convenient and attractive to the public, 
with resulting depletion of the ferry 
business.” It said the Board of Public 
Utility Commissioners of the State of 
New Jersey had ordered a relocation of 
railroad facilities in Camden that would 
cut off vehicular access to the Camden 
ferry terminal. 


M. P. 


In Finance No. 17172, the trustee of the 
Missouri Pacific Railroad Co. asks au- 
thority to abandon two segments of main 
line branch and side tracks in St. Louis 
county, Mo. One segment extends from 
junction of the Kansas City-St. Louis 
double track main line of the M.P. near 
Eureka, Mo., to Glencoe Junctior?, 3.28 
miles; the other extends from a point 
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near Glencoe Junction to the end of the 
line at Lime Kiln, Mo., about 3.43 miles, 
including 0.68 mile of side track. The 
only traffic handled over the first seg- 
ment, the M.P. said, was local traffic, and 
that the clay pit served by the other seg- 
ment, the only industry served by it, 
did not produce enough traffic to justify 
restoration, future maintenance and op- 
eration of the segment. 


C. P. 


By an application in Finance No. 
17177, Central Pacific Railway Co., and 
its lessee, the Southern Pacific Co., ask 
authority to abandon a line of railroad 
extending from Lookout to Jasper, about 
22.22 miles, together with all sidings, 
spur tracks and appurtenances, in Lane 
county Ore., in connection with the re- 
location of the trackage made necessary 
by the construction of Lookout Point Dam 
by the federal government. The appli- 
cants said the government was construct- 
ing, at its expense, a line between the 
same termini. In Finance No. 17178 the 
C. P. asks authority to acquire the line 
being constructed by the government, 
and S. P. asks authority to operate over 
that line, which will be 23.22 miles of 
main line track. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means,.that the report will not be printed 


‘in. full in the. permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





*MC-84728, Sub. 21, Safeway Trails, 
Inc., Washington, D.C., Extension—Atlan- 
tic City. Certificate granted. Passengers 
and their baggage, express, mail, and 
newspapers, between junction US. high- 
ways 13 and 40 and Atlantic City, N.J., 
over U.S. highway 40, serving intermedi- 
ate points, subject to certain restrictions. 

*MC-52709, Sub. 27A, Ringsby Truck 
Lines, Inc., Denver, Colo., Extension— 
Ogden, Utah. Certificate denied. Gen- 
eral commodities, with exceptions, be- 
tween Salt Lake City and Ogden, Utah, 
over regular routes, serving all intermedi- 
ate and certain off-route points. 

*MC-52916, Sub. 8, David D. and Fred- 
erick J. Provan, dba Provan Petroleum 
Transportation Co., Newburgh, N.Y., Ex- 
tension—Western New York. Certificate 
denied without prejudice. Operations 
found to be those of common carrier. 
Over irregular routes, petroleum products, 
in bulk, in tank vehicles between points 
in N.Y. and N.J. Holding by applicants 
of certificate authorizing the proposed 
operations and of permits in MC-52916, 
Subs. 1, 6, and 7, found inconsistent. 

*MC-2135, Sub. 6, Dennis J. McNichol, 
Philadelphia, Pa., Extension—Del-Mar- 
Va. Permit denied. Frozen foods, be- 
tween Philadelphia, Pa., on the one 
hand, and, on the‘other, points in Conn., 
N.Y., N.J., Del., Md., Mass., R.I., Va., 
and D.C., over irregular routes, traversing 
Pa., for operating convenience. 

*MC-42487, Sub. 210, Consolidated 
Freightways, Inc., Portland, Ore., Exten- 
sion—Hillsboro, Ore. Certificate granted. 
Frozen fruits and frozen vegetables, serv- 
ing Forest Grove, Ore., as an off-route 
point in connection with presently au- 


thorized regular route operations to and 
from Portland, restricted to the pick-up 
of such commodities. 

*MC-78062, Sub. 8, Beatty Motor Ex- 
press, Inc., Washington, Pa., Extension— 
Soap. Permit denied. Specified com- 
modities, including soap and soap prod- 
ucts, from points in the Cincinnati, O., 
commercial zone to points in specified 
counties in Pa., and W.Va., over irregular 
routes. 

*MC-77580, Sub. 10, Gluck, dba Gluck 
Motor Service, Pottsville, Pa., Extension 
—Northeastern States, substitute appli- 
cant for Rose Gluck, approved October 
25, 1950, by order in MC-FC 52538-A. 
Certificate granted. Metal building and 
shipbuilding materials from Pottsville, 
Pa., to points in Conn., Ky., Me., Mass., 
N.H., O., R.I., Vt., and W.Va., over irregu- 
lar routes, and on return, construction 
materials from job sites at any point in 
the above named states to Pottsville. 


*MC-52614, Sub. 4, R. S. Powell, Burke- 
ville, Va., Extension—South Carolina. 
Permit granted. Cast iron pipe and cast 
iron pipe fittings, over irregular routes, 
from Lynchburg, Va., to points in Ky., 
Md., N.C., S.C., Tenn., W.Va., and DC., 
subject to cancellation of permit in 
MC-52614, Sub. 1. 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 17143, Mason 
City & Clear Lake Railroad Co. Purchase, 
approved. 

cd oe ~ 

Report and order in F.D. No. 17144, Mason 
City & Clear Lake Railroad Co. Securities, 
granting authority to the Mason City & 
Clear Lake Railroad Co. (Iowa) to issue not 
exceeding $12,500 of common stock, con- 
sisting of 2,500 shares of the par value of 
$5 each, and $37,500 of income debenture 
bonds, due December 1, 1970, to be sold 
at par and the proceeds used to purchase the 
properties and assets of the Mason City & 
Clear Lake Railroad Co. (Delaware), and 
for other corporate purposes, conditions 
prescribed. Approved. 

co a 


* 

Report and order in F.D. No. 17141, Cleve- 
land Union Terminals Co. Bonds, F.D. No. 
17141 (Sub. 1) New York Central Railroad 
Co. and Cleveland, Cincinnati, Chicago & 
St. Louis Railway Co. Assumption of Obli- 
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gation and Liability, and F.D. No. 17141 
(Sub. 2) New York, Chicago & St. Louis 
Railroad Co. Assumption of Obligation and 
Liability, (1) granting authority to the 
Cleveland Union Terminals Co. to issue not 
exceeding $40,000,000 of Cleveland Union 
Terminals Co. first-mortgage 344 per cent 
serial bonds, series D-1951 to series D-1966, 
to be sold at 99.3899 and accrued interest 
and the proceeds applied, with other funds, 
to the redemption of $41,614,400 of first- 
mortgage sinking fund gold bonds now out- 
standing; and (2) granting authority to 
the New York Central Railroad Co., the 
Cleveland, Cincinnati, Chicago & St. Louis 
Railway Co., and the New York, Chicago 
& St. Louis Railroad Co. to assume obliga- 
tion and liability, jointly and severally, as 
guarantors, in respect of the $40,000,000 of 
Cleveland Union Terminals Co. bonds herein 
authorized to be issued. Approved. 


MOTOR FINANCE CASES 


MC-F-2872, Forrest E. Miller—Lease— 
Crutcher Bros. Co., and MC-F-4706, Forrest 
E. Miller—Control; Eck Miller Transfer Co. 
—Purchase (Portion)—Crutcher Bros. Co. 
Joint petition in No. MC-F-2872 for author- 
ity under section 5 to extend lease of cer- 
tain operating rights of Crutcher Bros. Co., 
of Louisville, Ky., between Louisville, Ky., 
and Evansville, Ind., by Eck Miller Transfer 
Company, of Owensboro, Ky., to February 
15, 1951, and in No. MC-F-4706, to extend 
the time allowed for exercise of the au- 
thority granted by the order of November 
16, 1950, until February 15, 1951, granted. 

*» 


MC-F-4133, Charles Denby—Control; Blue 
and White Lines (of Virginia), Inc.—Lease 
(Portion)—American Buslines, Inc. Au- 
thority granted for renewal of lease by Blue 
and White Lines (of Virginia), Inc., of 
Pittsburgh, Pa., of certain operating rights 
of American Buslines, Inc., of Chicago, IIl., 
for a period expiring June 13, 1951, and for 
acquisition of control of the operating 
rights by Charles Denby, also of Pittsburgh, 
through the lease, on the same terms and 
conditions as set forth in the report and 
order of December 13, 1949. 


* * ” 

MC-F-4571, D. F. McKeown, et al.—Con- 
trol; McKeown Transportation Co.—Control 
Eastern States Transportation Co., Inc.— 
Control and Merger—H & S Transportation 
Co., Inc. Acquisition by Eastern States 
Transportation Co., Inc., of Chicago, IIl., of 
control of H & S Transportation Co., also of 
Chicago, through purchase of capital stock, 
merger of its operating rights and property 
into Eastern for ownership, management, 
and operation, and acquisition of control 
of the rights and property by McKeown 
Transportation Co., D. F. McKeown, E. Holz- 
hall, and A. Dwyer, all of Chicago, approved, 
subject to condition. 


ORDERS 


Port Free Time Service 
Orders Corrected by I.C.C. 


The Commission, division 3, has issued 
corrected service orders No. 870, Free 
Time on Freight Cars Loaded at Ports, 
and No. 871, Free Time on Unloading Box 
Cars at Ports, both effective from 7 a.m., 
December 15, until 7 a.m., April 1, 1951 
(T.W., Dec. 16, p. 32). 


Corrected service order No. 870, under 
its ordering paragraph (a), prohibits 
railroads from allowing, granting, or 
permitting more than a combined total 
of 5 days free time on any freight car 
held for loading at the point of trans- 
shipment from vessel or storage to car 
or when held out of such transfer point 
prior to receipt of proper forwarding 
directions on such car. It said these 
provisions would not be construed to re- 
quire or permit the increase of any free 
time now published in tariffs lawfully on 
file with the Commission and in effect 
on the order’s effective date. 


The order continued: 
“(b) Computation of time. 


(1) All 


Saturdays, Sundays and the holidays 
listed in Item No. 7 of B. T. Jones’ De- 
murrage Tariff 4-Z, ICC No. 4257 and 
subsequent issues thereof, shall be ex- 
cluded in computing the free time pro- 
vided in paragraph (a). 

“(2) The free time provided in para- 
graph (a) hereof shall be computed as 
follows: 

“(a) On cars ordered at the first 7:00 
a.m. of the date for which ordered, pro- 
vided such cars are actually placed at 
that time. When such cars are actually 
placed subsequent to the date for which 
ordered at the next 7:00 a.m. after actual 
placement. 

“(b) When cars appropriated, at the 
next 7:00a.m., after loading is started.” 


Service Order No. 871 


Ordering paragraphs of corrected serv- 
ice order No. 871 follow: 

‘It is ordered, That: 

“Section 95.871 Free Time on Unload- 
ing Box Cars at Ports. (a) No common 
carrier or carriers by railroad subject to 
the interstate commerce act shall allow, 
grant or permit more than a combined 
total of 7 days free time on any box 
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car held for unloading at the point of 
transfer from car to vessel or storage 
or when held short of such transfer 
point. The provisions of this paragraph 
shall not be construed to require or per- 
mit the increase of any free time puh- 
lished in tariffs lawfully on file with this 
Commission, and in effect on the ef- 
fective date of this order. 

“(b) Computation of free time. (1) All 
Saturdays, Sundays and the holidays 
listed in Item 7 of Agent Jones’ Demur- 
rage Tariff 4-Z, ICC No. 4257 and subse- 
quent issues thereof shall be excluded in 
computing the free time provided in 
paragraph (a). 

“(2) The free time provided in para- 
graph (a) hereof shall be computed from 
the first 7:00 a.m. after notice of arrival 
or constructive placement is sent or 
given to the party entitled to receive same 
until final release of the car, less time 
required to move a constructively placed 
car from hold point to point of unload- 
ing. 

“(3) Any detention beyond the seventh 
day of free time provided in paragraph 
(a) hereof shall not be offset by credits 
earned under any average detention basis 
for settlement.” 

“(c) Definition of box cars. The term 
‘box car’ as used herein means freight 
equipment having a mechanical designa- 
tion in the Official Railway Equipment 
Register prefixed by ‘X’ or ‘V’.” 

Each corrected order was made ap- 
plicable to intrastate, interstate and for- 
eign commerce, including commerce with 
insular possessions and Alaska and 
Hawaii territories. They contained the 
usual requirements for suspension of 
regulations and announcement. 


The corrected orders stated that a 
critical shortage of the considered cars 
existed; that cars were being unduly de- 
layed in loading and unloading at the 
ports; and that the free time published 
in tariffs for loading and unloading such 
cars aggravated the shortage. They said 
an emergency existed at all ports requir- 
ing immediate action to promote the 
national defense and car service. 


Saturday, Sunday Order Amended 


By corrected amendment No. 1 to re- 
vised service order No. 856, Saturdays and 
Sundays to be Included in Computing 
Demurrage on All Freight Cars, the Com- 
mission, division 3, effective December 
15, at 7 a.m., suspended the revised serv- 
ice order until 7 a.m., April 1, 1951, “only 
to the extent it applies to the free time 
on cars loaded with import, coastwise or 
intercoastal traffic at ports, and to the 
free time on unloading box cars contain- 
ing export, coastwise or intercoastal traf- 
fic at ports.” 


Rail Values Filed 


The Commission has issued a notice 
that, by direction of division 2, the Com- 
mission’s Bureau of Valuation has pre- 
pared a statement showing elements of 
value of property used in common-Ccar- 
rier service by Class I line-haul railways 
as of January 1, 1950, together with a 
statement of the methods used in their 
development. 

The Commission said the data shown 
in the statement, which was attached to 
the notice, were the same as those con- 
tained in: Exhibit 1, in Ex Parte 168, In- 
creased Freight Rates, “except brought 
down to a later date and broken down 
as between road and equipment.” 

The tabulation showed the grand total 


for all districts of the cost of reproduc- 
tion, except land and rights, of. $38,203,- 
486,924, broken down into $27,186,115,879 
for roads and $11,017,371,045 for equip- 
ment. Original cost except land and 
rights was shown as $26,157,866,052 for 
all districts, broken down into $17,106,- 
687,104 for road, and $9,051,178,948 for 
equipment. Present value of land and 
rights was shown as $1,952,374,483, and 


working capital, including material and 


supplies, as $658,039,200. 


Non-Perishable Freight 
‘Reefer’ Order Amended 


The Commission, division 3, has issued 
amendment No. 1 to service order No. 869, 
Use of Refrigerator Cars for Certain 
Commodities Prohibited (T.W., Dec. 16, 
p. 31). 

Effective at 12:01 a.m., December 15, 
the following paragraph (a)(1) was sub- 
" for paragraph (a)(1) of the 
order: 


“(a)(1) Commodities loaded in re- 
frigerator cars under provisions of any 
existing tariffs authorizing the substitu- 
tion of refrigerator cars for box cars on 
the basis of two or three refrigerators 
for each box car ordered.” 

The paragraph is one of six paragraphs 
of exceptions appearing under the order- 
ing paragraph (a) which prohibits rail- 
roads from furnishing, supplying, using, 
transporting or moving a refrigerator 
car or cars of the RS type, suitable for 
perishable freight, loaded with commodi- 
ties other than perishable freight. 

At the Commission it was said that 
the amendment was for purpose of clari- 
fication with respect to tariffs. 


Temporary Water Right 


By an order in W-390, Sub. 3, War- 
rier & Gulf Navigation Co. Temporary 
Authority, the Commission, division 4, 
has authorized the applicant to serve 
Madisonville, La., in connection with and 
as an extension of its presently author- 
ized operations under a second amended 
permit of July 7, 1948, in W-390 and 
W-390, Sub. 1. The order is to continue 
in effect until June 10, 1951. 


Frisco, B. & O. Record Forms 


The Commission, by Commissioner 
Patterson, has issued two orders approv- 
ing record forms desired to be kept by the 
Frisco Railway and by the Baltimore & 
Ohio Railroad embodying information 
additional to that prescribed by the Com- 
mission. 


Weyerhaeuser Water Rights 


The Commission, division 4, to give 
effect to purchase by Weyerhaeuser 
Steamship Co. of the rights and property 
of Pacific Coast Direct Line, has issued 
a fourth amended certificate and order, 
effective January 26, granting Weyer- 
haeuser authority to transport commodi- 
ties generally from ports on the Pacific 
Coast to ports on the Atlantic Coast 
shown in one appendix to the amended 
certificate and order, and from ports on 
the Atlantic Coast to ports on the Pacific 
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Coast shown in another 
through the Panama Canal. 
The amended certificate and order was 
issued in W-417, Weyerhaeuser Steam- 
ship Co., Weyerhaeuser Line—Common 
Carrier Application; W-417, Sub. 1, Same 
—Extension of Operations; W-417, Sub. 
3, Same, Extension—Newport; W-617, 
Pacific Coast Direct Line, Weyerhaeuser 
Line—Common Carrier Application; and 
W-617, Sub. 1, Pacific Coast Direct Line, 
— Line—Extension of Opera- 
ons. 


appendix, 


Grain to Two Ports Must 
Move under Permits; 
I.C.C. Appoints Agents 


By service order No. 872, Movement of 
Grain to Terminal Elevators by Permit, 
the Commission, division 3, effective at 
7:00 a.m., December 22, until the same 
time March 22, 1951, has appointed three 
agents to issue permits. 

The permits will cover the transporta- 
tion of cars loaded with export grain 
waybilled and consigned to any elevator 
or for direct delivery to a vessel in the 
port areas of New Orleans and the Texas 
Gulf ports. Carriers may not move such 
shipments without permit. 

The Commission said there was a 
shortage of box cars for transporting 
all commodities and that the shortage 
would be aggravated during the coming 
months by weather conditions and the 
needs of the armed forces. It said also 
that there was an urgent need to regu- 
late transportation of grain in carloads 
to the aforementioned port areas to pre- 
vent congestion. In its opinion, the 
Commission said, an emergency existed 
in all sections of the country requiring 
immediate action to promote the national 
defense and car service. 

The agents appointed were: A. S. John- 
son, Defense Transport Administration, 
Room 3376 Interstate Commerce Com- 
mission Building, Washington, D.C., 
Phone, National 7460, Extension 433. Mr. 
Johnson was given power to prescribe 
the terms and conditions under which 
permits might be issued and to change, 
revoke or cancel the terms or condi- 
tions at any time. 

The other agents were T. M. Healy, 204 
Southern Railway Building, Atlanta, 
Georgia, Phone, Cypress, 7321, agent for 
the port of New Orleans; and D. R. 
Swain, 606 Fannin Building, Houston, 
Tex., agent for the Texas Gulf ports. 

Interstate and foreign commerce, in- 
cluding commerce with insular posses- 
sions and the territories of Alaska and 
Hawaii, were included in the terms of 
the order. 


Piece Goods Inquiry 


At the request of the Merit Dress De- 
livery, Inc., and Robert Selman and 
Morris Cutler, doing business as Sel- 
man’s Express, the Commission has 
issued an order in MC-C-1115, Motor 
Carrier Rates—New York City Area- 
New England. 


The order excluded from the order of 
investigation dated November 14, 1949, 
the rates and charges for the trans- 
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portation of cut and uncut piece goods, 
trimmings and other articles, to a place 
of manufacture of wearing apparel, and 
the return movement of the finished 
wearing apparel manufactured from the 
original shipment of such piece goods, 
trimmings, and so forth, from and to 
— within the scope of the proceed- 
ng. 


Rails Ordered to Defend 
Grain Rates to Memphis 


The Commission has issued a “show- 
cause” order, entitled “Grain Propor- 
tionals from Kansas and Oklahoma to 
Memphis,” requiring the carriers, appli- 
cants in fourth section applications Nos. 
21837 and 22296, to show cause on or 
before March 8, 1951, why fourth section 
order No. 15500 should not be vacated 
or amended: 

“... 80 far as it authorizes the main- 
tenance of rates on grain and grain 
products from intermediate points in 
Missouri and Arkansas higher than rates 
on like property prescribed in the pro- 
ceeding cited above [Grain to, from and 
within Southern Territory, 259 I.C.C. 
629] from more distant points in Kansas 
and Oklahoma to Memphis for beyond, 
and denying to the same extent applica- 
tions No. 21837 and 22296... .” 

The returns are to conform to the 
Commission’s rules of practice. 

Replies may be filed by any interested 
party not later than March 23, 1951. 

Copies of returns and replies are to 
be served on parties to the fourth sec- 
tion applications and on A. J. Leber, 
traffic consultant, 606 Boatmen’s Bank 
Building, St. Louis 2, Mo. 

The Commission said that Mr. Leber, 
on behalf of the Missouri Millers’ Asso- 
ciation of- St. Louis, had directed atten- 
tion to the fact that certain rates on 
grain and grain products from Kansas 
and Oklahoma to Memphis for beyond 
were being maintained on a lower basis 
than those from points in Missouri and 
Arkansas to Memphis. for beyond. The 
Commission said that Mr. Leber had as- 
serted that representatives of the rail- 
roads concerned had offered no justifica- 
tion for departures from the provisions 
of section 4 of the interstate commerce 
act when the situation was called to their 
attention. 


Lessor Company Report Form 


The Commission, division 1, has issued 
an order, “Railway Lessor Company An- 
nual Report Form E” approving and pre- 
scribing a form to be used by such com- 
panies for the year ended December 31, 
1950, and succeeding years. The report 
is to be filed in duplicate in the Com- 
mission’s Bureau of Transport Economics 
and Statistics on or before March 31 
of the vear following the one to which 
it relates. 


Electric Railway Form 


The Commission has issued an order, 
“Electric Railway Annual Report Form 
G,” approving a form of report to be 
used in filing annual reports for the year 
ended December 31, 1950, and succeeding 


years, by all electric railway companies 
subject to part I of the interstate com- 
merce act. The report is to be filed in 


duplicate in the Commission’s Bureau of 
Transport Economics and Statistics on 
or before March 31 of the year follow- 
ing the one to which it relates. 


Rerouting by Rails 
Throughout U.S. Authorized 


To meet the situation created by the 
so-called “wildcat” strikes of terminal 
workers, Homer S. King, agent of the 
Commission under revised service order 
No. 562, which gives him power to reroute 
or divert traffic, has authorized any rail- 
road in the United States to reroute or 
divert traffic routed over its lines in 
order to expedite its movement. His 
action was by King’s order No. 41. 

By his order No. 40 he authorized 
the Peoria & Pekin Union to take similar 
action as to traffic routed over its lines. 


L. & N. Rerouting Order 


Homer C. King, the Commission’s agent 
under revised service order No. 562, Re- 
routing of Traffic—Appointment of 
Agent, has issued King’s I.C.C. Order No. 
36-A, vacating his order No. 36, effective 
at 5 p.m., December 12. Order No. 36 
had required the Louisville & Nashville 
Railroad to reroute or divert traffic 
routed over its lines between Mobile, Ala., 
and Pascagoula, Miss., over any avail- 
able route to expedite the movement, 
because of a bridge washout between 
the two points. 


Seaboard Securities 


By a sixth supplemental order in Fi- 
nance No. 14500, Seaboard Air Line Rail- 
way Co. Receivership, the Commission, 
division 4, has extended until and in- 
cluding December 31, 1951, the time 
within which the Seaboard Air Line 
Railroad Co. may sell from time to time, 
at not less than the then current market 
prices, securities (other than first mort- 
gage 4 per cent bonds, series A, hereto- 
fore redeemed) authorized by a prior 
order to be issued for exchange under 
the Seaboard reorganization plan. It 
said the order applied to such securi- 
ties which might not theretofore have 
been issued to the extent necessary to 
provide cash to pay the holders of se- 
curities not theretofore deposited under 
the plan, the respective amounts they 
might be entitled to receive. 


e 


Dispatcher’s Form Approved 


The Commission, by Commissioner 
Patterson, has issued an order approv- 
ing a form for “dispatcher’s record of 
movement of trains” for the northern 
division, Jackson & Okolona district of 
the Gulf, Mobile & Ohio, embodying in- 
formation desired to be kept by the 
railroad in addition to that required by 
the Commission. 


M.P. Demurrage Order 


The Commission, division 3, has issued 
an order authorizing the trustee of the 
Missouri Pacific and the Missouri Pacific 
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Railroad Corporation in Nebraska, to 
eliminate the time from 7:00 a.m., Sep- 
tember 9, 1949, to 7:00 a.m., October 25, 
1949, in the computation of demurrage 
charges on cars held by consignors and 
consignees in that period because of a 
strike of M. P. employes. The carriers 
were authorized to waive collection of 
demurrage charges outstanding for the 
aforementioned period and to refund 
charges in excess of those collectible if 
the period had been disregarded in com- 
puting such charges. 


The action was taken on petition of 
Guy A. Thompson, trustee of the two 
railroads. The carriers are to file with 
the Commission statements describing 
the shipments on which adjustments are 
made under authority of the order. 


Reparation Order Issued 


The Commission has issued an order 
in No. 30322, W. L. & C. J. Sherman, 
et al. v. Western Maryland Railway 
Co., ordering the defendant railroad to 
pay to the complainants, and to Patri- 
cian Coal Co., on or before January 29, 
1951, the sum of $2,502.50 with interest 
at 4 per cent a year from the respective 
dates of payment of the charges assailed. 
The payment, the Commission said, 
represented reparation on account of in- 
applicable demurrage charges collected 
on 20 carloads of coal loaded at Lonacon- 
ing and Caledonia, Md., and detained at 
Ridgely, W.Va., during a period of em- 
bargo. 


1.C.C. Practitioners 


The following have been admitted to 
practice before the Commission: 

Charles Belous, Jamaica, N.Y.; William 
J. Bulow, Jr., Washington, D.C.; Joseph A. 
Calamia, El Paso, Tex.; James Stone Easley, 
South Boston, Va.; Clifford W. Ferguson, 
Salt Lake City, Utah; Louis B. Finkelstein, 
Lincoln, Neb.; Nathan Grossgold, Flushing, 
N.Y.; William Joseph Hanley, Hoboken, NWJ.; 
Frank Joseph Mattoon, Sidney, Neb.; Robert 
K. McConnaughey, Washington, D.C.; George 
Edward Monk, Washington, D.C.; James 
Nemec, West Palm Beach, Fla.; John 5. 
O’Donnell, Chicago, Ill.; Stephen Pace, 
Americus, Ga.; Herbert W. Philip, New York, 
N.Y.: Finis E. St. John, Cullman, Ala.; 
Maurice L. Schoenwald, New York, N.Y.; 
Sidney T. Teitelbaum, Lakewood, N. J.; and 
Robert W. Valimont, Philadelphia, Pa. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
suspended by the Commissicn. Suspen- 
sion orders contain many schedules not 
reproduced here. Details of such orders 
are published in The Traffic Bulletin. 


I. and S. M-3618, Empty Drums—IIL, 
Ind., Ky. and Tenn. to St. Louis, from 
December 15, to and including July 14, 
1951, certain schedules published in tar- 
iff MF-I.C.C. No. 78 of Hayes Freight 
Lines, Inc., Chicago, Ill. The suspended 
schedules propose to establish less-than- 
truckload commodity rates on empty re- 
turned flavoring syrup drums, from points 
in Illinois, Indiana, Kentucky, and Ten- 
nessee, to St. Louis, Mo., and points 
grouped therewith, in lieu of present 
generally higher class rates. 

I. and S. No. 5875, Internal Combustion 
Engines, Mass. to Marion, Okla., from 
December 15, to and including July 14, 
1951, certain schedules as published in 
supplement No. 13 to Agent T. J. Fox's 
tariff I.C.C.-F.F. No. 35. The suspended 
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schedules proposed to reduce the freight 
forwarder rates on internal combustion 
engines from Camp Edwards, Mass. to 
Marion, Okla. 

I. and S. No. 5876, Superphosphate, 
Baltimore & Carteret to Lyons, N.Y., 
from December 15, to and including July 
14, 1951, certain schedules as published 
in supplements Nos. 56, 57 and 58 to the 
Baltimore and Ohio Railroad Co.’s tariff- 
I.C.C. No. 23400, supplements Nos. 250 
and 251 to the Central Railroad Co. of 
New Jersey’s tariff I1.C.C. G. No. 5582, 
supplements 4, 5 and 6 to the Pennsyl- 
vania Railroad Co.’s tariff I.C.C. 3069, and 
supplement No. 4 to Western Maryland 
Railway Co.’s tariff I.C.C. No. 8940. The 
suspended schedules propose to reduce 
the rates on pile-run superphosphate, in 
bulk, carload minimum 100,000 pounds, 
from Baltimore, Md., and Carteret, N.J., 
to Lyons, N.Y. 

I. and S. No. 5877, Canned Goods from 
Inwood, W.Va., to South, from Decem- 
ber 15, to and including July 14, 1951, 
certain schedules as published in sup- 
plement 261 to Agent C. A. Spaninger’s 
tariff I.C.C. No. 518. The suspended 
schedules propose to increase the rates on 
canned goods, minimum 36,000 pounds, 
between Inwood, W.Va., and certain 
points in the south. 


I. and S. M-3619, Iron Oxide, Easton, 
Pa. to Perth Amboy, N.J., from December 
16 to and including July 15, 1951, cer- 
tain schedules published in supplement 
No. 3 to MF-I.C.C. No. 4 of Kilmer 
Transportation Co., Metuchen, N. J. The 
suspended schedules propose to establish 
reduced contract carrier minimum rates 
or charges on iron oxide, minimum 30,- 
000 pounds, from Easton, Pa., to Perth 
Amboy, N.J. 


I. and S. M-3620, Sheet Steel—Ohio 
and W. Va. to Sioux Falls, S. Dak., from 
December 18 to and including July 17, 
1951, certain schedules published in 
schedule MF-I.C.C. No. 1 of Ray Wil- 
liams and Arlene Williams, doing busi- 
ness aS Williams Truck Service, Sioux 
Falls, S. D. The suspended schedules 
propose to establish new 25,000 pound 
motor contract carrier minimum charges 
on sheet steel from Weirton and Park- 
ersburg, W. Va.. and Dover and Niles, 
O., to Sioux Falls, S. D. 


I. and S. M-3621, Beer—Baltimore to 
Harrisonburg, Va., from December 19, to 
and including July 18, 1951, certain 
schedules published in supplement No. 3 
to tariff MF-I.C.C. No. 8 of Victor J. 
Myers, doing business as Shenandoah 
Transportation Co., Harrisonburg, Va. 
The suspended schedule proposes to es- 
tablish a motor common carrier com- 
modity rate on beer. any quantity, from 
Baltimore, Md.. to Harrisonburg, Va., in 
lieu of higher class rates. 


I. and S. M-3622, Classifications— 
Burial Cases, from December 19 to and 
including July 18, 1951, certain schedules 
published in supplement No. 16 to Na- 
tional Motor Freight Classification MF- 
I.C.C. No. 19, I.C.C. No. 19 and I.C.C.- 
FF. No. 19 issued by John V. Lawrence, 
alternate agent, Washington, D.C. The 
Suspended schedules propose to increase 
the classification ratings on burial cases, 
truckloads and less-truckloads, for ap- 
plication throughout the United States. 


I. and S. M-3623, Flavoring Syrup— 
Louisville to Chicago, from December 19 
to and including July 18, 1951, certain 
Schedules published in Supplement No. 4 
to tariff MF-I.C.C. No. 301 of Central 
States Motor Freight Bureau, Inc., agent, 
Chicago, Ill. The suspended schedules 


propose to establish a reduced motor 
common carrier rate of 39 cents per 100 
pounds, minimum 22,000 pounds, on fruit 
or flavoring syrup, from Louisville, Ky., 
to Chicago, Ill., to apply locally over the 
lines of four carriers, in lieu of a present 
rate of 43 cents per 100 pounds, minimum 
20,000 pounds, unrestricted as to route. 


I. and S. M-3624, Classification Ratings 
—Chips, Twists or Puffs, from December 
19 to and including July 18th, 1951, cer- 
tain schedules published in supplement 
No. 16 to the National Motor Freight 
Classification, MF-I.C.C. No. 19, I.C.C. 
No. 19 and I.C.C.—F.F. No. 19 of John 
Vv. Lawrence, alternate agent, Washing- 
ton, D.C. The suspended schedules pro- 
pose new classification ratings on food- 
stuffs, consisting of chips, twists or puffs 
made of flour or meal, prepared or par- 
tially prepared, any-quantity, between 
points in the United States. 

I. and S. No. 5878, Consolidated Ship- 
ments between Chicago & East, from De- 
cember 20 to and including July 19, 1951, 
certain schedules published in Clipper 
Carloading Company’s tariff I.C.C.-FF 
No. 49. The suspended schedules pro- 
pose to establish reduced volume con- 
solidation rates on various commodities 
from Chicago, Ill., to New York, N. Y., 
and also between Chicago, IIll., and Bal- 
timore, Md., and Philadelphia, Pa. 


I. and S. No. 5879, Switching, McMahon 
Transfer Co. at E. St. Louis, from De- 
cember 20 to and including July 19, 1951, 
certain schedules as published in supple- 
ment No. 30 to Agent D. Q. Marsh’s tariff 
I.C.C. No. 3813. The suspended sched- 
ules proposed to eliminate the McMahon 
Transfer Co., from the list of industries 
having private or industrial track loca- 
tions, within the switching limits of East 
St. Louis, Ill. 


COMMISSION ORDERS 





No. 29814, Empire Steel Corp. v. A. & O. 
et al. Defendants’ petition for reopening 
and modification denied. 

ok * + 


No. 30137, Coastal Bag & Bagging Corp. 
v. T. & N. O. et al. Defendants’ petition 
for reconsideration denied. 

Kk * a 


No. 30287, Bunge Corp. et al. v. A. A. et 
al. Complainants’ and interveners’ request 
for argument denied. 

* a * 


No. 20453, Maple Island Farm, Inc. et al. 
v. C. S. P. M. & O. et al.; and No. 30453, 
Sub. 1, Rochester Dairy Co-operative v. C. 
G. W. et al. Complainants’ request for 
argument denied. | 

* ok 

No. 30522, Charles A. Green & Son, Inc. 
v. P. R.R. et al. Defendants’ request for 
argument denied. 

* oe * 


F.S.O. 16670. Sulphate of Copper from 
Copperhill, Tenn. to Jacksonville, Fla. 
= Boyle’s petition for modification de- 
nied. 


* ae * 


Finance 15832, Greene Line Steamers, Inc. 
Lease. Applicants authorized to extend ex- 
Piration date of lease and control previously 
authorized by order of Dec. 8, 1947 to Feb. 
14, 1951. 

* * * 


I. & S. 5857, Pulpboard, Bogalusa, La. to 
Marion, NJ. Respondents under special 
permission filed tariffs effective Dec. 10 can- 
celing schedules under suspension. Pro- 
ceeding discontinued. 

oo co ca 

I. & S. 5862, Rugs, Amsterdam, N.Y. to 
Chicago & St. Louis. Resnvondents under 
special permission filed tariffs effective Nov. 
30 canceling schedules under suspension. 
Proceeding discontinued. 

a * * 


MC-19201, Sub. 47, Pennsylvania Truck 
Lines, Inc. Extension—Lewistown. Inter- 
vener’s petition for reopening, reconsidera- 
tion and denial of application denied. 


‘ 
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MC-105813, Sub. 3, William J. Belford. Ex- 
tension — Dairy Products. Reopened for 
further hearing on a consolidated record 
with MC-107107, Sub. 9, MC-105633, Sub. 3 
and MC-105813, Sub. 22. " 


No. 30207, Clarence E. Page v. C. R. I. & 
P. et al. Complainant’s petition for re- 
consideration denied. | 

No. 30211, Homer W. Clark v. D. L. & W. 
et al. Complainant’s petition for rehearing 
and argument denied. 

ok * 

No. 30214, Sub. 2, E. A. Brown Produce 
Co. et al. v. A. T. & S. F. et al. Com- 
plainant’s petition for reconsideration de- 
nied. 

* * oo 

Ex Parte 104, Practices of Carriers Affect- 
ing Operating Revenues or Expenses, Part 
II, Terminal Services, John Morrell & Co. 
Terminal Allowance. Reopened for argu- 
ment and reconsideration. Order of Mar. 
15 turther modified so as to postpone ef- 
fective date thereof until further order of 
Commission instead of Dec. 30. 

aK * ok 


MC-49260, Sub. 1, Raymond L. Warren. 
Extension—Special Commodities. Reopened 
for further hearing. 

oa ck * 


MC-54430, Philip H. Marcell, d/b/a 
Marcell’s Motor Express. Applicant’s peti- 
tion for correction of its certificate denied. 

ok * * 


MC-66121, Sub. 9, W. F. Howell Trucking 
Co. Extension—Bristol, Pa. Protestant’s 
petition for reopening, reconsideration 


and/or further hearing denied. 
on * * 


MC-79476, Sub. 8, Young’s -Motor Truck 
Service, Inc. Extension—Chemicals; and 
MC-79476, Sub. 9, Same Extension—Inter- 
state Service. Reopened for further hear- 
ing on a consolidated record. 

oe * * 


MC-108410,, Sub. 2, M. C. M. Transporta- 
tion Co., Inc. Extension—Western States. 
Applicant’s petition for reopening and re- 
consideration denied. 

1K * 


MC-110698, Sub. 8, Miller Motor Line of 
N. C., Inc. Extension—Liquid Commodities. 
Petition of Robinson Motor Lines, Inc. for 
reopening, reconsideration or for hearing 
de novo denied. 

* * oe 

MC-111088, Howard McCormack Contract 
Carrier Application.- Applicant’s petition 
for reconsideration denied. 

ck * . 


MC-C-1180, Clarence V. Howland—Revoca- 
tion of Certificate. Proceeding discontinued. 
od ok * 


Respondents having cancelled suspended 
schedules under special permission, the 
Commission has issued orders discontinuing 
the following proceedings: 

I. & S. M-3174, Iron and Steel Articles— 
Breman’s Transfer. 

I. & S. M-3306, Containers—Portland, Me. 
to Newark, N. J. 

I. & S. M-3322, Merchandise Over Som- 
mer’s Motor Lines, Inc. 

I. & S. M-3337, Sugar—Reserve, La. to 
Ill. and Ind. 

I. & S. M-3342, Canned Goods, Groceries 
—Merritt D. Jones. 

‘ ‘eg M-3348, Woodpulp—Albany, N. Y. 

ON. J. 

I. & S. M-3352, Commissary Supplies Over 
Converse Trucking Service. 

I. & S. M-3365, Paint, Paint Materials— 
Bianchi Motor Transportation. 

I. & S. M-3405, Beer and Containers—P & 
T Trucking Co., Inc. 

I. & S. M-3420. Paper Articles over Gilbert- 
ville Trucking Co., Inc. 

I. & S. M-3437, Cigars, Cigarettes, Tobacco, 
over Craig Trucking. 

I. & S. M-3460, Non-Ferrous Metal and 
Skids—Thomas Secondino. 

I. & . M-3478, Compressed Gases— 
Southern Trucking Co. i 

I. & S. M-3497, Chemicals—Between Warn- 
ers, N. J.. and New England. 

I. & S. M-3510. Cranberry Products—Split 
Deliveries—New England. 

I. & S. M-3518, Compounds Between St. 
Louis and Kansas City. 

I. & S. M-3542, Iron or Steel Articles— 
Chicago, Ill., Porter, Ind. 

I. & S. M-3543, Vegetable Oil Shortening 
—Chicago to Cincinnati. 

I. & S. M-3548. Seed, Fargo, Grand Forks, 
N. D., to Ill., and Wis. 

I. & S. M-3550, Sugar—Baltimore and 
Philadelphia to W. Va. and Ohio. 

I. & S. M-3555, Butter—Paris and Pana, 
Ill., to Marion, Ind. 
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I. & 8. M-3560, Canned Goods—Southwest 
Freight Lines, Inc. 

I. & S. M-3562, Billets and Pipe—To and 
From Reading, Pa. 

I. & 8S. M-3564, Chemicals—Detroit to 
Akron and Cleveland. 

x a * 

MC-2132, Subs. 14 and 19. Newburgh Trans- 
fer, Inc. Extension—Boston, Mass. Ap- 
plicant’s petition for reconsideration de- 
nied 

z * ~ 

MC-10761, Sub. 25, Transamerican Freight 
Lines, Inc. Order of Nov. 8 vacated and 
set aside. 

a * ca 

MC-29747, Sub. 1, Lehigh Transportation 
Co., Inc. Extension—Jersey City, N. J. Ap- 
plicant’s petition for reopening and recon- 
sideration denied. 

* cm a 

MC-35628, Sub. 135, Interstate Motor 
Freight System Extension—Rockford and 
Normal, Ill. Applicant’s petition for recon- 
sideration denied. 

* ob +. 

MC-67216, Beacon Fast Freight Co., Inc. 
Common Carrier Application. Applicant’s 
petition for reopening and reconsideration 
denied. os i 


MC-94201, Sub. 26, Ralph M. Bowman 
Extension—Several States. Applicant’s peti- 
tion for reconsideration denied. 

oo ae * 

MC-107515, Sub. 10, Refrigerated Trans- 
port Co., Inc. Extension—Dairy Products; 
and MC-107515, Sub. 12, Same Extension— 
Eight States. Interveners’ petitions for re- 
consideration denied. 

ae ok * 


MC-108120, Sub. 4, Kennedy Motor Lines, 
Inc. Extension—Miscellaneous commodities. 
Intervener’s petition for reconsideration de- 
nied. 

* * + 

MC-110312, Sub. 3, Nye Milan and Ray 
Sproul. Applicant’s petition for recon- 
sideration denied. 

oe * * 


MC-111141, Curtis Travis Common Car- 
rier Application. Applicant’s petition for 
reconsideration denied. 

of * 


24160, Divisions of Joint Interterritorial 
Rates Between Official and Southern Ter- 
ritories. Order of May 4, further modified 
to become effective Feb. 1, 1951 instead of 
Jan. 1, 1951. 

a * * 


29461, Omaha Grain Exchange of Omaha, 
Neb. v. Misso Pac RR. et al. Order of July 
10, further modified to become effective 
March 2, 1951, or not less than 30 days’ 
notice instead of Jan. 31, 1951. 

> a * 


Finance 16426, Det. Tol. & I. R.R. Co. et 
al., Control. Order May 2, modified to be- 
come effective Feb. 23, 1951 instead of 
Dec. 23. 

* co a 

I. & S. 5634, Shipping Weight on Eggs. 
Order of June 27, further modified to _ 
come effective Jan. 31, 1951 on not less than 
one day’s notice. 

oe cd 

MO-16354, Sub. 1, Fleetline, Inc. Extension 
—Minneapolis-St. Paul, Minn. Commercial 
Zone. Reopened for reconsideration on the 
present record. 

* * % 

MC-19564, Sub. 8, L. C. Jones—Extension— 
Machinery and Pipe. Petitions of applicant 
and Local Cartage National Conference, for 
reconsideration denied. 

* » * 


MC-30844, Sub. 9, Heuer Truck Lines, 
Inc. Extension—Meats. Intervener’s peti- 


tions denied. 
te * 


MC-40428, Sub. 4, Cross Transportation 
Inc., Extension—Materials and Supplies. 
Applicant’s petition for reconsideration de- 


nied. 
* * & 


MC-11694, Sub. 12, William D. Buie (Wil- 
liam B. Buie, Administrator) Extension— 
Frozen Foods. Interveners’ petitions for 
reconsideration further hearing or rehear- 
ing denied. 

o * a 

MO-110486, Sub. 2, Walter Pitte Extension 
— States. Reopened for further hear- 
ng. * a * 

MO-111397, Sub. 1, Wade E. Davis Com- 
mon Carrier Application. Intervener’s order 


granting authority to applicant for recon- 
sideration and vacation of petition denied. 


MC-111886, Harvey Moeller Contract Car- 
rier Application. Order of October 4 va- 
cated and set aside. 


MC-112334, 


* * 


Tillotson Furniture Corp. 
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Contract Carrier application. Applicant’s 
petition for dismissal of application denied. 
* * 


MC-C-1152, Woodward & Lothrop sy. 
Shirks Motor Express Corp. Date of which 
recommended order shall become order of 
Commission and become effective postponed 
to December 26. 


APPLICATIONS 


AND PETITIONS 





Brotherhood Plea for Rail 


Pay Rule Revision Denied 


The Commission, division 1, has denied 
a request of four railroad brotherhoods 
for further revision in the Rules Govern- 
ing the Classification of Railroad Em- 
ployes and Reports of Their Service and 
Compensation as prescribed by an order 
of the Commission (T.W., Nov. 11, p. 33, 
and Dec. 9, p. 64). 

Denial of the request was announced 
in a letter from Secretary Bartel, ad- 
dressed to D. B. Robertson, president of 
the Brotherhood of Locomotive Firemen 
and Enginemen; W. J. Kennedy, presi- 
dent of the Brotherhood of Railroad 
Trainmen; J. P. Shields, grand chief en- 
gineer of the Brotherhood of Locomotive 
Engineers; and R. O. Hughes, president of 
the Order of Railway Conductors. 

The brotherhoods objected to elimina- 
tion from the rules of the need to report 
“straight time actually worked” in re- 
porting compensation in the train and 
engine service, unless a corresponding 
column under the general heading of 
“service hours” was likewise eliminated. 


A.A.R. Officials’ Letter 


The Commission also made public a let- 
ter addressed to Secretary Bartel by J. 
Elmer Monroe, assistant vice-president 
and assistant director of the Bureau of 
Railway Economics of the Association 
of American Railroads. Mr. Monroe’s 
letter referred to the memorandum dated 
December 7, submitted by the Railway 
Labor Executives’ Association with re- 
spect to certain wage reporting changes 
required by the Commission’s order. 

Mr. Monroe said the R.L.E.A., among 
other things, complained because the new 
order provided that overtime paid for 
at pro rata rates be included with “Time 
actually worked and paid for at straight 
time rates.” 

“The column on the current form A 
which provides for reporting of ‘Over- 
time paid for at pro rata rates’, was 
initiated in 1921, when there was a con- 
siderable amount of overtime paid for 
at straight rates,” continued Mr. Monroe. 
“That is not the case today. For the year 
1922, overtime paid for at pro rata rates 
was 3.3 per cent of straight time actually 
worked. For the month of August, 1950, 
the corresponding percentage was only 
0.2 (two-tenths of one per cent). As 
shown by the report on wage statistics for 
August, 1950, the relative amount of 
overtime paid for at pro rata rates is 
concentrated in a few employe classifi- 
cations. .. .” 

He said the R.L.E.A. mentioned the 
two reporting divisions mainly involved: 
No. 96—Chefs and cooks, and No. 97— 
Waiters, camp cooks, kitchen help, etc. 
He said dining car employees had a basic 
work month of 205 hours, but were paid 
straight time rates for any additional 
hours worked between 205 and 240 hours, 
with penalty pay for time in excess of 
240 hours a month. 


“The new order simplifies the present 
reporting requirement,” he said, “by elim- 
inating the specific accounting for 
straight time hours in excess of 205, 
when assignments are for more than 
205 hours.” 





Agriculture Objects to 
Eastern Rate Increase; 
Compares 1941-42 Period 


Citing a 30 per cent increase in rail- 
road revenues experienced in 1942 over 
1941, and asserting that the present 
situation closely parallels that of the 
earlier period, when increases granted 
the railroads were suspended because of 
war-induced traffic volume, the Secre- 
tary of Agriculture has in preparation 
a request that the Commission deny the 
petition of the eastern railroads for a 
4 per cent increase in freight rates 
(T.W., Dec. 9, p. 19). 

The Secretary said that if the Com- 
mission did institute an investigation as 
asked by the railroads, it make excep- 
tions of all pending proceedings before 
the Commission, including one involving 
unloading charges on fruits and vege- 
tables at New York and Philadelphia, in 
which Official Territory carriers sought 
to establish oor increase rates and 
charges. 

He also asked that the Commission 
broaden such an investigation so as to 
include the matter of divisions of reve- 
nues between carriers in Official Terri- 
tory and between such carriers and their 
connecting lines. 

In their petition, the eastern railroads 
asked for a 4 per cent increase in freight 
rates “within, from, to or via Official 
Territory,’ with the exception of coal, 
the rates on which would be increased 
12 and 13 cents a net or gross ton, re- 
spectively. As the increases would ap- 
ply on interterritorial traffic, the east- 
ern roads asked that the Commission 
institute an investigation and make all 
railroads parties so that it could deal 
with through rates. ‘They have since 
modified the request to eliminate an in- 
crease on traffic “via Official Territory.” 


Need Denied 


The Secretary of Agriculture said, 
among other things: ‘ 

“The contentions of petitioners with 
respect to existing traffic and revenue 
conditions and their traffic and revenue 
prospects clearly do not merit the se- 
rious and urgent consideration sought by 
them. In appraising the present condi- 
tions and future prospects petitioners 
have failed to give any consideration 
to such matters as the economy result- 
ing from their dieselization program, the 
increased volume of traffic handled and 
the increased earnings flowing therefrom 
following the outbreak of hostilities in 
Korea, and the expanding industrial 
activity coincident with the national de- 
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fense program. To ignore such impor- 
tant considerations is to misrepresent 
to the Commission petitioners’ need for 
the increased rates and charges now 
sought.” 

He asserted that the result of the 
dieselization program was a decrease 
of 3.4 per cent in the cost of coal and 
fuel oils “thus far” in 1950 as compared 
with the same period in 1949, while gross 
ton-miles had increased from 298,800,000- 
000 for the first eight months of 1949 to 
300,000,000,000 for the same period in 
1950. 

The Secretary said dieselization result- 
ed in reductions of other items of ex- 
pense and that “this effect is felt 
throughout petitioners’ railway  sys- 
tems.” Referring to a study of motive 
power by the Commission,. the Secre- 
tary said it showed that cost “per one 
thousand gross ton-miles” of operating 
diesel-electric locomotives in freight 
service in 1948 was $0.5878, or about one- 
half the cost of operating steam loco- 
motives.” 

As to labor costs, the Secretary said 
that an analysis of wages paid in 1949 
and 1950 revealed no alarming increases 
in labor costs. It asserted that, when 
measured in terms of gross ton-miles, a 
Commission statement for August 
showed that “total labor costs actually 
declined in the first eight months of 
1950 as compared with the same period 
in 1949.” 

After citing figures to show increased 
traffic volume, revenue and increased 
industrial activity, the Secretary said, as 
to the financial situation of the rail- 
roads in the east, that of particular 
significance were the facts that “peti- 
tioners’ increased traffic and earnings 
have been accompanied by lesser in- 
creases in operating expenses.” 

“To illustrate,” he continued, “for the 
Eastern District in September, 1950, op- 
erating revenues were 24 per cent greater 
than in 1949, while total operating ex- 
penses increased only 11.8 per cent. The 
traffic unit of expense also shows a 
marked decline. For the first three 
months in 1950 the expense per traffic 
unit was $.01359; $.01291 for the first six 
months; $.01261 for the first eight 
months, and $.01174 for August. This 
compared with $.01292 for the first eight 
months in 1949 and $.01157 for the same 
period in 1948. The same trend in traffic 
unit operating expense also prevails for 
carriers in the Pocahontas Region.” 

The Secretary said that analysis of 
stock market quotations indicated that 
the “financial market’ recognized the 
generally improved earning position of 
the petitioners. 

Then, turning to estimates for 1951, he 
said that 1950 was nearly completed and 
that the petitioners’ traffic and earnings 
were known for the first ten months. 
Both traffic and earnings would far ex- 
ceed 1949, he asserted, adding: 

“During 1951, however, traffic and 
earnings will depend primarily upon the 
expansion in industrial and agricultural 
activity in order to meet national defense 
needs. This outlook has changed greatly, 
even since December 1, when petitioners 
filed their petition. The present situa- 
tion closely parallels that existing in 
1941, and petitioners’ traffic volume and 
earnings in 1941 and 1942 afford a rea- 
Sonable base for estimates for 1951. If 
the petitioners’ estimate of $4,138,000,000 
total railroad operating revenues for 1950 
ls accepted, and increased by the 30.1 
percent increase experienced between 
1841 and 1942, their revenues for 1951 


will be $5,384,000,000. This estimate is 
approximately one billion dollars in ex- 
cess of petitioners’ estimate of $4,321,- 
000,000. The carriers’ estimate, however, 
that revenues will increase by only 4.4 
percent over 1950 is wholly unrealistic 
and fails to take into account a greatly 
expanded defense program and the re- 
sulting traffic outlook for 1951. 

“The increase in petitioners’ total rail- 
way operating expenses between 1941 
and 1942 was 22.2 percent. This in- 
crease, if applied to the 1950 operating 
expenses of $3,244,000,000 as estimated 
by petitioners, provides projected operat- 
ing expenses of $3,958,000,000 for 1951. 
This estimate is probably high because 
of the rapid dieselization program in 
the Eastern District. 

“Petitioners’ net railway operating in- 
come increased 25.2 percent between 1941 
and 1942. Applying this increase to the 
operating income of $382,000,000 for 1950, 
as estimated by petitioners, provides a 
projected net operating income of $478,- 
000,000 for 1951. While this estimate 
appears low because no allowances are 
made for savings resulting from the 
dieselization program, it nevertheless ex- 
ceeds by $50,000,000 petitioners’ estimate 
of net operating income if the increases 
requested are granted. 

“These estimates of revenues and 
savings, based on a realistic appraisal of 
the production effort of the nation ex- 
pected in 1951, indicate that petitioners 
will not require the proposed increased 
rates during that period.” 


Concrete Slab Makers Object 


Five manufacturers of reinforced ce- 
ment or concrete roof or building slabs, 
have filed with the Commission a peti- 
tion “objecting in part” to the petition 
of the eastern railroads for an increase 
of 4 per cent in freight rates, and re- 
questing “consideration of suggested 
amendments and/or substitutions to 
satisfy stated objections.” 

The companies were: Federal Cement 
Tile Co.; Truscon Laboratories, division 
of Devoe & Raynolds Co., Inc.; Lastik 
Products Co., Inc.; Geo. Rackle & Sons 
Co.; Morse Cement Tile Co., and Porete 
Mfg. Co. 


Asserting that, in earlier general rate 
increase cases, the Commission had im- 
posed maxima on the commodity, the 
manufacturers said that, to be consist- 
ent, if the 4 per cent increase were al- 
lowed, a maximum of one-half cent a 
hundred pounds, or 10 cents a net ton, 
should be imposed on the slabs. 


They asked also that increases per- 
mitted be applied to the total rate or 
charges on each shipment. This had 
reference to a proposed rule in connec- 
tion with combination rates, contained 
in the railroad petition, which would 
increase each factor of a combination 
separately, and each factor of an ag- 
gregate of intermediates would also be 
increased separately, the total thus 
arrived at to alternate with the in- 
creased through rate. 


Midwest Motor Bulwinkle 


Pact Opposed by D. of J. 


The Department of Justice has filed 
a protest with the Commission in Sec- 
tion 5a Application No. 27, an applica- 
tion of the Midwest Motor Carriers Bu- 
reau, Inc., for approval of an agreement 
under section 5a of the interstate com- 
merce act. It asks that the Commission 
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withhold its approval of the agreement 
and deny the application. 


It said the Commission was without 
authority to approve the agreement so 
long as Midwest Motor Carriers Bureau, 
Inc., which it described as a profit-mak- 
ing corporation, was a party to the agree- 
ment. 


The department also said that under 
provisions of paragraph X of the agree- 
ment covering organization and pro- 
cedure of a rate committee, the bureau 
was granted “unlimited authority to 
meet and act with non-specified or- 
ganizations of common carriers operat- 
ing in other territories or nationwide in 
all territories on matters relating to 
‘rates, classifications, allowances and 
charges, rules, regulations and practices 
pertaining thereto, and procedures for 
the joint initiation, consideration and 
establishment thereof.’ ” 


“Such a proposal, if approved,” con- 
tinued the department, “would permit 
the integration of Midwest Motor Car- 
riers Bureau, Inc., with non-specified or- 
ganizations of common carriers, includ- 
ing the American Trucking Associations, 
Inc., and ultimately could result in a 
nationwide private government of rate- 
making in the motor carrier industry. 
This goes far beyond the congressional 
purpose to permit approval of carrier 
conferences and procedures for joint 
consideration of certain traffic matters.” 


It said the “free and unrestrained right 
to take independent action” was not ac- 
corded under the agreement although 
“ostensibly preserved” in paragraph V 
(c) of the agreement covering organiza- 
tion and procedure of a rate committee. 


Under section 5a, the so-called Reed- 
Bulwinkle section of the interstate com- 
merce act, common carriers are relieved 
from operation of the antitrust laws in 
making and carrying out agreements for 
joint action in rate and related matters, 
if the agreements embodying the pro- 
cedures have been approved by the Com- 
mission. 


FINANCE APPLICATIONS 


Finance No. 17173, Virginian Railway Co. 
asks authority to issue nominally $4,812,000 
of its first lien and refunding mortgage 
bonds, Series D, 314 per cent, due Decémber 
1, 1975. The applicant said it would issue 
the bonds to reimburse it for expenditures 
made for construction, completion or ac- 
quisition by it of items charged to the road 
account. It also said it believed it highly 
desirable nominally to issue the Series D 
bonds at this time and to retain them in its 
treasury unissued and unpledged until such 
time as it was in need of funds to carry 
on its proper corporate purposes. 

co * a 


Finance No. 17174, Mid-States Freight 
Lines, Inc., of Chicago, Ill., asks authority 
to issue and sell 6,000 shares of $10 par 
value common stock at prices ranging be- 
tween $25 and $35 a share to present stock- 
holders, key employes, and to professional 
people closely associated with the company. 
It said the proceeds of the sale would be 
used to augment its working capital. 

* ok * 


MC-F-4763, Consolidated Freightways, Inc., 
of Portland, Ore., asks authority to pur- 
chase certain operating rights of Kenneth 
= Mackay, dba Mack Transfer, of Milton, 

re. 

ca » * 


MC-F-4764, John C. McIntyre, dba Textile 
Motor Freight, of Laurinburg, N.C., asks 
authority to purchase certain operating 
rights of Thomas C. Griggs, Otis C. 





Brig- . 
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man, and Adrew D. Jorda, dba T. G. 
Griggs Trucking Co., of Ruby, S.C. 
* * * 


MC-F-4765, Edward E. Allard, proposing to 
do business as Allard Express, of Wautoma, 
Wis., asks authority to purchase the op- 
erating rights, equipment, and property of 
Max J. Wolf, dba Wolf Trucks Lines, of 
Watertown, Wis., and temporarily to op- 
erate. 

a a x 

MC-F-4766, Newman & Pemberton Cor- 
poration, of Knoxville, Tenn., asks au- 
thority to purchase certain operating rights 
of Fischbach Trucking Co., of Akron, O. 


PETITIONS FOR REHEARING, ETC. 


No. 29122, Bacon Bros. et al. v. A. G. S. 
et al. Complainants ask approval of Rule 
100 Statements. i i ae 


MC-7213, Sub. 8, Lester C. Newton—Ex- 
tension—General Commodities. Intervener 
asks reconsideration and | argument. 

+ * 





MC-95413, Sub. 3, Joe R. Gibson Extension 
—Farm Machinery. Applicant asks recon- 
sideration on record. rieags 

I. & S. M-3035, Substituted Rail Service 
by Red Ball Transfer Co. Protestants ask 


reconsideration. 
+ * 


* 
MC-F-4228, Leo J. Pelletier et al.—Con- 
trol; Pelletier Trucking Co.—Purchase (Por- 
tion)—Saw Mill Supply, Inc. Applicant asks 


reconsideration, reopening, rehearing and 
argument. 

os x = 
MC-111338, Dixie Drayage Co. Contract 


Carrier 
hearing. 


Application. Applicant asks re- 


* * * 


I. & S. M-3590, Fire Brick and Products 
—Fulton, Mo. to Chicago. Orscheln Bros. 
Truck Lines, Inc. asks vacation of order of 
Nov. 22. 

x ad * 


MC-F-3892, Keeshin Motor Express Co., 
Inc. — Lease — Bernd Trux, Inc. — Control; 
Keeshin Freight Lines, Inc. Applicants ask 
authority to extend , lease. 

x * 

MC-F-4461, Harry Miller et al.—Control— 
Miller Transport Co., Inc.—Purchase (Por- 
tion)—Storch Trucking Co., Inc. Applicant 
asks reconsideration. R 7 

* 

MC-F-4709, Cook ‘Truck Lines, Inc.—Pur- 
chase—Magnolia Express, Inc. and (Portion) 
Melvin McNeal Grantham. Delta Motor 
Line, Inc. asks temporary authority order 
of Nov. 1 be rescinded and parties be re- 
stored to their former positions pending 
formal hearing on application. 

* . 


MC-43169, Sub. 3, Irving E. Oakleaf Ex- 
tension—New York Counties. Intervener 
asks further hearing and reconsideration of 
order denying further hearing. 

+ * * 


MC-59852 and Sub. 1, All States Freight, 
Inc. Common Carrier Application. Applicant 
asks extension of effective date of order. 

+ 


MC-F-4474, Carroll Transport, Inc.— 
Partial Purchase—Charles W. Dillie. Ap- 
Plicants ask vacation of decision and ap- 
proval of transaction. 

. * s 


MC-100463, Sub. 7, Smith Transport Lim- 
ited Extension—Woodpulp. Protestants ask 
reconsideration and further hearing. 

- t - 

MC-FC-52707, Acme Express—Purchase—S 
& S Trucking. Applicants ask reconsidera- 
tion. 

* 8 * 

30020, Citizens Gas & Coke Utility v. A. 
& S. et al. Defendants ask reopening and 
reconsideration. " ‘ 

MC-8949, Sub. 21, Needles Trucking Service 
and Las Vegas Needles Phoenix Stage Lines 
ask hearing de novo. 


NEW COMPLAINTS 


No. 30710, Sub. 11, Armour & Co., Chicago, 
Ill. v. A. C. & Y. et al. 
Alleges rates on fresh meats shipped in 
statutory period from points in North Da- 
kota, South Dakota, Nebraska, Colorado, 








Oklahoma, 


Texas, Missouri, Iowa, 
Minnesota, Wisconsin, Illinois, Indianapolis, 


Kansas, 


Ind., Columbus, O., Pittsburgh, Pa., and 
Lexington, Ky., to points in Official Terri- 
tory, in violation of section 1. Asks cease 
and desist order, rates, and reparation. 
(Harold L. Langdon, 4301 S. Racine Ave., 
Chicago 9, Ill.) 

* * oe 


No. 30710, Sub. 12, American Stores Co., 
Philadelphia, Pa. v. Santa Fe, et al. 
Alleges rates on fresh meats from plants 
in Pueblo, Colo., and Lincoln, Neb., to 
points in New York, Pennsylvania, New 
Jersey, Delaware, Maryland, and Washing- 
ton, D.C., since July 1, 1946, in violation of 
section 1. Asks cease and desist order, rates, 
and reparation on shipments made in 
statutory period. (A. Edwin Gilfillan, 1500 
Liberty Trust Bldg., Broad & Arch Sts., 

Philadelphia 7, Pa.) 
* * * 


No. 30710, Sub. 13, Kingan & Co., Inc., In- 
dianapolis, Ind., v. Santa Fe. et al. 

Alleges rates on fresh meats from In- 
dianapolis, Omaha, Neb., and Storm Lake, 
Ia., to points in Official Territory, in 
violation of section 1. Asks cease and desist 
order, rates, and reparation on shipments 
in statutory period. (C. C. Hibbard, P. O. 
Box 386, Indianapolis 6, Ind.) 

ok 


No. 30710, Sub. 14, Dubuque Packing Co., 
Dubuque, Ia., v. A. & W. et al. 

Alleges rates on fresh meats in straight 
or mixed carloads, to points in Official Ter- 
ritory from Dubuque, in violation of sec- 
tion 1. Asks cease and desist order, rates, 
and reparation on shipments moved in 
statutory period. (Warren H. Wagner, 1031 
Continental Bldg., Washington 5, D.C.) 


* * * 


No. 30710, Sub. 15, M. Rothschild & Sons, 
Inc., Chicago, Ill. v. A. & W. et al. 

Alleges rates on fresh meats, in straight 
or mixed carloads, from Omaha, Neb., and 
Chicago, to points in Official Territory east 
of the Indiana-Illinois state line, in viola- 
tion of section 1. Asks cease and desist 
order, rates, and reparation on shipments 
made in statutory period. (B. E. Kaslow, 
509 Insurance Bldg., Omaha, Neb.) 

* & * 


No. 30710, Sub. 16, Ogden Union Stockyards 
Co., Ogden, U., v. A. C. & Y. et al. 

Alleges rates on fresh meat, from Ogden 

to points in Official Territory, in violation 
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of sections 1 and 3. Asks cease and desist 
order, and rates. (W. C. Crew, vice-presi- 
dent, Ogden Union Stockyards Co., Livestock 
Exchange Bldg., Denver 16, Colo.) 

* * 


No. 30725, State Corporation Commission of 
Kansas, Topeka, Kan. v. A. & W. et al. 
Alleges rates on fresh meats and packing- 
house products, in straight or mixed car- 
loads, from points in Kansas to points in 
Official Territory, in violation of section 1. 
Asks cease and desist order and rates. 
(Byron M. Gray, 608 National Bank of 
Topeka Bldg., Topeka, Kan.) 
* * * 


No. 30726, Banana Distributors, Inc., Hart- 
ford, Conn., et al. v. G. M. & O. et al. 
Allege rates on numerous carloads of 
bananas, from Mobile, Ala., to Hartford, 
from March 1, 1945, to and including Sep- 
tember 27, 1947, in violation of section 6. 
Asks reparation of $8,000 plus interest. (W. 
C. Ehalt, 99 Hudson St., New York, N.Y.) 
a * * 


MC-C-1221, Interstate Motor Freight Sys- 
tem, Minimum Charge at Chicago. 

Investigation instituted by the Commis- 
sion, division 2, on its own motion, into 
rates on less-truckload shipments originated 
or delivered in the Chicago commercial zone 
by Interstate Motor Freight System, ap- 
plicable to the transportation, in inter- 
state or foreign commerce, of various com- 
modities from or to points in Wisconsin, in 
item 1060 of supplement No. 1 to tariff MF- 
I.C.C. No.. 388 of Central States Motor 
Freight Bureau, Inc., agent. 


* * * 


MC-C-1223, Assembling Rates, 
Western Transportation Co. 
Investigation instituted by the Commis- 
sion, division 2, on its own motion, into 
rates cn various commodities for freight 
forwarders or freight consolidators, less- 
carload or any quantity, from certain points 
in Iowa to Chicago, Ill., for reshipment by 
the forwarder or freight consolidator as part 
of a carload or truckload shipment, main- 
tained by Western Transportation Co. in 
its tariff MF-I.C.C. No. 6. 
* * * 
MC-C-1225, Enoch Prichard Price—Revoca- 
tion of Certificate. 

Investigation instituted by the Commis- 
sion, division 5, into discontinuance of op- 
erations of the respondent, of Frostburg, 
Md., in MC-75324. 


Chicago— 


PROPOSED REPORTS 


Examiners Say Deny Watson 
Rights Purchase Proposal 


Denial of an application of Watson 
Bros. Transportation Co., Inc., of Omaha, 
Neb., for authority to purchase the ope- 
rating rights of George E. Truman and 
Cecil W. Henkels, partners, (L. E. Mehl- 
mann, trustee), doing business as State 
Transfer Co., of North Platte, Neb., and 
certain property of C. B. Herbertson, of 
Cheyenne, Wyo., and of Fay V., Ray E. 
and Thomas W. Watson, for authority to 
acquire control of the operating rights 
and property through the purchase, is 
recommended by Examiners Vernon V. 
Baker and Joseph M. Zurlo, of the Com- 
mission. 

The examiners’ recommendations were 
made in a report issued in MC-F-4511, 
Fay V. Watson, Et Al—Control; Watson 
Bros. Transportation Co., Inc.—Purchase 
—C. B. Herbertson, and George E. Tru- 
man and Cecil W. Henkels (L. E. Mehl- 
mann, Trustee). 

According to their report, no operations 
had been conducted under the involved 
rights since September 1, 1949, and, said 
the examiners, if the transaction was ap- 
proved, vendee proposed not only to re- 
sume operations between points on the 
particular routes concerned but also to 
perform a direct single-line service be- 
tween those points and points presently 
served by it. The latter, they said, would 
constitute a service not heretofore per- 
formed by any carrier under the rights, 
and, “in view of, the long period during 
which no operations have been conducted 


under the rights, the former would be 
tantamount to a new service.” The ex- 
aminers said it did not appear that insti- 
tution of the proposed services would 
meet any need or convenience of shippers 
or consignees which was not now being 
met adequately by existing carriers in 
the territory. 





Examiner Recommends 
Approval of Exclusive 
Agency of Railway Express 


In recommending that the Commis- 
sion supplement previous findings in 
connection with the uniform operating 
agreements between the Railway Ex- 
press Agency and railroads participating 
in express business, under attack by 
the government, Examiner Howard Hos- 
mer observes that today’s unified express 
service is due to action by the federal 
government. 


He recalled that the Director General 
of Railroads in 1918 had declined to 
deal with the seven separate express 
companies then in operation and had 
urged that a _ single corporation be 
formed to conduct the express business 
as his agent. 


In a report on further consideration 
in Finance No. 7316, Express Contract, 
1929, Examiner Hosmer recommended 
the Commission find: 


“1. That the present operations of the 
Railway Express Agency result from 
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contracts entered into by common Car- 
riers by railroad subject to part I of 
the interstate commerce act for the 
pooling of traffic and service, of which 


‘the exclusive agency provisions are a 


necessary and essential ingredient; and 

“2. That such pooling is in the in- 
terest of better service to the public and 
of economy in operation, and will not 
unduly restrain competition. 

“A supplemental order authorizing 
and approving the pooling of traffic and 
of service referred to in the findings 
should be entered. 


Court’s Views 


The further recommendations were 
made necessary by a civil action insti- 
tuted against the Express Agency in the 
federal district Court for Delaware on 
September 17, 1948. That court granted 
a motion of the Express Agency to stay 
proceedings in the antitrust suit until 
conclusion of proceedings before the 
Commission. Examiner Hosmer quoted 
the court as saying, in connection with 
the stay of the proceedings: 


“It seems clear that one of the is- 
sues which will have to be determined 
in this suit is whether the exclusive 
agency provisions of the uniform op- 
erating agreements are exempt from the 
operation of the antitrust laws, on the 
ground that they constitute a necessary 
or essential ingredient of or adjunct to 
the pooling arrangement and division of 
earnings agreement. Whether they are 
necessary in that sense is one of the 
issues presented to the Commission by 
the defendant’s petition of March 31, 
1949. If the Commission proceeds to act 
on the petition, that question and other 
administrative issues which have a 
bearing on these proceedings may be 
passed on by the Commission, and it 
appears reasonable, therefore, to stay 
this action until the Commission has had 
an opportunity to do so, thereby making 
available to this court the findings with 
respect to matters with which it is pe- 
culiarly well qualified to deal.” 


Examiner Hosmer said that the gov- 
ernment had intervened before the Com- 
mission and asked the Commission to 
consider the question involved on brief 
and oral argument only to help the 
Commission to find that the exclusive- 
agency provisions “have not been pre- 
viously approved by the Commission,” 
and “do not constitute a necessary or es- 
sential ingredient of or adjunct to the 
pooling arrangement and divisions of 
earnings agreement approved as afore- 
said.” 


Only Earnings Division Approved 


The examiner said it was apparent 
from statements in the original report 
that only the division of earnings was 
Specifically approved in that report. He 
added that it was perhaps arguable, as 
the Express Agency suggested, that the 
exclusive agency was approved by im- 
plication, but that that point required no 
discussion as the Express Agency now 
invoked the Commission’s power to sup- 
plement its orders. 


Examiner Hosmer said the essentiality 
to the operation of the present pooling 
plan of the exclusive agency provision 
was demonstrated by the fact that the 
government’s attack was concentrated on 
this provision as the principal element 
in the alleged monopoly to which the 
antitrust suit in the Delaware district 
court was directed. There was thus a 
tacit admission on the part of the gov- 


ernment that the exclusive-agency provi- 
sion was an essential ingredient of the 
pooling of express traffic and service, 
Examiner Hosmer asserted. 

He said there was presented the fur- 
ther question whether the pooling of 
traffic and service performed through 
the Express Agency unduly restrained 
competition and was in the interest of 
better service to the public or of economy 
in operation. 

It was here that Examiner Hosmer 
referred to the action of the Director 
General, adding that two years later 
in section 407 of the transportation act 
of 1920 Congress expressly empowered 
the Commission to approve the consoli- 
dation of four express companies into 
the American Railway Express Co. 


He quoted from Railway Exp. Agency, 
Inc., Pooling Application, 227 I.C.C. 517, 
as to the competition the express com- 
panies met from motor carriers and 
freight forwarding companies. He said 
it also appeared that no _ interested 
party had any facts to present to show 
that discontinuance of the pooling ar- 
rangement within the limited period of 
its contemplated duration yet remaining 
(38 months) would serve the public in- 
terest. It was, therefore, a permissible 
presumption, said Examiner Hosmer, 
that “the situation as to economy and 
better service to the vublic has not 
changed since the Commission made its 
previous findings on this subject.” 


Argument Set for Jan. 29 


When it made public Examiner Hos- 
mer’s report, the Commission also issued 
an order in Finance No. 7316 in which it 
cancelled a further hearing that had 
been assigned for next April, and as- 
signed the proceeding for oral argument 
in Washington, D.C., before the Commis- 
sion, on January 29, 1951. 


Examiner Would Approve 
Watson Motor Purchase 


Examiner M. L. Winson has recom- 
mended, on further hearing, that the 
Commission affirm the findings in a 
prior report, 56 M.C.C. 227, in which it 
approved, with conditions, the purchase 
by Watson Bros. Transportation Co., 
Inc., Omaha, Neb., of certain motor car- 
rier operating rights of Powell Bros. 
Truck Lines, Inc., Springfield, Mo., and 
the acquisition of control of the rights 
by Fay V., Ray E., and Thomas W. Wat- 
son, through the purchase. A proposed 
report was issued in MC-F-4028, Fay V. 
Watson, et al—Control; Watson Bros. 
Transportation Co., Inc——Purchase (Por- 
tion)—Powell Bros. Truck Lines, Inc. 


Certificate Revocation Action 


Proposed reports have been issued in 
two motor investigation proceedings in- 
stituted by the Commission, division 5, 
involving operations of Eldon Smith and 
the Sandifur Transportation Co., in 
which it is recommended that the re- 
spondents be found not to be rendering 
reasonably continuous and adequate 
service under their certificates of public 
convenience and necessity and that they 
be ordered to institute reasonably con- 
tinuous and adequate service within a 
reasonable time with notice to the Com- 
—" whether or not they have so com- 
plied. 
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The reports, one written by Examiner 
J. Edgar Snider, was issued in MC-C- 
1181, Elton Smith Revocation of Certifi- 
cate; the other, by Joint Board No. 169, 
in MC-C-1173, Sandifur Transportation 
Co., Revocation of Certificate. The first 
mentioned case relates to operations un- 
der a certificate issued February 5, 1941, 
in MC-81238, authorizing transportation 
of specified commodities between points 
in New York and Pennsylvania, while 
the latter proceeding relates to opera- 
tions under a certificate issued March 
17, 1950, in MC-110337, authorizing pas- 
senger transportation between Spirit 
Lake, Ida., and Spokane, Wash. 

The reports carried a further recom- 
mendation that in the event the respond- 
ents failed to institute reasonably con- 
tinuous and adequate service they should 
inform the Commission if they desired 
oral hearing to present further evidence 
as to why their certificates should not 
be revoked, failing in which they “shall 
be deemed in default” and to have 
waived their right to such hearing. 


Reinforcing Bars 


No. 29947, Webrib Steel Corporation 
v. Reading Co., et al. By Examiner E. 
L. Boisseree, on further hearing. Recom- 
mends findings in prior report, 274 
L.C.C. 363, be affirmed, and that rates: 
charged on steel concrete reinforcing 
bars, in carloads, from Pittsburgh, Pa., 
and Youngstown, O., areas to Danville, 
Pa., there processed and forwarded to: 
the ports for export, be found applicable: 
and not shown to have been unreason~ 
able or otherwise unlawful. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 
Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 


Alcoholic Liquors 


I. and S. M-3331, Alcoholic Liquors— 
Ind., Ky., & Ohio to Colo. & Wyo. By 
Examiner Tobias Naftalin. Recom- 
mended that the Commission discon- 
tinue proceeding and order suspended 
schedules cancelled on finding unjust 
and unreasonable, without prejudice 
to establishment of certain rates to 
Cheyenne, Wyo., proposed reduced com- 
modity rates on alcoholic liquors, in- 
cluding high wines, weight in excess of 
30,000 pounds, from Cincinnati, O., 
Lawrenceburg, Ind., and Louisville, Ky... 
to Cheyenne, and to Colorado Springs,,. 
Denver, Minnequa, and Pueblo, Colo.. 
The examiner said proposed rates to 
Cheyenne subject to minima of 20,000) 
and 30,000 pounds were in line with the 
present rates to the Colorado points, 
and appeared to be compensatory and 
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reasonable. The reductions were pro- 
posed by schedules filed to become ef- 
fective April 25, 1950, by motor common 
carriers parties to a tariff published by 
Rocky Mountain Motor Tariff Bureau, 
Inc., agent. On protests of certain 
Western Trunk Line and Southern Ter- 
ritory railroads operation of the sched- 
ules was suspended until November 24, 
when they became effective. 


Gums, Resins 


MC-C-978, New England Motor Rate 
Bureau, Inc. v. Robert A. Watt (Henry 
E. Crowe and Margaret M. Watt, Co- 
Executors) and Mary Watt Greenwood, 
doing business as Watt Brothers. By 
Examiner Tobias Naftalin. Recom- 
mends that the Commission find un- 
reasonably low, truckload commodity 
rates subject to minimum weights of 20,- 
000 pounds, on certain articles listed 
under the general heading of cynthetic 
gums or resins maintained by 20 de- 
fendant motor common carriers from 
Bound Brook and South Bound Brook, 
N.J., to certain points in Connecticut, 
Massachusetts, and Rhode Island. The 
examiner said that for the future such 
rates, maintained by the defendants, 
would be unjust and unreasonable to 
the extent that they were lower than 
the present rates, or those agreed to be 
increased as set forth in a table of rates 
included in the report, subject to a 
truckload minimum of 22,000 pounds. 
The examiner’s report embraced also 
MC-C-978, Sub. 1, New England Motor 
Rate Bureau, Inc., v. A. B. & C. Motor 
Transportation Co., Inc., et al. and MC- 
C-978, Sub. 2, Same, v. Hartford Trans- 
portation Co., Inc., et al. 


Automobiles 


I. and S. M-3304, Automobiles—Michi- 
gan to Colorado and New Mexico. By 
Examiner C. K. Glover. Recommends 
finding not shown just and reasonable 
proposed rates on motor vehicles, in 
truckaway service, from origins in Mich. 
to Trinidad, Colo., minimum 15,000 and 
18,000 pounds. Also recommends finding 
proposed rates on motor vehicles from 
the same points of origins to destinations 
in New Mexico, minimum 12,000 pounds, 
just and reasonable, and that the pro- 
posed schedules be ordered cancelled to 
the extent found not justified and pro- 
ceeding discontinued. By schedules filed 
to become effective March 25, Kenosha 
Auto Transport Corporation, operator of 
V. G. Garnett, E. V. Garnett, and Holt 
Chew, doing business as Rocky Mountain 
Auto Transports, Kenosha, Wis., proposed 
to establish revised rates on automobiles, 
trucks, bodies, cabs, and chassis, in initial 
movements, truckaway, from various 
points in Michigan to destinations, 
among others, in Colorado and New 
Mexico. On protest of Western Auto 
Transports, Inc., the schedules were sus- 
pended until October 24 and respondent 
postponed the effective date to January 
22, 1951. 


Forgings, Castings 


I. and S. M-3504, Forgings, Castings— 
Defiance, O., to Lansing, Mich. By Exam- 
iner J. Edgar Snider. Recommends order 
requiring cancellation of reduced com- 
modity rate proposed by three motor 


common carriers, parties to certain tariffs 
filed by W. R. Hefferan, agent, on rough 
iron -or steel forgings or castings, on 
pallets or lifts, minimums weight 20,000 
pounds, from Defiance, O., to Lansing, 
Mich., because of failure of respondents 
to appear at hearing set for October 23 
in Detroit, Mich., and sustain the burden 
of proof that such rate was just and 
reasonable, and discontinuance of the 
proceeding. Schedules proposing estab- 
lishment of the rate were filed to become 
effective September 8 and operation 
thereof suspended until April 7, 1951, on 
protest of the Central States Motor 
Freight Bureau, Inc. 


Roofing Material, Etc. 


I. and S. M-3442, Building, Paving, 
Roofing Material Over Star Freight. By 
Examiner J. Edgar Snider. Recommends. 
order requiring cancellation of reduced 
commodity rate proposed by Star Freight, 
Inc., of Chicago, Ill., on building, paving, 
or roofing materials, minimum 290,000 
pounds, between Joliet, Ill., and Louis- 
ville, Ky., because of failure of respond- 
ent to appear at the hearing assigned for 
October 24 in Chicago and sustain the 
burden of proof that the rate was just 
and reasonable, and discontinuance of 
the proceeding. Schedules were filed to 
become effective July 20 and suspended 
until February 19, 1951, on protest of 
se Central States Motor Freight Bureau, 

nc. 


Certificates—Licenses—Permits 


Alabama (Hamilton)—MC-112331, Al- 
vin Abercrombie, dba Abercrombie Auto 
Transport, common carrier. Denial of ap- 
plication for certificate proposed for 
want of prosecution. New motor vehicles, 
except trailers, in initial movements, in 
driveaway and truckaway service, from 
points in Ind., and Mich., to points in 
Ala., with rejected shipments on return, 
over irregular routes, traversing Ky., O., 
and Tenn., for operating convenience. 

Colorado (Denver)—MC-1977, Sub. 6, 
Bennie Goldstein, dba Goldstein Refrig- 
erator Line, Extension—Relocated U.S. 
Highway 85. Certificate proposed. Gen- 
eral commodities, with exceptions, be- 
tween described points in Colo., over re- 
located U.S. highway 85, serving no in- 
termediate points, as an alternate route 
for operating convenience only. 

Colorado (Denver)—MC-29988, Sub. 35, 
Denyer-Chicago Trucking Co., Inc., Ex- 
tension—U.S. Highway 85. Certificate 
proposed. General commodities, with ex- 
ceptions, between specified points and 
over described routes in Colo., serving 
specified off-route but not intermediate 
points, as an alternate route in connec- 
tion with regular route operations be- 
tween Denver and Tucson, Ariz., with 
service to and from off-route points re- 
stricted against movement of traffic orig- 
inating at or destined to points in N.M. 

Connecticut (Orange)—-MC-31400, Sub. 
8, Madison Transportation Co., Exten- 
sion—Roofing. Denial of certificate pro- 
posed. (1) Roofing and building mate- 
rials from Stratford, Conn., to Philadel- 
phia, Pa., and points in Mass., R. I., N. 
Y., and N. J., and (2) rejected shipments 
of the aforementioned commodities and 
materials and supplies used in the manu- 
facture of roofing and building materials 
from the named destinations to Strat- 
ford, over irregular routes. 

Delaware (New Castle)—MC-110832, 
Sub. 1, Paper _Transport, Extension— 
New Hyde Park, N.Y. Certificate pro- 
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posed. Paper and paper products, from 
Childs, Md., to New Hyde Park, N.Y., and 
waste paper from New Hyde Park to 
Childs, over irregular routes, traversing 
Del., and N.J., for operating convenience 
only. 

Illinois (Chicago)—-MC-1501, Sub. 44, 
Greyhound Corporation, Extension— 
Florida Routes. Certificate proposed. 
Passengers and their baggage, over regu- 
lar routes, between specified Fla. points, 
serving all intermediate points. 

Illinois (Chicago) —MC-105988, Sub. 2, 
Northern Limited, Inc., Extension— 
Southern Wisconsin Lakes. Denial of 
certificate proposed. Passengers, baggage, 
newspapers, express and mail over va- 
rious routes in the lake region of southern 
Wis. 

Illinois (Chicago) —-MC-52657, Sub. 417, 
Arco Auto Carriers, Inc., Extension— 
Minnesota. Certificate and dual opera- 
tions proposed. Over irregular routes, 
(1) automobiles, trucks, and chassis, in 
secondary movements, in truckaway 
service, between points in Minn. and Mo., 
except St. Louis, Mo., restricted to trans- 
portation of vehicles manufactured or 
assembled at South Bend, Ind., and fur- 
ther restricted against transportation of 
such vehicles which have had an im- 
mediately prior movement by water, and 
(2) automobile show equipment, between 
points in Minn. and Mo., except St. 
Louis, Mo. The report said the applica- 
tion was supported by the Studebaker 
Corporation, manufacturer of passenger 
automobiles and trucks at South Bend. 

Illinois (Farmer City)—MC-107295, 
Sub. 13, Roy R. Roberson and Stanley 
Albert, dba Pre-Fab Transit Co. Exten- 
sion—Various States. On further hear- 
ing, medification of findings in prior 
report, decided October 12, 1949, and 
grant of certificate proposed. Buildings, 
complete, knocked down, or in sections, 
and in connection therewith, certain re- 
lated items used in the erection and 
completion thereof, over irregular routes, 
from Cairo and Galesburg, Ill., and Port 
Washington, Wis., to Washington, D.C., 
and points in Me., N.H., Vt., Mass., R.1, 
Conn., N.J., Del., Md., N.D., S.D., Wyo., 
Colo., Utah, and N.M., from Dearborn 
and Detroit, Mich., to Washington, D.C., 
and points in Me., N.H., Vt., Mass., R.L, 
Conn., N.Y., N.J., Del., Md., N.D., S.D., 
Wyo., Colo., Utah, and N.M., from Cin- 
cinnati, O., to points in Mass., Conn. 
N.D., S.D., Wyo., Colo., Utah, and N.M., 
from London, O., to points in N.D., and 
S.D., from Cleveland, O., to points in 
Mass., and from Monmouth, IIl., to points 
in N.D., S.D., Wyo., and Colo., with no 
transportation on return except as other- 
wise authorized, and subject to restric- 
tion that such operations shall not be 
joined with applicants presently-author- 
ized operations in MC-107295. 

Illinois (Mattoon) —MC-42329, Sub. 83, 
Hayes Freight Lines, Inc., Extension— 
Dangerous Explosives. Certificate pro- 
posed. Dangerous explosives from and to 
all authorized points on applicant’s pres- 
ent regular routes and such off-route 
points that applicant is authorized to 
serve in the states of Ill., Ind., Ky., and 
O., and in the manner described in sec- 
tion B of certificate MC-42329 issued 
October 21, 1949. 

Illinois (Mattoon) —-MC-42329, Sub. 1, 
Hayes Freight Lines, Inc., Extension— 
Alternate Routes. Certificate proposed. 
General commodities, with exceptions, 
between Richmond, Ind., and Cincinnati, 
O., (a) over U.S. highway 27, and (b) 
from Richmond over U.S. highway 35 t0 
junction U.S. highway 127, thence ové! 
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U.S. highway 127 to Cincinnati, and be- 
tween Richmond and Portland, Ind., 
over U.S. highway 27, and return over the 
above described routes, serving no inter- 
mediate points, as alternate routes for 
operating convenience only in connec- 
tion with applicant’s otherwise author- 
ized regular-route operations. 

Indiana (South Bend)—MC-2136, Sub. 
10, Clemans Truck Line, Inc., Extension 
—Enlarged Areas. Certificate proposed. 
General commodities, with exceptions, 
between Battle Creek, Mich., and Plain- 
well, Mich., between Elkhart, Ind., and 
junction U.S. highways 6 and 31 near 
Lapaz, Ind., and between Battle Creek, 
Mich., and junction U.S. highway 12 and 
Mich. highway 96 at Galesburg, Mich., 
over specified routes, serving Fort Custer, 
Mich., as an intermediate point on the 
route between Battle Creek and junction 
U.S. highway 12 and Mich. highway 96, 
unrestricted, and serving Galesburg, 
Mich., as a point for joinder with pres- 
ently authorized regular-route operations 
between Battle Creek and South Bend, 
Ind.; also, general commodities, with ex- 
ceptions, serving points in Ky., within 10 
miles of Louisville, Ky., and in Ind., 
within 5 miles of Louisville, and points in 
Marion county, Ind., as intermediate and 
off-route points in connection with pres- 
ently-authorized regular-route operations 
between Indianapolis, Ind., and Louis- 
ville, Ky., serving points in Marion 
county, Ind., points within 10 miles of 
Kalamazoo, Mich., and points within 10 
miles of Grand Rapids, Mich., except 
Grandville, Mich., as intermediate and 
off-route points in connection with au- 
thorized regular-route operations. 

Iowa (Fort Dodge) —MC-100449, Sub. 2, 
Francis Mallinger, common carrier. Cer- 
tificate proposed. Sewer pipe and related 
products, from Lehigh, Ia., and points 
within one mile thereof, to points in 
Minn., Neb., S.D., and Wis., and tankage 
and meat scraps, in containers, from 
Fort Dodge, Ia., and points within two 
miles thereof, to points in Minn., Mo., 
Neb., and S.D., over irregular routes. 

Maine (Portland)—MC-31440, Sub. 13, 
Maine Central Transportation Co., Ex- 
tension—June Through October. Certifi- 
cate proposed. Passengers and their bag- 
gage, and express, newspapers, and mail, 
over a described regular route, and re- 
turn, in the season extending from June 
1 to October 31, inclusive, of each year, 
between Glen, N. H., and Lancaster, N. 
H., serving all intermediate points, con- 
ditioned on request for cancellation of 
authority now held authorizing opera- 
tion between the involved termini, over 
the same highways and serving Jackson, 
N. H., as an off-route point in season 
July 1-August 31. 

Maryland (Baltimore) — MC-112113, 
Gypsum Haulage, Inc., contract carrier. 
Permit proposed. Building materials 
(not including lumber and_ structural 
steel), from Baltimore, Md., to points 
within 150 miles of Baltimore, over ir- 
regular routes. 

Maryland (Dundalk)—MC-112122, Air- 
line Limousine, Inc., common carrier. 
Certificate proposed. Over irregular 
routes, passengers and their baggage, 
in special operations, in non-scheduled 
door-to-door service, (1) between site 
of Friendship International Airport, near 
Linthicum, Md., and Washington, D.C., 
and (2) from site of that airport to site 
of Washington National Airport, near 
Alexandria, Va. 

Michigan (Benton Harbor)—MC-67390, 
Sub. 8, Michigan Tri-State Motor Ex- 
press, Inc., Extension—Menomonee Falls, 


Wis. Certificate proposed. Iron and steel 
tractor parts, except castings or forg- 
ings, from Menomonee Falls, Wis., to 
Milwaukee, Wis., over U.S. highway 41, 
and defective or damaged shipments of 
such commodities in the reverse direc- 
tion, serving no intermediate points, and 
limited in both directions to the trans- 
portation of through shipments moving 
between Menomonee Falls, on the one 
hand, and, on the other, Battle Creek, 
Benton Harbor, Buchanan, and Jackson, 
Mich., on applicant’s presently-author- 
ized routes, and steel from Milwaukee, 
Wis., to Menomonee Falls, Wis., over U.S. 
highway 41, serving no intermediate 
points, and limited to the transportation 
of through shipments originating at Bat- 
tle Creek, Buchanan, and Jackson, Mich., 
on applicant’s presently-authorized 
routes. 

Minnesota (Minneapolis) — MC-1509, 
Sub. 89, Northland Greyhound Lines, 
Inc., Extension—Hastings, Minn. Cer- 
tificate proposed. Passengers, baggage, 
newspapers, express and mail between 
specified points in Minn., serving no in- 
termediate points. 

Minnesota (Minneapolis) — MC-60325, 
Sub. 2, Jefferson Transportation Co., Ex- 
tension—Alternate Route. Certificate pro- 
posed. Passengers, baggage, express, mail 
and newspapers between Minneapolis, 
Minn., and Faribault, Minn.; over an 
alternate route serving no intermediate 
points, in connection with applicant’s 
present regular-route operation. 

New Jersey (Lakewood)—MC-95819, 
Sub. 2, Greenberg’s Lakewood Lines, Inc., 
Extension—Atlantic City, N.J. Denial 
of certificate proposed. Passengers and 
their baggage, in special operations, in 
nonscheduled door-to-door service, lim- 
ited to the transportation of not more 
than six passengers in any one vehicle, 
not including the driver thereof, and not 
including children under 10 years of age 
who do not occupy a separate seat or 
seats, between Atlantic City, N.J., and 
New York, N.Y., over irregular routes. 

New York (Ellenville)—MC-111202, 
Sub. 4, Richard H. Bullock, extension— 
Allentown, Pa. Permit proposed. (1) 
Materials and supplies used in the manu- 
facture of children’s suits from Ellen- 
ville to Allentown, Pa., and (2) children’s 
suits from Allentown to Ellenville, over 
irregular routes. 

New York (Ellenville)—MC-111202, 
Sub. 6, Richard H. Bullock, Extension— 
Salisbury, Md. Permit proposed. (1) 
Materials and supplies used in the manu- 
facture of children’s suits from Ellen- 
ville to Salisbury, Md., and (2) children’s 
suits from Salisbury to Ellenville, over 
irregular routes. 

New York (Holley)—MC-96489, Sub. 6, 
Howard Bowen, Extension — Genesee 
County to Ohio. Certificate proposed. 
Over irregular routes, (1) fresh fruits 
and vegetables from points in Genesee 
and Monroe counties, N. Y., to points 
in O., and (2) canned or preserved food- 
stuffs from Hamlin and Hilton, N. -Y., 
to points in O. 

New York (Maplecrest)—MC-112273, 
Raymond Osborn, common carrier. De- 
nial of certificate proposed. Passengers 
and their baggage, in special operations, 
in nonscheduled door-to-door service, 
limited to the transportation of not 
more than six passengers in any one 
vehicle, but not including the driver 
thereof, and not including children 
under 10 years of age who do not 
occupy a separate seat or seats, from 
April 1 to October 15, inclusive, of each 
year, between Maplecrest, N.Y., and New 
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York, N.Y., over irregular routes, trav- 
ersing N.J., for operating convenience 
only. 

New York (Warwick)—MC-65662, Sub. 
2, Warwick-Greenwood Lake & New York 
Stages, Inc., Extension—New Jersey 
Highway S-3. Certificate proposed. Pas- 
sengers, baggage and mail between 
Wayne, N.J., and East Rutherford, N.J., 
over described highways, serving no in- 
termediate points, as an alternate route 
for operating convenience only. 

Ohio (Akron) —MC-2202, Sub. 61, Road- 
way Express, Inc., Extension—Alternate 
Routes in Ohio and West Virginia. Cer- 
tificate proposed. General commodities, 
with exceptions, between specified points 
in O., and W.Va., over described routes. 

Ohio (Cleveland)—MC-106914, Sub. 4, 
Harold Fine, dba American Cartage Co., 
Extension—Shadyside, O. Denial of cer- 
tificate proposed. General commodities, 
with exceptions, between Shadyside, O., 
and the site of the Kaiser-Frazer plant 
at or near Shadyside, and Jackson and 
Willow Run, Mich., over specified routes, 
serving no intermediate points, and be- 
tween Jackson and Detroit, Mich., over 
a specified route as an alternate route 
for operating convenience in moving 
empty equipment. 

Ohio (Novelty) —MC-112184, Sub. 4, 
Manfredi Motor Transit Co., Extension 
—Compressed Gases. Permit proposed. 
Compressed gases, in bulk, in tank ve- 
hicles, over irregular routes, between 
Cleveland,. O., and Chester, Pa. 

Ohio (Winchester)—MC-112269, Old- 
field Transportation Service,. contract 
carrier. . Permit proposed. Paper con- 
tainers and paper container materials 
and parts from Columbus, O., to points 
in designated counties in Ky., W.Va., and 
Ind., and pallets, skids and damaged or 
defective shipments of the aforemen- 
tioned commodities and equipment, ma- 
terials, and supplies used in the manu- 
facture, packing or shipping of the be- 
fore named commodities, except those 
commodities which because of size or 
weight require the use of special equip- 
ment, on return from points in the be- 
fore described destination territory to 
Columbus, O., over irregular routes. 

Ohio (Upper Sandusky)—MC-112266, 
Craycraft Trucking, Inc., common Ccar- 
rier. Certificate proposed. Over ir- 
regular routes, brick and hollow build- 
ing tile, lead or zinc glazed, from 
Shawnee and Upper Sandusky, O., and 
points within 1 mile of Upper Sandusky 
and from Jefferson township (Franklin 
county), O., to points in Mich., with 
pallets used in transportation of afore- 
mentioned commodities on return. 

Ohio (Zanesville)—MC-3971, Sub. 3, 
Conrad C. Wilson and Fred R. Wilson, 
dba Zane Transit Lines, Extension—Be- 
tween Wooster and Cleveland. Certificate 
proposed. Passengers, baggage, express, 
newspapers and mail between Wooster 
and Cleveland, O., over a specified route, 
serving all intermediate points. 

Oregon (Forest Grove)—MC-108340, 
Sub. 2, Haney Truck Line, Extension— 
Lumber, Cement, and Wallboard. Cer- 
tificate proposed. Lumber and lumber 
mill products between points in Wash., 
on the one hand,.and, on the other, 
points in Tillamook and Washington 
counties, Ore., cement, in bags, from 
Seattle, Wash., to points in Tillamook 
and Washington counties, Ore., sawdust 
wallboard, between points in Washington 

















38 


| ICC NEWS 


county, Ore., on the one hand, and, on 
the other, points in Ida., and Wash., and 
general commodities between points in 
Tillamook and Washington counties, 
Ore., over irregular routes, service to be 
restricted in connection with all opera- 
tions herein authorized to the transpor- 
tation of shipments originating at or 
destined to points in Washington and 
Tillamook counties, Ore., subject to con- 
dition that to the extent the operating 
rights presently held by applicant are 
duplicated by the rights herein, but one 
right is granted. 

Oregon (Portland)—-MC-112188, George 
McBreen, common carrier. Certificate 
proposed. Motion picture films, theater 
advertising matter, and motion picture 
machine parts and accessories, between 
specified ‘points in Ore., and return, over 
described routes, serving all intermediate 
points, and all off-route points within 
10 miles of such routes. 

Pennsylvania (Altoona) — MC-65916, 
Sub. 6, Ward Trucking Corporation, Ex- 
tension—Newton, N.J., Certificate pro- 
posed. Clothing and materials used in 
the manufacture of clothing, between 
Newton and Dover, NJ., on the one 
hand, and, on the other, Clearfield, Coal- 
port, Curwensville, and Philipsburg, Pa., 
over irregular routes. 

Pennsylvania (Chambersburg) — MC- 
107138, Sub. 29, Ethel M. Ruch, dba T. M. 
Zimmerman Co., Extension—Wheeling, 
W. Va. Certificate proposed. Dressed 
poultry from Chambersburg. Pa., to 
Wheeling, W. Va., and empty containers 
on return, over irregular routes. 

Pennsylvania (Downingtown) — MC- 
110525, Sub. 123, Chemical Tank Lines, 
Inc., Extension—Liquid Chemicals and 
Coal Tar Products. Certificate pro- 
posed. Liquid chemicals and coal tar 
products, in bulk, in tank vehicles, be- 
tween Baltimore, Md., on the one hand, 
and, on the other, points in Del., N. J., 
and a defined area of Pa., between points 
in New Castle county, Del., on the one 
hand, and, on the other, points in N.J., 
and a defined area of Pa., and between 
points in Hudson, Somerset, Essex, and 
Union counties, N.J., except Kearny, 
Bound Brook, and Warners, N.J., on the 
one hand, and, on the other, points in 
Del., and a defined area of Pa., over 
irregular routes. 

Pennsylvania (Erie)—MC-8992, Sub. 2, 
Elmer D. Hostettler, dba E. D. Hostettler, 
Extension—Akron, Ohio. Certificate pro- 
posed over irregular routes, (1) fruits 
and vegetable products, in containers, 
from Westfield and Brocton, N.Y., to 
Akron, Ashtabula, Canton, Conneaut, 
Geneva, Massillon, Painesville, Warren, 
and Youngstown, O.; (2) fruit and vege- 
table products, in containers, except 
frozen fruit and vegetables products, 
from Silver Creek, N.Y., to the destina- 
tion points specified in (1); and (3) 
damaged or defective shipments of fruit 
and vegetable products, in containers, 
from the respective O. destinations speci- 
fied to Silver Creek, N.Y. 

Texas (Texarkana)—MC-59488, Sub. 
18, Southwestern Transportation Co., Ex- 
tension—Dangerous Commodities. Cer- 
tificate proposed. Dangerous explosives, 
between Texarkana, Tex., and Red River 
Arsenal, Tex., over a regular route, serv- 
ing no intermediate points. 

Washington (Aberdeen) — MC-25643, 
Sub. 18, W. E. Everts, dba Everts’ Com- 
mercial Transport, Extension—Dry Glue 





in Bulk. Certificate proposed. Glue and 
glue stock, dry, in bulk, in tank vehicles, 
from Seattle, Wash., to points in Ore., 
and Shasta, Del Norte, and Humboldt 
counties, Calif., over irregular routes. 
West Virginia (Charleston)—MC-1504, 


. Sub. 105, Atlantic Greyhound Corpora- 


tion, Extension—New U.S. Highway 421. 
Certificate proposed. Passengers and their 
baggage, and express, mail, and news- 
papers, over a regular route, between 
junction old U.S. highway 421 and new 
U.S. highway 421, situated about 1 mile 
west of Guthrie, N.C., and junction new 
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U.S. highway 421 and US. highway 158 
near Winston-Salem, N.C., over new 
U.S. highway 421, serving all intermediate 
points. - 

Wisconsin (Milwaukee) — MC-112362, 
Economy Express and Cartage Co., com- 
mon carrier. Certificate proposed. Gen- 
eral commodities, with exceptions, be- 
tween all points in Milwaukee county, 
Wis., all points in the towns of Brook- 
field, New Berlin, and Menomonee, Wau- 
kesha county, Wis., and all points in the 
town of Mequon, Ozaukee county, Wis., 
over irregular routes. 


1.C.C. Is Told Post Office Considers 
‘Cheaper-Than-Rail’ Trucking of Mail 


Opposing Railroads’ Plea for 95 Per Cent Increase in Railway Mail 
Pay, at Commission Hearing, Post Office Department Officials Suggest 
Mail Traffic Diversion. Rail Witnesses Discuss Increases in Costs. 


Hearing on the final phase of the pro- 
ceeding involving railway mail pay got 
under way before Commissioner Mitchell 
and Examiner Frank Mullen on Decem- 
ber 18. 

The case, No. 9200, Railway Mail Pay, 
was initiated in February of 1947 when 
the railroads asked for an increase of 
45 per cent for transporting the mail. 
They subsequently revised their petition 
until, at the opening of hearing, their 
request was for an increase of 95 per cent. 

When it became evident that lengthy 
field studies would be required to obtain 
cost figures, the Commission granted the 
railroads an “interim” increase of 25 per 
cent at the end of 1949, retroactive to 
the day after the petition was filed. After 
the cost studies had been made, the rail- 
roads and the Post Office Department 
entered into an agreement by which the 
railroads receive $112,000,000 for the pe- 
riod from February 19, 1947, to Decem- 
ber 31, 1950, in addition to the amount 
received as a result of the 25 per cent 
interim increase. 

That left the rates from January 1, 
1951, to be determined. Meanwhile, the 
Postmaster General had filed a “com- 
prehensive plan” for the transportation 
of the mail as required under the rail- 
way mail pay act of 1916. That plan, and 
the rates for the future, are the subject 
of the instant hearing. 


Murphy of Burlington 

The quality and character of the mail 
service being performed by the railroads, 
and the greatly increased costs in ren- 
dering it, justify substantial increases in 
mail pay, H. C. Murphy, of Chicago, 
president of the Burlington, said in his 
testimony as the first railroad witness, 
representing the western lines, at the 
hearing. The only increase in mail pay 
rates in the last 22 years was the 25 per 
cent interim increase which became ef- 
fective in February, 1947, he said. 

“Conditions today,” he asserted, “are 
so radically different, pricewise, than 
they were in 1928, that rates based on 
1928 prices, plus 25 per cent, are sub- 
stantially below the actual cost of han- 
dling.” 

To illustrate terminal labor cost in- 
creases for mail handlers, Mr. Murphy 
said that at the Chicago Union Station 





the amount of mail handled had in- 
creased 111 per cent since 1929, while the 
station payroll for employees handling 
the mail had increased 423 per cent in 
the same period. 

“If the rates fixed by the I.C.C. 22 
years ago accurately reflected the then 
prevailing costs,” he said, “it is manifest 
that the 25 per cent increase granted in 
1947 falls far short of meeting the added 
costs of labor and material.” 

Mail traffic received preferred treat- 
ment on the railroads, Mr. Murphy 
stated. Mail normally moved in the first 
section of passenger trains, and where 
mail, express, baggage and other head- 
end traffic were handled on a train, mail 
must be handled first and must be given 
preference if space was inadequate for 
all traffic, he said. 

A train might not depart until all mail 
was loaded, and was required to wait on 
mail being trucked from incoming trains 
or from other parts of the station, Mr. 
Murphy stated. Other considerations 
also made mail much more costly to 
handle than other transportation service 
performed by the railroads, he said. 


“A large volume of mail moves by 
carload,” he continued, “and mail is the 
only carload traffic handled which nor- 
mally must be loaded and unloaded by 
the railroads, and, in addition, the rail- 
roads provide terminal services, includ- 
ing special switching and spotting of 
mail cars. Besides this, the railroads 
provide, equip, heat, light and maintain 
mail storage space. They also provide 
and maintain platforms, hand and power 
trucks, and other equipment, including 
conveyors and other mechanical devices 
for faster handling in larger stations.” 

Line-haul movement of mail was 
more costly than the movement of 
freight, he testified, adding that those 
services differed in speed, terminal han- 
dling, weight and character of equip- 
ment. He said that the railroads had 
made large expenditures to reduce ex- 
pense and increase their efficiency, and 
that, as a result, they were now render- 
ing a far faster and better mail service 
than in 1928. 

“The railroads are required by law to 
transport the mail,” Mr. Murphy con- 
cluded. “In such circumstances, the mail 
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should bear a fair share of all costs 
ascribable to passenger-train service. 
The railroads are asking only such rea- 
sonable increases in railway mail pay as 
are justified by increased costs of con- 
ducting the service.” 


Sughrue of B. & M. 


Because of greater expense involved in 
carrying railway mail in New England, 
an adequate differential above mail rates 
paid to railroads in other parts of the 
country should be maintained, Timothy 
Cc. Sughrue, of Boston, executive vice- 
president of the Boston & Maine, testi- 
fied. Transportation difficulties in New 
England have made necessary mail rates 
that were approximately 35 per cent 
higher than those of railroads in the 
rest of the country, he declared. 

“When in 1919 railway mail pay rates 
were first fixed by the Commission on 
a space basis, New England did not re- 
ceive special treatment, a nation-wide 
scale being prescribed,” Mr. Sughrue 
stated. “The New England lines soon 
found that the resulting rates did not 
return to them revenue adequate to 
cover the cost of the service, and peti- 
tioned the Commission for higher rates. 
This request was granted and has re- 
mained in effect up to the present time.” 

Mr. Sughrue described one of the 
operating difficulties in New England as 
being “rolling country with many hills 
and rivers necessitating a great many 
bridges and culverts to minimize possible 
damage from heavy rains and rapid 
thaws.” The Boston & Maine alone had 


1,180 bridges in 1,723 miles of road, he 
said. 

“Most of the territory is also subject to 
heavy snowfall requiring the mainte- 
nance of a large amount of snow-fight- 


ing equipment,” he continued. “The cost 
of snow removal to the Boston & Maine 
alone during the winter of 1947-48 was 
more than $1,500,000.” 

Short hauls and congested terminals 
in New England also added greatly to 
expenses, Mr. Sughrue said. He stated 
that the average rate of return for the 
railroads in New England was about 1 
per cent and that “the railroads cannot 
afford to furnish services to any sub- 
stantial degree which are actually oper- 
ated at an out-of-pocket loss.” 


“The proposed method of payment 
does not by any means solve the problem 
of greater expense of carrying railway 
mail in the New England territory, and 
the continuance of an adequate New 
England differential is fully justified,” 
he concluded. “The comparison of 1949 
costs, projected to the July 1, 1950, cost 
level, with revenues on the basis of 1949 
volume shows that an increase of ap- 
proximately 155 per cent in basic revenues 
is needed for Class I railroads. On the 
same basis, the New Englend roads need 
an increase of over 245 per cent.” 


Metzman of N.Y.C. 


Requests of the railroads for increased 
mail pay rates were part of the postwar 
price adjustment that had largely taken 
place for the other services performed 
by the railroads, Gustav Metzman, of 
New York City, president of the New 
York Central, stated in his presenta- 
tion at the hearing. 

“This price adjustment was made 
hecessary by tremendous increases in 
Wages and in the prices of materials and 
Supplies that have occurred since the 
war,” he said. “The last general mail 
pay case was decided in 1928 and rates 
Were fixed in consideration of 1925 costs, 


so actually, the new mail pay adjust- 
ment must pick up the changes of 25 
years. In view of the time lag and all 
that has happened, I urge the I.C.C. 
to give the railroads the full measure 
of relief that their costs justify.” 

Passenger-service deficits constituted 
one of the most serious problems con- 
fronting the passenger-carrying rail- 
roads, and a large part of these losses 
were incurred in the transportation of 
mail, express, baggage and milk, Mr. 
Metzman stated. .He maintained that 
mail, “which has had an increase in 
rate of only 25 per cent in the last 22 
years,” was responsible for “a consider- 
able part of this deficit.” He testified 
that the passenger-service deficit on the 
railroads in 1949 amounted to more than 
$649,000,000, and that of this, more than 
$398,000,000 had been assigned to “head- 
end traffic” comprising mail, express, 
baggage and milk. 

Passenger-service deficits were especi- 
ally serious on the New York Central 
and other passenger-carrying roads of 
the east, he said. This deficit on the 
New York Central in 1949 amounted to 
more than $49,500,000, he declared. Each 
leading passenger-carrying railroad of 
the Eastern District had a passenger- 
service deficit in both 1948 and 1949, he 
said. He explained that milk and ex- 
press rates had been increased, and that 
the railroads had improved passenger 
service in an effort to have it produce as 
much revenue as possible. Moreover, 
he continued, passenger fares had been 
increased substantially, and the railroads 
had tried to discontinue as many un- 
profitable passenger trains as possible. 
The railroads were making every effort 
to reduce expenses and to obtain as much 
revenue as possible from passenger-train 
operations, he added. 

“The mail service should not be re- 
quired to assume a portion of the pas- 
senger-service deficit merely because 
there is a deficit,’ he concluded. “But 
the portion of the deficit attributable to 
the mail service should be borne by that 
service.” 


Tilford of L. & N. 


Present pay to the railroads for trans- 
porting mail and parcel post fell far 
short of covering the increased cost of 
performing this service, John E. Tilford, 
of Louisville, Ky., president of the 
Louisville & Nashville, asserted in his 
statement in support of the railroads’ 
case, as spokesman for the southern 
roads. 

Even with a 25 per cent interim in- 
crease in railroad mail pay granted in 
1947, the cost of performing mail service 
had been consistently greater than the 
revenues received, he said. Every railroad 
in the Southern region had a deficit last 
year in net operating revenue from pas- 
senger and allied services, he stated. 

The combined deficit for railroads in 
the Southern region from passenger 
train operations was $83,049,000, Mr. Til- 
ford reported. The operating revenue 
of these roads totaled $172,174,000 in 
1949, he continued, and operating ex- 
penses were $255,224,000. Stated dif- 
ferently, he added, these railroads had 
to spend $1.48 for every dollar of passen- 
ger train revenue received. 


“One of the important contributing 
factors of losses on passenger train 
service has been the inability to in- 
crease the rates for handling United 
States mail and parcel post,’ Mr. Til- 
ford said. 

After stating that the handling and 
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transportation of mail and parcel post 
were the most exacting and expensive 
services the railroads performed for the 
transportation of property, he said: 

“The. recent agreement between the 
Postmaster General and the railroads 
states that provisions for payment for 
storage car and lesser unit storage cars 
on a round-trip basis shall be eliminated, 
and rates shall be fixed for loaded move- 
ments which shall include proper com- 
pensation for the empty return move- 
ment of cars. 

“This proposed method of assessing 
the charges follows the method observed 
by the Express Agency for the trans- 
portation of express shipments and by 
the railroads for the transportation of 
shipments in freight service.” 

Mr. Tilford averred, however, that 
many added services make the handling 
of mail much more costly than handling 
freight in ordinary shipment. 

“As a practical matter,” he said, “per- 
haps the method of computing charges 
should be of no concern of the railroads 
if we could obtain an aggregate revenue 
sufficient to cover the cost, including 
wages, materials, supplies, taxes and a 
reasonable return to the owners.” 


Post Office Testimony 


Costs of moving United States mails 
by truck had been shown to be sub- 
stantially lower than-present rail rates, 
particularly for short hauls, Assistant 
Postmaster General John M. Redding 
said in testimony he offered in opposi- 
tion to the railroads’ plea. 

Mr. Redding said that the Post Office 
Department contemplated what he de- 
scribed as “a fresh look at the possi- 
bility of handling more mail by motor 
carriers.” 

He testified that as of July 1, 1950, 
the Postal Service operated 11,545 star 
routes and that most of them used mo- 
tor vehicles. The transportation rate 
by truck was less than present rail costs 
for comparable units of mail, according 
to a Post Office Department analysis, he 
said. 

“We have learned a great deal about 
the nature and the cost of truck op- 
erations,” he continued. “A very de- 
tailed survey between specific points 
dealing with the volume of mail, ade- 
quacies of schedules, size of equipment 
and other conditions of operations has 
been conducted by the Post Office De- 
partment. This survey included the 
areas of the New England states and of 
Cleveland and Detroit. 


“We have bids from truck lines that 
would result in savings to the (Post 
Office) Department as compared with 
present day costs of rail transportation. 
It has become clear that in the task 
of carrying out the transportation policy 
of the department, the significance and 
importance of the possibilties of motor 
vehicle transportation cannot be 
ignored.” 

In considering a greater use of truck- 
ing facilities for the transportation of 
mail, Mr. Redding said, the policy of the 
Post Office Department was to seek out 
and use the most economical and ex- 
peditious form of transportation. The 
task of management was to translate 
this policy to an effective action by 
securing for the Post Office Depart- 
ment all benefits from improvements and 








TRAFFIC WorLD Dece 


Next year... het 


| 
i 





er service in 1951. 









SS Ewill be more Erie diesels on our rail 
hese new additions, the Erie will have the highest pegatage 
of diesel ownership of any eastern railroad. 


You can count also on the same fine teamwork among Erie people that 


aims to keep the Erie “First in Freight”. a, aul ) 
l Ae} ow 


Vice President - fic 


C WorRLD December 23, 1950 


ter service! 


Erie Railroad 


-.. Mark of PROGRESS in Railroading 


=Coofmtion. 
S51. 
r railm 


st peintage 
that 


yy 


ident - Mic 





42 


| ICC NEWS 


developments in the field of transporta- 
tion, he added. 

He observed that there had been 
great increases in mail volume in re- 
cent years, and said that some railroads 
had extended and modernized their ter- 
minal mail facilities in order to keep 
in step with present day mail volume. 
However, he said, there were many in- 
stances of inadequacies which prevented 
efficient and economical handling of 
mail. 

“At many railroad stations around the 
country, the methods for handling the 
mail are medieval,” he said. “Changes 
must be made from day to day to meet 
the situation, and often no long range 
attempts have been made to solve the 
problem.” 


Some conditions which, he contended, 
made the over-all picture of mail han- 
dling a bad one were: Shortage of track- 
age in unloading platforms; insufficient 
dock platform space, both train and 
truck, for loading and unloading mails; 
narrow and congested loading and sep- 
arate platforms; shortage of. service 
tracks, which prevented prompt han- 
dling of cars for loading or after un- 


loading and thus prevented full utiliza- 
tion of facilities. These conditions de- 
layed the mail and resulted in excessive 
loading costs, he testified. He expressed 
the opinion that some of these “out- 
moded” methods resulted from bad 
management. 

Nearly a year the Post Office Depart- 
ment had been studying the short haul 
movements of mail in metropolitan areas, 
Mr. Redding reported. He stated, present 
mail costs of short haul mail movements 
were very high as compared with long 
hauls, and said the Post Office Depart- 
ment believed that the short haul mail 
in big cities in the future would move 
largely by truck. The Post Office De- 
paftment’s Bureau of Transportation 
would cut back on unnecessary handling 
and rehandling of mail in rail terminals, 
he asserted. 

“One method that has been tested and 
found practical”, he said, “is the use of 
containers for ‘outside’ or larger pack- 
ages.” 

He explained that these containers 
were constructed of metal or wood and 
are loaded for long hauls; that each of 
the box-like containers was 36 inches 
deep, 40 inches wide and 48 inches long. 
with a capacity of 40 feet, and that the 
containers could be stacked on tiers 
suitable for use in various types of stor- 
age cars. 


Argument in Class Rate Case Brings 
Clash of Rail and Shipper Views 


Western Rails ‘Shocked’ by Views of Eastern Rails. Preservation 


Of Carrier Revenues Stressed. 


Status of ‘Tentative’ Classification 


Discussed. Western Spokesmen Attack Eastern Rail Proposal. 


Counsel for the western railroads ex- 
pressed himself as “shocked” by the po- 
sition of the eastern railroads in argu- 
ment in connection with the class rate 
scale proposed by the Commission in 
No. 28300, Class Rate Investigation, 1939. 

The entire membership of the Com- 
mission began hearing a scheduled two 
and one-half day argument on December 
18. 

The argument was set for the expres- 
sion of views on the so-called “Appendix 
A” scale proposed by the Commission. 
That scale was a modification of the 
original proposal, made as Appendix 10 
to the Commission’s original report in 
the class rate case. Last November the 
Commission issued an order revising the 
earlier scale to reflect the general in- 
creases that had been granted in the 
meantime, and called for the expression 
of views on that scale and on any others 
that might be proposed. 


Eastern, western and southern rail- 
roads have suggested changes in the Ap- 
pendix A scale. The Commission re- 
cently issued a study of the estimated 
revenue effects of the various scales 
that had been proposed by the ,rail- 
roads, by a witness for a shipper, and 
the estimated effect of its own scale 
(T.W., Dec. 16, p. 15). 


Eastern Carriers’ Position 


Edwin A. Lucas, chairman, Eastern 
Law Committee, of the eastern railroads, 
opened the argument on behalf of the 
Official Territory carriers, after the 
aforementioned study of the Commission 


had been accepted as an exhibit in the 
case. 

He said that the eastern railroads 
would permit the short-line and “weak” 
railroads to present their own needs, as 


‘the eastern railroads had no objection 


to whatever the Commission might find 
proper as arbitraries for the rail lines re- 
quiring arbitraries. 

Mr. Lucas said it was the position of 
the eastern railroads that, if the rates 
were to be uniform, they should be uni- 
form throughout the territory covered 
by the proceeding. He said some re- 
visions would be necessary because “we 
do not believe it will be possible to stick 
100 per cent to uniformity.” 


He asserted that the Commission’s 
order issued in connection with the re- 
vised class rate scale seemed to accept 
the necessity for revision only because of 
the three general increases that had in- 
tervened between the original report and 
the proposed revision of the scale. Mr. 
Lucas said that the eastern railroads felt 
there were other events that had oc- 
curred, particularly within the preceding 
12 months, that should be taken into 
consideration. 


Mr. Lucas said the eastern carriers had 
proposed four revisions of the Appendix 
A scale: With respect to the so-called 
short-haul area; with respect to the pro- 
jection for long distances; with respect 
to the application to less-carload and 
any-quantity traffic; and with respect to 
the first 40-mile block, in which he said 
the rate should be the same for all dis- 
tances up to 40 miles. Mr. Lucas added 
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that there was “a substantial coinci- 
dence with what we are suggesting and 
your scale.” 


Eastern Rail Revenue ‘Inadequate’ 


He asserted that preservation of car- 
rier revenues was important, and that 
there should not be even a temporary 
dislocation, particularly since “we are 
going into another emergency period.” 
He said that the eastern carriers’ reve- 
nues were inadequate and had never 
reached the percentage of return that 
“we all want to see,” adding that the 
Commission had clearly indicated that 
the purpose “here” was to preserve car- 
rier revenues. 

Mr. Lucas said that “we should like 
to see the scale meet conditions now be- 
ing faced,” adding that the scale was 
“projected in 1945.” He said that then 
the country was at war and that trucks 
were not as much a competitive factor as 
they had again become. 

Commissioner Aitchison remarked that 
the Commission had to “face the facts of 
life” and raised the question as to 
whether or not the pending petition of 
the railroads for a 4 per cent increase 
was consistent with suggestions that 
the Commission’s proposed scale be re- 
duced up to 500 miles. Mr. Lucas said he 
understood that the 4 per cent increase 
was to apply to whatever scale was 
adopted in the class rate case. He also 
asserted that “these are two different 
propositions,” one being a class-rate pro- 
ceeding, while the petition represented 
a “revenue matter.” He said _ there 
might seem to be “some apparent incon- 
sistency,” but that the eastern roads had 
suggested rates taking into account the 
general increases prescribed and the 
different increases prescribed in the dif- 
ferent territories. The class-rate scale 
was permanent, he asserted, and sug- 
gested that the per cent increase might 
not be. 


Western Roads’ Argument. 


Harry C. Barron, for the western rail- 
roads, opened his argument by saying 
that the least he could say was that he 
was shocked by the position taken by Mr. 
Lucas on behalf of the eastern lines. 
He said that he could not understand 
how one group of railroads could have 
“the audacity” to tell you that what they 
have suggested as a scale of rates that 
would preserve their revenues should be 
projected into another territory where 
it will reduce those carriers’ revenues in 
excess of $26,000,000. 


Mr. Barron said he did not believe the 
eastern lines meant to do that.’ He 
added that the Commission’s duty under 
the act was to preserve a national trans- 
portation system, and asked: “How can 
you do less than that?” 


“Our southern brethren, recognizing 
the fact that there are different condi- 
tions in the various territories, told you 
in Mr. Kerr’s verified statement that 
‘the purpose of this verified statement 
will be to suggest to the Commission a 
scale of class rates intra- and inter- 
territorially between all points east of 
the Mississippi River, leaving to the 
western railroads to suggest the measure 
of the rates to be applied in the ter- 
ritory west of the Mississippi River and 
between that territory and other terri- 
tories, including the south,’” Mr. Barron 
continued. “That’s a fair and coopera- 
tive statement and it goes along with 
the western lines as they have suggested 
to you in their proposed scale.” 

Mr. Barron asserted that the western 
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railroads had proposed a different scale 
from the Appendix A scale of the Com- 
mission. 

“We did it deliberately,” he said, “be- 
cause we knew from the figures from 
your own one per cent waybill study 
that this Commission was not in a posi- 
tion to, nor would it, take the responsi- 
bility of reducing the western railroads’ 
revenues on class-rate exceptions and 
commodity-rated traffic that would be 
affected by the class-rate scale by more 
than $26,000,000.” 

Mr. Barron said that, if the revised 
scale was adopted, it would raise havoc 
with the transcontinental rates. 

He had had prepared and distributed a 
sheet which, he said, showed that the 
Commission’s rate scale would increase 
the spread between points on the western 
border of the territory involved in the 
class rate case, as compared with points 
short of those on the border, while the 
proposed scale of the western lines would 
reduce that spread. 

As to those who recommended that 
the Commission prescribe a rate scale 
before prescribing a uniform classifica- 
tion, Mr. Barron said it seemed to him 
that they had forgotten that the Com- 
mission for many years had prescribed 
classifications without any consideration 
of rate scales, and he quoted the Com- 
mission to the effect that remedying in- 
equalities in rates on interterritorial traf- 
fic should not be done by altering classi- 
fications, but that it should be done by 
modifying rates. 

He said that the Commission must 
find that the classification was reason- 
able and, in order to give the carriers 
revenue they could “live under,” it must 
prescribe a scale that “will go along with 
it.” That, he added, was what the 
western railroads were trying to do. He 
said they had suggested a_ tentative 
classification with the eastern lines and 
had submitted a rate scale, which, to- 
gether, would preserve the revenues of 
the western lines. 


Action Suggested 


Mr. Barron said that the western lines, 
in view of the fact that the Commission 
had two investigations dealing with 
Mountain-Pacific rates, and that trans- 
continental rates were interwoven with 
the class rates and with the uniform 
classification to be proposed for applica- 
tion throughout the United States, asked 
that the Commission not prescribe or fix 
a definite scale as a result of the instant 
argument. He said that the Commis- 
sion must not jeopardize or prejudice the 
shippers in Mountain-Pacific Territory 
by fixing a scale of rates in the territory 
east of the Rocky Mountains to the 
detriment of the territory to the west. 
He said that if the Commission used its 
Appendix A scale it would be creating 
a discriminatory situation. 

Commissioner Aitchison said he could 
not accept the statement that a uniform 
classification had been filed. He said the 
railroads had said they would do their 
duty under the interstate commerce act 
and propose a Classification in good 
faith. This, the commissioner asserted, 
they had not done. 


Mr. Barron replied that, in their veri- 
fied statement, the western carriers had 
accepted the classification that was sub- 
mitted, as modified by a statement by 
George Dumas, chairman of the Western 


Classification Committee, and that the 


“only string” attached to it was the 
western lines* proposed scale. He said 





the western lines had complied with the 
Commission’s request in good faith. 

Commissioner Aitchison said the Com- 
mission had made a finding that the 
present classification was unjust and un- 
reasonable, and that that finding had 
stood the test of the courts. He added 
that “anything we condemn is prohibited 
and deemed to be unlawful,” and that it 
was the duty of the carriers to submit 
themselves to the law. 

Mr. Barron repliede that the western 
carriers had “done just that,” and asked 
that the Commission accept what they 
had done. 

Commissioner Mahaffie asked how long 
it would be before the Commission could 
reach a decision if it did not prescribe 
a scale. Mr. Barron replied that the 
western lines’ proposal was that the 
Commission not prescribe a scale unless 
it “took ours.” He said the Commission 
should not apply “anything like Appen- 
dix A.” If the Commission took the 
western lines’ scale and accepted the 
uniform classification, Mr. Barron said, 
“we will accept it.” 


Southern Lines’ Position 


Frank W. Gwathmey, for the southern 
lines other than the Louisville & Nash- 
ville, said the position of those railroads, 
actuated by a desire to cooperate with 
the Commission and bring the proceed- 
ings to a close at the earliest possible 
date, was that the Commission accept 
the Appendix A scale, with some revi- 
sions, coupled with the uniform classi- 
fication—the same as that referred to 
by Mr. Barron, and in the record as an 
exhibit of A. H. Greenly, chairman of 
the Official Classification Committee. 

Commissioner Aitchison insisted that 
some changes were “in somebody’s 
posom,” to be proposed, but that the 
Commission did not know what they 
were. Mr. Gwathmey replied that the 
committee was considering the changes 
but did not know what was necessary 
until they “know the scale.” 

He said the southern carriers proposed 
the Appendix A scale with some revisions, 
and the uniform classification, with the 
reservations that ‘they provide reasonable 
and just revenue to the carriers, that 
territory-wide exceptions be cancelled 
intra- and interterritorially, the rates, 
classification and cancellation of ex- 
ceptions to take effect at the same time. 

In answer to a question by Commis- 
sioner Mahaffie as to whether or not the 
Commission could require cancellation of 
exceptions ratings in the proceeding, Mr. 
Gwathmey replied that if the Commis- 
sion had authority to prescribe a uni- 
form classification it also had the power 
to say to what extent exceptions should 
be retained. He also asserted that if 
the scale was adopted, even with the 
modifications, the southern carriers’ 
revenue would be substantially reduced 
on traffic between Official Territory and 
the south by $8,000 a day. 

Exceptions-rated traffic exceeded in 
volume the traffic moving under the 
classification, and the committee had 
said it would be necessary to examine 
various exceptions on their merits and, 
as far as possible, weave them into the 
classification, he said. He added that 
the carriers had proceeded on the basis 
of cancelling the exceptions ratings 
wherever possible. 


L. & N. Statement 


W. L. Grubbs, for the L. & N., said 
that railroad had “gone along” with the 
other southern railroads in accepting the 
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Appendix A scale as modified because 


it felt that, in conjunction with the 
tentative uniform classification as modi- 
fied by Mr. Dumas’ verified statement, 
and with other modifications now in 
process, there would be accomplished the 
desirable objective of reasonable and 
just rates in the south to preserve the 
revenues of the southern railroads. 

He said he did not think that the 
scope of No. 28300 was broad enough to 
cover exceptions, but added that the 
Commission had pointed out that the 
scope of No. 28310, Consolidated Freight 
Classification, was broad enough to cover 
the exceptions. 

Mr. Grubbs said he had “received a 
jolt” when he saw the study of the 
Commission of the effect of the pro- 
posed scales under the existing classifi- 
cations, because, he said, “that would 
reduce the southern carriers’ revenues 
by nearly $14,000,000.” He said the L. 
& N. had gone along with the idea of 
uniformity, but not with any enthusiasm 
for such a reduction. 

He said the L. & N. contended that 
the Commission should proceed to fix 
a uniform class-rate scale in advance 
of the uniform classification. He said 
that the scale was meaningless without 
the classification to accompany it, adding 
that the reverse was true. 

In fairness to shippers and carriers, 
Mr. Grubbs said, his railroad thought 
that the Commission should release a 
tentative proposed report in the two 
companion proceedings, stating . what 
scale and what classification should be 
simultaneously made effective and what 
should be done about the cancellation of 
exceptions. He expressed the view that 
the proceedings could then be closed up 
in about four months. 

Commissioner Aitchison observed that 
five years and six months, lacking one 
day, had passed since the decision in the 
proceeding. 

Mr. Grubbs said that “we do not see 
how it is possible for the southern rail- 
roads to come out as well as the northern 
railroads because the northern railroads 
have much more of the higher-rated 
traffic, and the southern railroads have 
a great deal of low-grade traffic.” 

He added that the southern roads had 
not contested the Commission’s decision 
in the courts and had publicly announced 
their desire to cooperate with the Com- 
mission. 


Motor Carriers for Western Scale 


John R. Turney, speaking for the Na- 
tional Traffic Committee, representing 
parties to the National Motor Freight 
Classification, said the interest of the 
motor carriers in the proceeding was 
great because, insofar as truckload traf- 
fic was concerned, and a great part of 
the less-truckload traffic, the rates “here 
prescribed will be the ceiling we will be 
able to ask for motor carrier service.” 


Referring to Mr. Lucas’ argument 
about motor carrier competition, Mr. 
Turney asserted that any class scale 
the Commission fixed would be a maxi- 
mum scale to be governed entirely by 
considerations of what was just and 
reasonable, regardless of competition. 
If any competition arose with reference 
to a given movement, he said, it could 
be dealt with “on that basis.” 

He said that the Commission could not 
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provide a reasonable or just scale which 
attempted to evaluate, as roughly as must 
be done, various cross-currents of compe- 
tition between rail and motor or water 
carriers, or any other type of competition. 
He added that “we believe the railroads 
should be free to meet, under any and 
all conditions, competitive motor carrier 
rates,” and that “we do not believe there 
could be any regulatory restriction on 
that right at all.” By the same token, he 
said, “we would like the same privilege.” 

To Commissioner Alldredge’s comment 
that the Commission would be making 
rates in a vacuum if it made them inde- 
pendent of competitive considerations, 
Mr. Turney rejoined that the Commission 
would be making them “in a chaos” if it 
tried to take into consideration the effect 
of motor competition. If rates were not 
made realistically, the commissioner said, 
they would be paper rates, but Mr. 
Turney said he did not think so, adding 
that all of the Commission’s maximum 
rates orders theoretically “are of that 
sort.” 

Asked by Commissioner Knudson if 
that was true up to 500 miles, Mr. Tur- 
ney said he thought that the railroads 
“are kidding themselves about this 500- 
mile business,” but did not elaborate on 
his remark. 

He continued by saying that the first- 
class rate was a top rate, except for light 
and bulky articles, and was necessarily 
substantially in excess of cost. He added 
that “if you have rates 10 and 12 per 
cent of first class, your first class rates 
are going to be many times in excess of 
cost.” Therefore, he said, in making the 
scale the Commission would have to 
make it almost entirely on the basis of 
value of service. , 

Mr. Turney asserted that the rate pro- 
gression of the Appendix A scale was 
irregular, and that that of the Eastern 
= scale was “even more irreg- 
ular.” 


Western Scale ‘Reasonable’ 


The proposal of the western lines, from 
the standpoint of sound transportation 
economics, was much more reasonable, 
Mr. Turney said. He said the motor 
carriers advocated the western scale with 
the suggestion that the Commission ap- 
ply the same rate of progression below 
100 miles that it applied from 100 to 200 
miles. 

Unless that was done, Mr. Turney as- 
serted, the rates on the lower-rated com- 
modities, particularly those in less-car- 
load quantities, would be handled at an 
out-of-pocket loss. 

Referring to a sheet he had had dis- 
tributed, Mr. Turney said that, based 
on the figures of the Commission’s Bu- 
reau of Transport Economics and Sta- 
tistics, in its study of the effect of the 
various rate scale proposals on carriers’ 
revenue, the sheet showed that the Ap- 
pendix A scale and the other scales 
studied resulted in a loss of revenue: On 
all traffic, under the Appendix A scale, 
5% per cent; under the eastern rail- 
roads’ scale, 7 per cent; under the south- 
ern railroads’ scale, 5 per cent; under 
the Stanley Works’ scale, 94 per cent. 
However, he said, the western railroads’ 
basic scale would show 103 per cent of 
present revenues on total traffic, being 
104 per cent on carload, and 102% per 
cent on less-carload traffic. 

Mr. Turney said that, prior to the 





decision in the proceeding, the motor car- 
riers took the position that rates east of 
the Mississippi River should be uniform 
and advocated that, while advocating 
that rates west of the river should not 
be uniform. He added that “the Com- 
mission has spoken,” and that the motor 
carriers were prepared to accept the de- 
cision. That was the reason, he said, 
that “we come forward with this sug- 
gestion that you apply the western 
railroad scale, with or without the modi- 
fications for short hauls we suggest, for 
this entire territory.’ He added that 
the slight increases the scale might 
make would be more than offset by the 
reductions that would be made under 
it. He said it would come close to pro- 
ducing approximately the same revenue 
and at the same time produce the uni- 
formity the Commission had said was 
necessary. 


Southern Governors 


R. E. Webb made the argument for 
the Southern Governors Conference, be- 
cause, he said, J. V. Norman, who was 
scheduled to speak, could not attend the 
argument. 

He said the only issue was to bring 
the class rates previously announced 
down to date and that the governors 
hoped for an early completion of the 
case. 

Mr. Webb said that the governors 
asked the Commission to proceed with- 
out further delay to establish its revised 
class rate scale as representing reason- 
able and non-prejudicial rates that 
should be adopted as the base scale to 
be used in the construction of class rates. 
He said the Commission’s scale came 
close to preserving the revenue of the 
carriers, and that the Commission’s. de- 
cision had stood the test in the courts. 

In the course of his argument, Com- 
missioner Aitchison held up the tenta- 
tive classification filed as a Greenly 
exhibit but he said that the carriers, 
while filing it in No. 28300, swore that 
“their fingers are crossed.” When Mr. 
Webb said that the classification was a 
suggested classification, the commissioner 
read from the statement on the cover of 
the document to indicate its tentative 
nature. Mr. Webb asserted that the 
Commission could prescribe the Greenly 
exhibit as a classification. 

He said it had been the position of the 
southern governors throughout the case 
that the Commission had the facts “to 
come out with a class-rate scale and 
classification.” He said the conference 
was not fostering any particular scale 
or type of scale but was only trying, as 
it had throughout the proceeding, to 
attain parity. He said the Appendix A 
scale would bring about uniformity and 
that “we feel it should be put into ef- 
fect,” and that the Greenly exhibit 
would also bring about that effect in the 
classification. 

Walter R. McDonald, general solicitor 
for the National Association of Railroad 
and Utility Commissioners, appeared on 
behalf of the Southeastern Association of 
Railroad and Utilities Commissioners. 

He said he was glad to be before the 
Commission in what seemed to be the 
concluding phase of the case. 


Mr. McDonald said that the position of 
the southern interests had always been 
that there should be a uniform set of 
rates in the territory involved in the pro- 
ceeding. Insofar as rates were con- 
cerned, he said, “we took the position 
that the Official Territory rates expanded 
would be satisfactory.” He said the 
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southern officials had approached the 
case with a feeling that there should be 
a realistic classification involving rat- 
ings that actually moved the traffic. 

Commissioner Aitchison again reverted 
to his earlier statement that the Com- 
mission had no completed classification 
before it, after Mr. McDonald said the 
association had kept up with the work of 
the railroads on the uniform classifica- 
tion and were satisfied with it. The 
commissioner said no one knew what 
was intended and that the Commission 
had only the tentative classification 
and Mr. Duma’s statement. He said 
the railroads said that the Greely exhibit 
was not complete, did not represent their 
present views, and did not represent 
their views at the time it was filed. He 
said no rules had been included, and 
asked: “What kind of a classification is 
that?” 

Mr. McDonald said the southeastern 
officials were willing to go along with the 
carriers as they had in the southern class 
rate case, and to have the exceptions 
ratings cancelled. He said they objected 
to what the western carriers offered. 

There followed questions by Commis- 
sioners Aitchison and Knudson concern- 
ing what was desired by the southeastern 
Officials in connection with the cancella- 
tion of exceptions and commodity rates. 
Some time after he had completed his 
argument, Mr. McDonald asked permis- 
sion to file a supplemental statement in 
order, he said, to dispel any idea that 
he was asking for the cancellation of 
commodity rates. The chairman said he 
might file such a statement under the 
Commission’s rules. 

Mr. McDonald expressed himself as 
“greatly shocked and disappointed” at 
the views expressed by Mr. Grubbs for 
the Louisville & Nashville. He asserted 
that, assuming the classification adopted 
to be one that would move traffic, no 
such loss as southern carriers anticipated 
would occur. 











































Iowa Views 


Mr. McDonald also spoke for Ernest 
Porter, who was to have represented the 
Iowa State Commerce Commission. He . 
said that commission took the position 
that the federal commission should pro- 
vide a uniform system of rates through- 
out the No. 28300 territory, to which a 
uniform classification should be applied. 
He said the Iowa body also took the posi- 
tion that the Official Territory lines’ 
proposal was reasonable and acceptable, 
shorn of the minimum weights provision 
contained in the proposal. Also, said 
Mr. McDonald, the position taken by the 
Iowa commission was that the Commis- 
sion’s Appendix A scale was acceptable 
and represented the maximum of reason- 
ableness. He said Mr. Porter joined him 
in continuing to offer vigorous opposition 
to any delay in the proceeding until dis- 
position of the Mountain-Pacific and } 
transcontinental rate investigations. 

In a series of questions and answers 
between Commissioner Splawn and Mr. 
McDonald, the latter asserted that it was 
his judgment that after the rates were 
stabilized the competition petween the 
railroads and motor carriers should be 
provided by the differences in the service. 

Commissioner Splawn asked if pri- 
vate carriers would break down the 
stabilized rates and Mr. McDonald 
replied that there might have to be 
legislation restricting or regulating pr!- 
vate carriers. 

Parker McCollester offered argument 
for the Associated Industries of New 
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York State, Inc., the Chamber of Com- 
merce of the State of New York, and the 
chambers of commerce of Buffalo, Roch- 
ester, Syracuse, and Jamestown, N.Y., 
as well as other organizations in New 
York and in Trunk-Line Territory. 

He asserted that, after the decision 
of the Commission was upheld in the 
courts, he was bound to proceed on the 
assumption that the question of uni- 
formity had been settled, and related 
this to what he said was a lack of 
urgency in the matter. 

He asked the Commission to bear in 
mind the “paucity” of the record in 
No. 28300 with respect to the testimony 
of shippers and industry. He said he 
thought only seven shipper witnesses had 
testified for the south, and only three 
or four for the west. He said that the 
record showed, as far as shippers were 
concerned, very little need of urgency. 
He added thatein discussions he had had 
with shippers in New York state since 
the decision in No. 28300, he found no 
concern either for putting into effect 
promptly or otherwise a uniform class 
rate scale or a uniform classification. 

Mr. McCollester also asked the Com- 
mission to bear in mind, in connection 
with the record in No. 28300, that the 
President of the United States had 
twice declared a national emergency. 
Most of the evidence on which the 
Commission’s decision was based, that 
there should be a uniform class rate 
scale, he said, was evidence relating to 
1939 and prior thereto. 

After reviewing attempts to have the 
Commission review its decision in the 
light of changed conditions, Mr. McCol- 
lester said that he was before the Com- 
mission on the assumption that the issue 
was what should be adopted—that the 
purpose of reopening the proceeding, 
according to the Commission’s notice of 
rule-making, was only to revise the scale 
originally prescribed. 

He repeated that the issue was not 
uniformity, but what should be adopted, 
and asserted that there was no showing 
in the record that there was such in- 
jury to shippers as to cause the Com- 
mission to “rush into” the prescription 
of a uniform scale. He said he was not 
asking the Commission for undue delay, 
but that he was asking for progress with- 
out haste. 

Commissioner Alldredge asked if Mr. 
McCollester thought the Commission 
ought to have had testimony from every 
shipper. The attorney replied that he did 
not think so, adding that “you know 
the character of the witnesses my good 
friends from the south were able to drag 
into the case.” Commissioner Alldredge 
said there had to be some management of 
the case, and Mr. McCollester remarked 
that, had there been any real pressure 
for the right to appear, “you would have 
had to organize to keep them in order.” 


When Mr. McCollester again said he 
was proceeding on the assumption that 
the question at issue was not uniformity, 
but the scale to be adopted, Commis- 
sioner Knudson broke in to say that, 
as a new member of the Commission, he 
was not prepared to say that he was in 
favor of uniformity for all of the ex- 
ceptions ratings, and that he did not 
want to be bound by any conclusion Mr. 
McCollester might reach. 


Saying that shippers seemed to want 
to know what the scale would be so that 
they could see whether or not they liked 
the Greenly classification or some other 
Classification, Mr. McCollester suggested 


that the uniform scale might be unjust 
in the future in the light of the Com- 
mission’s past findings that the Official 
Territory carriers needed more revenue 
than railroads in other parts of the 
country. 


Revenue and Divisions 


Commissioner Alldredge asked if the 
Commission had not forecast the trend 
in Official Territory more accurately 
than other parties to the case, and Mr. 
McCollester agreed, but he then asked 
if the Commission was going to consider 
revenue needs “above uniformity.” He 
said that “we want to know if there is 
going to be a uniform scale. We want 
to know that it is a uniform scale and 
that if the railroads need money in the 
future it will not be by changing that 
scale.” 

The commissioner observed that the 
Commission had pointed out that costs 
differed to a greater extent within the 
territory than from those in other terri- 
tories. Mr. McCollester asserted that 
“we told you that the costs in the var- 
ious territories could be averaged out, 
and the uniform scale could come along 
when you had a national railroad system 
on which costs could be averaged out.” 
He continued by asking if uniformity 
was to predominate, and added: 

“If you are going to have uniformity, 
let it be on the assumptions that if Offi- 
cial Territory carriers need more money 
they will have to get it out of divisions 
from their connections and not from 
the shippers.” 


Mr. McCollester said that the Appen- 
dix A scale was too high for long hauls, 
that it was unrealistic, and disregarded 
the relative values of railroad and truck 
service. He said shippers disagreed with 
the eastern railroads that the scale 
should be levelled out for the longer dis- 
tances, adding that “we think the ter- 
minal costs should be spread.” When 
hauls of 1,300 miles were considered, he 
said, “you are getting into interterritorial 
movements where divisions ought to be 
the means of meeting revenue needs.” 


He said he was vigorously opposed to 
the western scale if it was proposed as 
a uniform scale, asserting that if it was 
adopted it would increase freight charges 
to shippers in Official Territory by $12,- 
600,000 a year and, under the western 
basic scale, would increase charges in 
Western Trunk-Line Territory by only 
$594,000. 


Eastern Traffic League 


Speaking for the Eastern Industrial 
Traffic League, made up of members in 
Trunk-Line Territory and in New Eng- 
land, Samuel Earnshaw said that while 
the group he represented was generally 
in sympathy with the position expressed 
by Mr. McCollester, it took no specific 
position on the matter of the rate scale, 
but: confined itself to meeting the motor 
carrier position as expressed by Mr. 
Turney on argument. He added that 
his group did not accept the proposed 
150-mile “rate stop.” 

He said that shippers in Trunk-Line 
Territory would be “categorically op- 
posed” to the proposal of a rate stop on 
less-truckload and less-carload freight, 
but added he was not going to discuss 
the matter because it was “so contrary 
to principles of law that it is evident 
it should not be considered.” 

He said there were two issues raised 
by: the motor carriers’ statement. First, 
he referred to what he called “the 
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struction of class rates. He said that 
meant that the motor carriers asked the 
Commission to construct class rates on 
the highest possible basis primarily be- 
cause of considerations irrelevant to the 
movement of that traffic. Second, he 
said he understood the position to be 
that class rates should be predicated 
almost entirely on value of service con- 
siderations and not on cost considera- 
tions. 

Mr. Earnshaw said his group strongly 
wished that rates for railroads be based 
on railroad costs and conditions in the 
territory in which the traffic moved. He 
said that the great bulk of class-rated 
traffic moved in Official Territory and 
that those carriers were specialists in 
the movement. He said their handling 
of such traffic reflected efficiency and 
that their experience should be followed 
in setting up the rates. 

He said there was one “hidden im- 
plication” in the motor carrier argument 
about the value of service: that a mini- 
mum rate order was required, although, 
he added, “they do not say so.” 

Mr. Earnshaw said that another point 
mentioned constantly was “progression.” 
He asserted that no one had ever made 
a specific study “of the matter of pro- 
gression.” ‘Therefore, he added, no one 
had a right to say that, as a matter of 
final cost analysis, there was a fixed 
progression of line-haul costs. He said 
he wanted current studies made, and in 
answer to Commissioner Knudson’s re- 
mark that the call for such studies 
might be “delaying tactics,’ Mr. Earn- 
shaw said they could be made quickly. 


Southwestern Steering Committee 


The Southwestern Steering Committee, 
representing the states of Arkansas, 
Oklahoma, Texas, Kansas, Nebraska, - 
South Dakota, and North Dakota, had 
as its spokesmen Byron Gray, special 
counsel for the Public Service Commis- 
sion of Kansas, and C. B. Bee, special 
counsel for. the Corporation Commission 
of Oklahoma. 

Mr. Gray opened argument by saying 
that if he “took the gloves off” in his 
argument, it would be because Mr. Bar- 
ron, for the western railroads, had 
“brought it on himself.” He said the 
western railroads had had a decision in 
the courts, and that he had difficulty 
in believing his ears when he said he 
heard Mr. Barron “tell this Commission 
not to hide behind the skirts of the 
decision which he himself got from the 
Supreme Court.” 


Commissioner Aitchison said that the 
Commission was going to deal with rates 
for the future and wanted to know if 
it would not need to know what the 
present conditions were and what the 
foreseeable conditions in the future 
would be. Mr. Gray replied in the af- 
firmative, but added that “he told you 
there had been no great change in con- 
ditions since 1927, or even 1934.” 

Mr. Gray asserted that Mr. Barron 
had said that the Greenly exhibit was a 
compliance with the Commission’s deci- 
sion. He added that he could not believe 
that “he believes that statement is true.” 
He said he felt that way because the 
only alternative was “simply out of the 
question—that he does believe it,” in 
which case Mr. Gray asserted that Mr. 
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Barron would fall “far short of the in- 
tellectual qualities” required of his posi- 
tion. 

Mr. Gray said that the issue of uni- 
formity was not now open for con- 
sideration and that the only issue 
involved was the proper uniform scale 
of rates to be applied uniformly 
throughout the territory involved. He 
said that the western railroads did not 
so’ construe the order, adding that, if 
he was in error, it must at least be 
granted that the Commission had here- 
tofore prescribed a uniform basis of 
rates, and anyone seeking to avoid uni- 
formity, and seeking rates higher in 
their territory than those to apply else- 
where, must bear the burden of proof 
that conditions had so changed since 
the original decision as to show that they 
were relatively less favorable in the 
territory where it was sought to show 
a higher scale of rates was needed. 


Loss Estimates 


He asserted that there was no evidence 
about the cost of handling class-rated 
traffic in the statements offered by the 
western carriers. He also asserted that 
the western railroads had throughout the 
proceeding shown estimated losses “in an 
effort to scare people,” and compared 
the figure $183,000,000 which he said they 
had used in the Supreme Court with the 
$26,000,000 referred to in the course of 
argument. Mr. Gray said that the Su- 
preme Court had answered that argu- 
ment by saying that the Commission was 
entitled to consider the progressively 
better revenue results of the western 
railroads. 

Mr. Gray said that the Zone A scale 
proposed was higher than the present 
southwestern scale and much higher 
than the Western Trunk-Line Zone 2 
scale. He said also that it was higher 
than the latter scale would be without 
any interim reduction. 


He said the _ steering committee 
thought it was the intention to bring 
the Appendix 10 scale up to date, as ex- 
pressed in the Commission’s notice. He 
said that if the 60 per cent increase in 
Western Trunk-Line Territory from the 
general rate cases was used, as he said 
the western carriers had used it, the re- 
sult would not approach the results 
claimed by the western roads. He said 
that the scale proposed by the western 
roads resulted in a 112 per cent average 
increase, or almost twice the 50 per cent 
justified as maximum in the general 
increase cases. He added that conditions 
since the Appendix 10 scale was first pro- 
mulgated were not such as to justify 
any such change in the rates. 


Rate Results Contested 


Mr. Bee, after reading from the sheet 
which Mr. Barron had used to show the 
effect of the western proposal on the 
spread between rates to points short of 
the boundary of No. 28300 territory, and 
points on the boundary, asserted that 
there was “no wonder that the ratio 
between the combination of locals and 
the through rate today will be reduced 
if you increase the rate to all of the 
first points of the combinations.” 

He asserted that there had been a 
continuous change in conditions in 
favor of the southwest since 1907 and 
that the Commission had gradually cut 
down the differential existing then, until 


“we ask you to take the last 18 or 20 
per cent and put us on an equality with 
the east.” 


Mr. Bee said that Mr. Barron had 
said the western carriers had tendered 
a classification, but he asked: “Where 
is it?” _He said the tentative classifica- 
tion contained no rules and added that 
“you cannot have a classification with- 
out having rules.” Saying that the car- 
riers had referred to their presentation 
of a completed document, Mr. Bee added 
that “I would not have believed from 
the start of this case that the carriers 
would ever present to this Commission 
a uniform classification with an LC.C. 
number on it.” He said it was his opin- 
ion that only by a “forcing lever” 
would the Commission ever “get these 
carriers to hand you a classification with 
an I.C.C. number on it which, if you take 
no action, will become effective.” 


When he remarked that the carriers 
wanted more time, Commissioner Aitchi- 
son asked whether or not the classifica- 
tion could be completed within four 
months. Mr. Bee replied in the affirma- 
tive. He said he was against any delay 
in the class rate proceeding until the 
Mountain Pacific and transcontinental 
rates had been settled. 


Action Suggested 


On behalf of the steering committee 
Mr. Bee said that the Commission must 
put into effect contemporaneously a 
mileage scale and a classification pre- 
scribed at the same time. He said he 
did not believe it feasible under con- 
ditions as they existed, if the Commis- 
sion prescribed the Greenly exhibit as 
the classification. 

However, Mr. Bee said, there was a 
way that it could be done. He said the 
Commission could prescribe a mileage 
scale subject to the Official Classifica- 
tion. He said the Commission could 
then provide that, 30 days before the 
class rate scale should become effective, 
the carriers might, without prejudice, 
file a uniform classification in lieu of, 
and cancel “this classification.” Then, 
he added, if the Commission had to sus- 
pend an item in the new classification, 
the Official Territory rating would pre- 
vail until it disposed of the new clas- 
sification. 


He asserted that if the Commission 
“just prescribed the rates without the 
ratings,” it would make trouble. 


Eastern New Mexico Plea 


James B. Cooney, special assistant to 
the Attorney General of New Mexico, 
appearing for the State Corporation 
Commission, said that the western car- 
riers intended to treat eastern New 
Mexico as being in Southwestern Terri- 
tory for rate purposes. He said the 
commission subscribed wholeheartedly 
to that, but that it did not subscribe so 
heartily to the proposed western rate 
scale. He said that the Commission’s 
Appendix A scale appeared to be desir- 
able. 


Paper Manufacturers 


Wilbur LaRoe, Jr., for the American 
Pulp and Paper Association, said that, 
while most of the traffic of the associa- 
tion’s members moved on commodity 
rates and exceptions, he was before the 
Commission because there was a tend- 
ency for the pattern of the commodity 
rates to be affected by the pattern of the 
class rates. He said those he repre- 
sented had a great interest in the long- 
haul progression of the rate scale. 
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He asserted that if the Commission 
tried to reflect various types of competi- 
tion in a permanent class rate scale it 
would be building on a foundation of 
sand because “what is 500-mile competi- 
tion today may be 700-mile competition 
tomorrow.” He said that the Commis- 
sion’s scale was somewhat higher than 
the scale under which traffic was now 
moving, and that the western railroads’ 
scale was “out of this world so far as 
practicality is concerned.” 

Class rates, Mr. LaRoe said, were not 
nearly so important in Western and 
Southern territories as in the east. He 
asked that the Commission not make 
“too radical” a departure in prescribing 
a scale. 

Mr. LaRoe said that the Commission 
would hurt more than the paper indus- 
try if it created a rate structure that 
was high for the long hauls. 

He also asserted that jhe did not see 
how the increase of 4 per cent requested 
by the eastern carriers, added to the 
uniform scale, would bring about uni- 
formity. 

He said that high rates for the longer 
hauls would tend to split the United 
States into groups and would make for 
monopoly within the groups. He said 
that the rate structure of the nation 
had not been built with a slide rule or 
on a strict mathematical basis, adding 
that value of service, cost, and the needs 
of industry must be considered. He 
said that the danger “here” lay in a 
too-radical departure from experience. 

The hong-haul rates, Mr. LaRoe said, 
were the “life line” of the paper in- 
dustry and that they were already in- 
flated by recent increases. 


Aluminum Industry 


C. E. Childe, for the Aluminum Asso- 
ciation, and Reynolds Metals Co., said 
his clients were interested in carload 
and less-carload rates. Speaking of car- 
load ratings, he said the tentative clas- 
sification on sheet and other aluminum 
items was class 55, which he said was 
the same as the present rating, in effect 
since January 1, 1910. Aluminum pig 
and ingots has: a proposed rating of 
class 45, which he said was also the 
present rating. A rating of 27% per 
cent on scrap aluminum was lower than 
the present rating, he said, while alu- 
mina, the ore concentrate, with 27% per 
cent, and bauxite with class 20, were 
slightly different from the present rat- 
ing. 

Saying that there had been a heavy 
diversion of the traffic to the trucks 
since 1946, Mr. Childe asserted that the 
traffic still moving by rail was almost 
entirely on exceptions or commodity 
rates, in spite of the fact that carriers 
in Official Territory, where more than 
half of the fabricated aluminum moved, 
still maintained carload rates at 55 per 
cent of first class. He said the effect 
had been to dry up the movement of 
fabricated aluminum by rail in that ter- 
ritory. 

He said that in Southern Territory 
there were no. movements under the 
classification, but that the traffic moved 
on exceptions and commodity rates lower 
than the class rates, but that those rates 
had not been low enough to prevent 
diversion. The ore, he said, moved on 
exceptions, adding that none moved any- 
where. on class rates. 

Mr. Childe said that the going rates 
which the railroads presently received 
for the transportation of aluminum and 
its raw materials were lower than the 
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present ratings. Since no immediate 
changes had been proposed on ratings 
on aluminum, and the proposed rate 
scales were not greatly different, he said, 
the proposed class rates, if actually ap- 
plied on aluminum, would drastically 
increase present rates. He said such 
increases would be so far beyond what 
the traffic could bear that there would 
be no possibility of any substantial 
movement under the class rates. 

He said that the industry was con- 
cerned over the Commission’s possible 
use of the Appendix A scale as a meas- 
ure of what exceptions ratings or com- 
modity rates should be in the future. 

Commissioner Mahaffie asked if it 
would be desirable, under Mr. Childe’s 
theory of rate-making, to make the 
aluminum articles move at class rates. 
Mr. Childe replied that it would be 
desirable to make a level of rates that 
would move the majority of the alu- 
minum commodities. Asked about the 
cancellation of exceptions, Mr. Childe 
said that present exceptions were higher 
than they should be on aluminum. 

Mr. Childe asserted that the Appendix 
A scale was too high “by several times” 
under any measure ever approved by the 
Commission. He asserted that the 1887 
class rate scale still existed in the 
tariffs and that “you have adopted that 
type of scale.” He added that it would 
be impossible to have a scale that would 
move a lot of traffic if the classifica- 
tion was on the pattern of the present 
or Greenly classification if the scale 
was on the present pattern. He said the 
Commission had to make up its mind 
whether it wanted a scale that would 
move traffic only sporadically or to 
modify the classification, or the rate 
scale, or both, so that the resulting scale 
would move traffic in volume. 


Asserting that both ratings and rates 
on aluminum should be reduced because 
they were both too high, Mr. Childe 
offered a series of comparisons with the 
lower classification of iron and steel ar- 
ticles, and comparisons of present rates 
with those proposed in the Appendix A 
scale. He said the revenue of the rails 
would go to zero if the proposed rates 
went into effect and that the class rate 
scale on carload traffic would be paper 
rates, moving nothing but sporadic traf- 
fic. 


Swift & Co. Statement 


John P. Staley, for Swift. and Co., said 
that he appeared because “we were ap- 
prehensive that the rates on some of our 
commodities that move on exceptions had 
been changed.” He said his company 
wanted the Commission to clarify the 
situation. He said that, while the order 
in the case did not apply to exceptions 
and did not obligate the carriers to do 
anything with respect to exceptions, 
there had nevertheless been a lot of 
statements looking ahead to what the 
carriers were expected to do and that 
it was apparent that some of the carriers 
had accepted the Commission’s state- 
ments as ultimata, and misunderstood 
those statements. 


He said the Commission could clarify 
the situation. He asserted that the Com- 
mission had not said that exceptions 
must be abolished, but had said that 
some exceptions were not justified and 
that the exceptions should be changed 
on their dwn merits. He said he thought 
the carriers had the obligation by law 
to look at the exceptions one by one 
and the history of the rates. He said 


the carriers were not obligated on a 
wholesale basis to publish a tariff abol- 
ishing all exceptions. 


Midwest Packers 


For Rath Packing Co., John Morrell & 
Co., and Geo. A. Hormel & Co., midwest- 
ern packers, Warren H. Wagner said 
that they supported the Appendix A 
scale in preference to the higher scale 
and high rate relations proposed by the 
western carriers. He said he assumed 
that rates on packinghouse products 
from the middle west to the east were 
the nearest approach to class rates of 
any exceptions to be found. 

After a brief history of the rates 
applicable from the plants of the com- 
panies for which he spoke, Mr. Wagner 
said that “we are today on an exception 
basis.” He said it was their feeling that 
“some of our friends will say, ‘Put them 
on a full class basis again.’ ” 

C. R. Hillyer, for the American Excel- 
sior Corporation, said that most of its 
plants were in the middlewest, and that 
all of its shipments, carload and less 
carload, paid class rates. He said the 
class rates on some of the long hauls were 
more than the worth of the product— 
two and one-half cents a pound. 

He asserted that the three basic classi- 
fication factors—density, value, and loss 
and damage claims—were more favorable 
for excelsior than for any other com- 
modity. He said the company thought 
the present class ratings were, if any- 
thing, maximum. In general, he said, the 
company approved the Appendix A scale 
which, if applied all over the country, 
he said, would increase some rates slightly 
and reduce others. He said the company 
advocated that scale, without modifica- 
tion, for the area east of the Rocky 
Mountains, and that it especially opposed 
the proposal of the western carriers. He 
asserted that the western railroads were 
trying to use the case as a means of in- 
creasing revenue, which he asserted was 
in violation of why the Commission had 
instituted the proceeding. 

He said he joined with the southern 
carriers’ proposals to prescribe a reason- 
able scale of rates in No. 28300, afford 
sufficient time thereafter to prepare a 
uniform classification, and afford ship- 
pers and others an opportunity to be 
heard on proposed changes in the rat- 
ings. He also asked that the new scale 
and ratings be made effective at the same 
time. 

Iron and Steel Group 

Charles Donley spoke for the American 
Potters Association, and for the Chain 
Institute, Inc., Industrial Fasteners In- 
stitute, Screw Manufacturing Industry, 
and the Pole Line Construction Materials 
Traffic Conference. 

For the iron and steel group, Mr. Don- 
ley said they supported, and were willing 
to accept, the eastern carriers’ scale of 
rates, with certain exceptions. He said 
they did not agree so far as it was pro- 
posed to have the rate for 150 miles held 
as a minimum for movements of less- 
carload traffic. On June 30, 1946, he said, 
for a 60-mile haul, the less-carload 
rating on iron and steel was 75 per cent 
greater than the carload rate. He said 
it was now 140 per cent greater, and 
that the eastern carrier proposal would 
make it 170 per cent greater. 

He asked if it was possible that the 
eastern railroads were proposing the 
150-mile “rate stop” as an attempt to 
stop traffic under that distance moving 
by rail. He said the iron and steel com- 
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panies he represented opposed such a 
possibility. He added that they had not 
opposed the carriers’ recent proposal to 
increase the minimum ‘charge from 
$1.43 to $2. 

He said the gradation up to 150 miles 
of the Commission’s scale was generally 
acceptable to the iron and steel manu- 
facturers he represented and added that 
a combination of the eastern carriers’ 
and the Appendix A scale, would result . 
in no reductions in the carriers revenues. 
The rates above 150 miles would be likely 
to return the iron and steel traffic to the 
rails, Mr. Donley asserted. ; 

He said that the potteries agreed 
essentially with the position of the iron 
and steel group and wanted to be heard 
on the proposed ratings in the Greenly 
exhibit, particularly with reference to 
less-carload non-released ratings. He 
also raised the question as to whether 
the rates on which maxima had been im- 
posed in the general increase cases, now 
published as column rates, would be 
taken out of the columns and into the 
class scale, with the resulting loss of the 
hold-down to the shippers. 


North Dakota Views 


E. J. Hanson, for the Chamber of 
Commerce, Grand Forks, N.D.; J. I. 
Finsness, for the Chamber of Commerce, 
Fargo, N.D., and J. D. Smith, for the 
Minot (N.D.) Association of Commerce 
objected to the proposals of the western 
railroads, asserting that they would re- 
sult in higher rates at those points than 
presently in effect. 

Each of the spokesmen for the North 
Dakota communities subscribed to the 
proposal of Mr. Bee, that the Official 
Territory Classification be prescribed 
along with the Commission’s Appendix 
A scale. 


Topeka Spokesman 


C. F. Real, speaking for the Chamber 
of Commerce of Topeka, Kan., said that 
he represented shippers. This was a ref- 
erence to statements made earlier that 
there had been little sign of shipper in- 
terest in the proceeding. 

As to the uniform classification, Mr. 
Real said he thought the tentative clas- 
sification represented the best judgment 
of the carriers, that the Commission had 
settled the need for the classification in 
its decision, but that whether or not it 
would fit the needs of commerce could 
only be decided by experience. 

If there was to be an end to the case, 
Mr. Real said, the one course was for the 
Commission to accept the Greenly ex- 
hibit, as amended, subject to suspension. 
As an alternative he suggested that the 
Commission prescribe the rates and then 
give the carriers 90 days to bring in a 
classification, both to be made effective 
at the same time. If these alternatives 
were not feasible, he said, the Commis- 
sion should adopt the Official Classifica- 
tion as an “interim” classification. 


He said that, when the western car- 
riers’ proposal was received, “we thought 
we had better get down here,” and asked 
if the Commission would accord north- 
eastern Kansas the same adjustment as 
applied east of the Missouri River. He 
asserted that a manufacturer -intending 
to locate a plant to employ 3,000 people 
had decided against Topeka because of 
the higher rate situation Mr. Real 
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said prevailed there as compared with 
Kansas City. Mr. Real said that those he 
represented were more interested in the 
relativity of the freight rates than in 
their level, if the level was reasonable. 

He said he opposed the 150-mile “rate 
stop” proposed by the western carriers 
because, he asserted, it would drive busi- 
ness to the trucks and truck use would 
spread beyond the 150-mile area. He as- 
serted that there was no 500-mile limita- 
tion to truck competition. 

Mr. Real said that “we favor the Com- 
mission’s suggested scale,” and also sug- 
gested adoption of the uniform classifi- 
cation, and asked that both be made 
effective as promptly as possible. 


Evaporated Milk Association 


L. F. Orr, speaking for the Evaporated 
Milk Association, said that “a lot of law” 
had been cited in the case, but that he 
had not heard anyone remind the Com- 
mission of the provision in section 15a 
which required it to give due considera- 
tion to the effect of rates on the move- 
ment of traffic by the carrier or carriers 
for which the rates were prescribed. 

Mr. Orr asserted that the present clas- 
sifications had been in effect for more 
than 30 years and that the present 
method of making rate scales had been 
in effect for 50 years. He said that the 
idea of charging all the traffic would 
bear had been adopted when the rail- 
roads had a virtual monopoly of traffic. 

He said that if the Commission did not 
make the best possible decision in the 
instant proceeding, it might be another 
15 years before it could “get around to 
correcting the errors.” In the meantime, 
he said, the railroads might become a 
part of the type of nationalization that 
was enveloping Great Britain. 

Touching on the diversion of traffic to 
the trucks, Mr. Orr asserted that very 
little traffic moving by rail earned more 
than 1.34 cents a ton-mile, which he said 
he took as clear evidence of the “picking 
and choosing” of traffic which the truck- 
ers practiced. He said the diversion was 
a “real menace to the solvency of the 
railroads.” 

He said that the motor carrier indus- 
try could not have developed to the de- 
gree it had, if it were not for the “out- 
moded rate structure” developed by the 
railroads. He said the railroads were still 
trying to make a rate structure adopted 
when they had a virtual monopoly work 
in a competitive period. He said the rail- 
road rate structure was “wide open for 
raiding by their motor carrier compe- 
tition.” 

Mr. Orr said that the eastern railroads 
had the soundest approach to the prob- 
lem. He said he did not agree that any 
premium should be included in the long 
haul distances for the short hauls be- 
cause it gave motor carriers that much 
margin on which to extend their truck- 
ing on an added traffic basis. He also 
contested the idea that costs decreased 
with increasing haul and added that 
“they average out,” and that terminal 
costs should be included in the rate as a 
matter of simplicity. 

As to the line-haul progression of rail 
first-class rates, he said it was 51 cents 
for the first 100 miles, 35 cents for the 
second 100 miles, tapering off to 24 cents 
for the sixth 100 miles, and was 21 cents 
for the tenth 100 miles. 

Mr. Orr asserted that there was no 





justification in the expense incurred in 
performing the service for any such vari- 
ations in the progression of the scale. 
He said that railroad accounting and 
operating men were generally agreed 
that line-haul expense, on the average, 
was constant. 

In view of developments, Mr. Orr said, 
“we believe that a straight line haul 
first-class progression of 30 cents for 
each hundred miles, up to and including 
2,000 miles, plus a receiving and delivery 
terminal (charge) of 50 cents, with 90 
per cent for second class, 80 per cent for 
third class, anl 70 per cent for fourth 
class, would produce the greatest net for 
the railroads and best protect their traf- 
fic from raids by truck competitors.” 

He said that protection against out- 
of-pocket loss on short-haul traffic could 
best be provided by a $2 minimum a 
shipment. 

Further protection against competitive 
raids should be provided, he said, by 
giving a discount on shipments of 2,000 
to 4,000 pounds, and 10 per cent on ship- 
ments of 4,000 pounds and over. 

He said it was suggested that “this 
proposed scale” be applied against the 
traffic used to test the other scales, and 
if it did not preserve present revenue, 
then the progression in each 100-mile 
block should be increased in the same 
amount sufficiently to preserve present 
revenues. He said there was no sound 
reason from an expense standard why 
the same line-haul progression should 
not continue throughout the scale. 


He said he had suggested that the rec- 
ords in Nos. 28,300, 28,310, 29,555, and 
29,556 be consolidated to enable the 
Commission to coordinate its delibera- 
tions and produce the soundest rates 
and charges and make certain that the 
record was sufficient fo support the 
findings. 

Railroad Rebuttal 

Referring to Mr. Webb’s statement 
that the Appendix A scale would reflect 
present conditions and preserve carriers’ 
revenues, Mr. Barron, for the western 
railroads, said he did not believe Mr. 
Webb had the opportunity to review 
verified statements filed by the western 
railroads. 


As to questions by Commissioner 
Aitchison concerning the tentative clas- 
sification and statements by Mr. Bee 
and Mr. Gray as to the filing of a classifi- 
cation, and repeating Mr. Bee’s question 
as to “where” the classification was, Mr. 
Barron asserted that Mr. Dumas’ veri- 
fied statement showed on the title page 
that the railroads offered no objection 
to the Commission following the proce- 
dure set forth in its notice of proposed 
rule-making. He observed that the no- 
tice had stated that the Commission 
would consider the rules as contained 
in the Consolidated Classification. He 
said that “we accepted that.” He said the 
Commission had overlooked one item— 
packaging rules—and that Mr. Dumas’ 
statement asked that the package de- 
scriptions of Consolidated Freight Clas- 
sification No. 19 be considered as tenta- 
tive package descriptions for use in the 
uniform classification. There, Mr. Bar- 
ron said, was the answer to Mr. Bee’s 
question as to where the classification 
was. 


As to whether or not there was shipper 
interest shown, Mr. Barron called atten- 
tion to the number of shippers who had 
testified in the last two general increase 
cases, and said that “even the National 
Industrial Traffic League is not here 
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arguing before this Commission.” He 
agreed with a remark from the bench 
that the League represented diverse 
points of view. 

Referring to Mr. Gray’s remarks, Mr. 
Barron said that perhaps he should 
overlook “personal excoriations.” He said 
he wanted to tell the Commission that 
any statement he had ever made to it 
was the truth as far as he knew it. Add- 
ing that he would overlook the “per- 
sonal excoriation,” Mr. Barron said he 
would like to refer to a statement of 
former Justice Brandeis of the Supreme 
Court of the United States. He quoted 
the statement, made to a group of law- 
yers, to the effect that they should not 
antagonize a court unduly and “should 
not show an attitude of meanness to- 
ward opposing counsel that could cause 
the court to discount the argument.” Mr. 
Barron said that that was his theory. 


View of Supreme Court Decision 


Reverting to Mr. Gray’s reference to 
the decision of the Supreme Court up- 
holding the Commission’s order, Mr. 
Barron said the only thing the court did 
in its “‘restricted judicial review” was to 
determine whether the Commission had 
found that there was discrimination by 
locality or territory against locality or 
territory under the amendment to the 
interstate commerce act of 1940. He 
said the court had found that the 
Commission found the discrimination 
to exist and had said that, from the 
evidence, there was support for the 
Commission’s finding. He asserted that 
if the Commission decision had been 
“just the opposite,” the court would have 
sustained it. He said it would have had 
to do so because there was a limit to 
judicial review. 

Commissioner Alldredge asked why 
Mr. Barron brought the matter up. The 
latter replied it was because “‘I think 
some of you gentlemen may think the 
Supreme Court said everything you did 
was right in No. 28300.” He said the 
court had said that, “as we said earlier, 
section 3, paragraph 1, does not dictate 
a policy of national uniformity in rates. 
It only requires that the lack of uniform- 
ity in rates among the territories be 
justified by territorial conditions.” 


“In your consideration of this re- 
opened proceeding,” Mr. Barron contin- 
ued, “‘I am asking you to stop, look, and 
listen. What are your duties under the 
act? The Supreme Court supported you 
and found your decision was right. But 
go back and find out if you were right 
under the circumstances and find out 
whether all of the 200 cases involving 
class rates you have decided in the last 
50 years were wrong. Are you ready to 
admit that? I don’t believe it.” 


He asked the Commission not to ac- 
cept Mr. Bee’s suggestion that it accept 
the Official Classification for application 
in the west “because you will be just as 
vulnerable as it is possible to be.” 

Mr. Grubbs took a few minutes to ask 
again for a tentative proposed report, 
saying the conflicts developed in argu- 
ment showed the need for it. 


Memoranda to Be Filed 


At the close of argument, Commis- 
sioner Johnson announced that written 
memoranda in lieu of arguments might 
be submitted by December 28, without 
reservation as to the issues set forth in 
argument. He said the Commission re- 
served the issues presented by a petition 
of the ocean carriers concerning rail- 
ocean rates, saying that matter would be 
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heard later and that due notice would 
be given. 

F. G. Robinson, in behalf of the Gal- 
veston Chamber of Commerce, the 
Galveston Cotton Exchange and Board 
of Trade, and the Texas City Chamber 
of Commerce filed a memorandum argu- 
ment, asking that the grouping by which 
the carriers had voluntarily adhered to 
the grouping of Galveston, Texas City, 
and Houston, and at all points 150 miles 
and over from Houston, be preserved in 








connection with any new rates that 
might be prescribed. 

Paul E. Blanchard, for Armour & Co., 
said that, whatever course the Com- 
mission took in the proceeding it asked 
that it specifically provide that so long 
as one-half of the composite rate struc- 
ture for livestock remained outside of 
and unaffected by the classification and 
by class rates, the other half of the 
structure, the livestock product rates, 
also remain undisturbed. 


FEDERAL MARITIME 
BOARD NEWS 





Demurrage Case Dating Back 
To 1942 Decided by F.M.B. 


Demurrage regulations established by 
the Pacific Coast/Panama Canal Freight 
Conference, effective January 20, 1942, 
and abrogated January 1, 1943, consti- 
tuted an unjust and unreasonable regu- 
lation relating to the delivery of prop- 
erty, in violation of section 17 of the 
shipping act, 1916, the Federal Maritime 
Board concluded in a report on rehear- 
ing in No. 630, Sigfried Olsen, dba Sig- 
fried Olsen Shipping Co., v. War Ship- 
ping Administration and Grace Line Inc. 

The board said the complainant had 
brought this proceeding to obtain waiver 
of certain demurrage charges made 
against it by Grace Line Inc., acting as 
berth agent of the War Shipping Ad- 
ministration (a World War II agency of 
the federal government) incurred pur- 
suant to a demurrage tariff on lumber 
and other commodities, and to cancel a 
bond to secure the amount of the de- 
murrage charges. If collected, the board 
said, the amount would benefit the fed- 
eral Maritime Administration, which had 
succeeded to the rights of the W.S.A. It 
was shown in the report that the demur- 
rage charges were sought to be collected 
on lumber, cement and explosives car- 
ried from California ports to Balboa, 
Canal Zone; that neither complainant 
nor respondents were responsible for the 
delays in unloading at Balboa which re- 
sulted in the accrual of demurrage lia- 
bility; that complainant had been re- 
quired, precedent to booking of cargo, to 
sign space-booking agreements obligating 
him to pay such demurrage as might 
accrue under applicable tariff provisions; 
that he had executed those agreements 
under protest, and that, in turn, he had 
required his consignee to deposit with 
him such amounts as he might be re- 
quired to pay for demurrage, testifying 
that such amounts would be held by him 
pending the determination of the instant 
case. 

“Respondent W.S.A.,” the board said, 
“challenges the jurisdiction of the (Fed- 
eral Maritime) Board to grant relief, on 
the ground that this proceeding is in 
reality a suit against the United States 
to which it has not consented. Phrased 
differently, respondent’s position is sub- 
stantially equivalent to saying that if 
W.S.A. should disregard the requirements 
of the act in operating government mer- 
chant vessels, there would be no relief 
available to injured parties. We are not 
aware that W.S.A. has ever claimed to 
operate outside the (shipping) act, and 





we think it clear that while operating 
merchant vessels as common carriers it 
is not authorized to do so. W.S.A. comes 
within the literal definition of a ‘com- 
mon carrier by water’ as set forth in 
section 1 of the act. Section 9 of the act 
expressly makes merchant vessels owned 
by the United States subject to the act 
when chartered or leased for operation 
by others . . . The same rule has been 
held to apply when government-owned 
vessels are operated by the government 
as merchant vessels and not leased or 
chartered to others ... Here -W.S.A. 
was, through Grace, charging rates for 
demurrage established by the conference 
.. . Any relief that may be granted in 
this case will not require the entry of 
any decree against the government or 
any agency thereof, nor the payment of 
funds now in government hands, since 
the demurrage charges here involved 
were never actually collected or paid to 
the government...” 





F.M.B. Plans Hearings on 
Isbrandtsen Objections to 


Conference Rate Proposals 


Three ship conference agreements, 
filed with the Federal Maritime Board 
for approval pursuant to section 15 of 
the shipping act, 1916, will be the sub- 
jects of hearings before an F.M.B. ex- 
aminer, in view of protests filed by Is- 
brandtsen Co., Inc., challenging the law- 
fulness of “the contract/non-contract 
rate system provided by the agree- 
ments,” according to an F.M.B. an- 
nouncement. 

The board said that the time and 
place of the hearings would be an- 
nounced by written notice to the per- 
sons making request to appear and be 
heard. It assigned docket numbers and 
identified the agreements assailed by 
Isbrandtsen, as follows: 

Docket No. 685, Agreement No. 8040, 
West Coast of India and Pakistan/U.S.A. 
Conference Agreement; Docket No. 686, 
Agreement No. 8050, Ceylon/U.S.A. Con- 
ference Agreement, and Docket No. 687, 
Agreement No. 8060, West Coast of Italy, 
Sicilian and Adriatic Ports/North At- 
lantic Range Conference (W.I. N.A.C.). 

It was shown by the board that the 
parties to agreements Nos. 8040 and 8050 
included, among others, American Ex- 
port Lines, Inc., American President 
Lines, Ltd., and Ellerman & Bucknall 
Steamship Co., and that these two agree- 
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ments proposed establishment of new 
conferences. Agreement No. 8040, the 
board said, provided for establishment 
and maintenance of just and reasonable 
rates, etc., for and in connection with 
transportation of cargo in the trade 
from the west coast of India and Pakis- 
tan, Tuticorin/Karachi range inclusive, 
to US. Atlantic and Gulf ports. It 
stated that agreement No. 8050 contained 
provisions with respect to rates and 
charges for and in connection with 
transportation of cargo in the trade from 
Ceylon to U.S. Atlantic and Gulf ports. 

“Agreement No. 8060, between the 
member lines of the West Coast of Italy, 
Sicilian and Adriatic Ports/North At- 
lantic Range Conference,” the board con- 
tinued, “is a proposed new agreement of 
said conference. ... Upon approval this 
agreement will supersede the present 
agreement of the conference (No. 2846, as 
amended).” 

The board said that its examiner would 
issue a recommended decision and that 
all persons desiring to intervene in these 
proceedings should notify the board 
within 20 days after December 19 and 
file petitions for intervention in accord- 
ance with section 20181 of the board’s 
rules of procedure. 





F.M.B. Denies Reparation 
In Ship Space Refusal Case 


Finding that the evidence was “far too 
vague, general in character, and indefi- 
nite to warrant the conclusion that com- 
plainants have suffered actual pecuniary 
loss attributable directly to respondent’s 
discriminatory act,” the Federal Mari- 
time Board has denied reparation sought 
by the complainants in No. 638, Edmund 
Waterman and Gustave Waterman, dba 
E. Waterman & Co., and Leo W. Cox, 
dba L. W. Cox & Co., v. Stockholms 
Rederiaktiebolag Svea. 

The board said that its predecessor, 
the Maritime Commission, had found on 
July 26, 1949, that the respondent, in re- 
fusing complainants an equal opportuni- 
ty with Twedberg, Kleppe and Cia Ltda. 
of Rio de Janeiro, Brazil (subsequently 
referred to as Kleppe), to secure space 
to ship fresh fruit in the M.S. Freja in 
November, 1944, had violated section 14 
(Fourth) and section 16 of the shipping 
act, 1916, and that complainants were 
entitled to reparation. Complainants, 
the board said, based their alleged pe- 
cuniary loss on “hypothetical shipments 
of 4,000 and 5,000 boxes of Canadian 
apples, which, they assert, they could 
have obtained in time for the sailing of 
the vessel and would have sold in Brazil 
at the same profit of $4 per box which, 
they were advised by their agents in 
Brazil, their competitor (Kleppe) must 
have earned on his apples.” 


Ocean Agreements Approved 


The Federal Maritime Board has an- 
nounced approval of the following agree- 
ments: 

No. 7793, Around South America— 
Tour Agreement, between Grace Line, 
Inc., and Moore-McCormack Lines, Inc., 
providing for joint booking and trans- 
portation of passengers on tours of 
North and South America. Pan-Ameri- 
can World Airways, Inc., has agreed to 
furnish transportation in connection 
with tours booked under the agreement. 
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No. 7798, between Stockard Steam- 
ship Corporation and Atlantic Ocean 
Transport Corporation, both of New 
York City, and Aktiselskapet Ivarans 
Rederi, Oslo, Norway, providing for joint 
cargo service with limited passenger ac- 
commodations in the trade between 
U.S. Atlantic ports and Gulf ports, and 
Canadian ports, and the ports of Por- 
tugual, Spain, France, Italy, Yugoslavia, 
Albania, Greece, Bulgaria, Rumania, 
Union of Soviet Socialist Republics, 
Turkey, Cyprus, Lebanon, Syria, Pales- 
tine, Suez, Egypt, Libya, Tunisia, 
Algeria, Morocco and the various is- 
lands in the Mediterranean, ports of the 
Red Sea and Persian Gulf, India, 
Pakistan, Ceylon, Burma, Federation of 
Malaya, Colony of Singapore. the United 
States of Indonesia, and British North 
Borneo. The service will be under the 
trade name of “Levant Line.” 


Complaint Filed at F.M.B. 
By Road Machinery Co. 


Reparation in the amount of $2,219.24, 
plus interest at 6 per cent. is sought by 
the Huber Manufacturing Co., of Marion, 
O., engaged in manufacture of road roll- 
ers and other road building equipment, 
in a complaint it has filed with the Fed- 
eral Maritime Board against five steam- 
ship comnvanies overating iointly as the 
Java-New York Line and against two 
agents for those companies. 

The case is docketed at the F.M.B. as 
No. 707, The Huber Manufacturing Co. v. 
N. V. Stoomvaart Maatschappij “Neder- 
land,” Koninklijke Rotterdamsche Lloyd, 
N.V. (formerly known as N.V. Rotter- 
damsche Lloyd), N.V. Nederlandsch- 
Amerikaansche Stoomvaart Maatschappij 
“Holland-Amerika Lijn,” the Ocean 
Steam Ship Co., Ltd., The China Mutual 
Steam Navigation Co., Ltd., all operating 
jointly under formal agreement as the 
Java-New York Line; Funch, Edye & Co., 
Inc., of New York City, and Strachan 
Shipping Co., of Savannah, Ga. Com- 
plainant says that the respondents 
named are members of the Atlantic and 
Gulf-Indonesia Conference. 

According to the complaint, complain- 
ant paid freight charges for transporta- 
tion of road rollers and parts or accesso- 
ries therefor from New York City to 
Java based on a contract rate of $37 a net 
ton or 40 cubic feet, whichever produced 
the greater revenue, set forth in U.S.M.C. 
Freight Tariff No. 10 of the Atlantic & 
Gulf-Indonesia Conference, item No. 
1782, applicable to “road making im- 
plements and parts, N.OS.,” including 
road rollers, but that by a supplement 
issued September 14, 1948, a new item No. 
1425 was added with the hearing, “oil 
producing and refining machinery, ma- 
terials and supplies,” under which a 
commodity listing included “rollers, 
road.” The Huber company said the 
contract rate on this item was $33 a net 
ton or 40 cubic feet, whichever produced 
the greater revenue. It contended that 
this was the applicable rate, that it had 
been overcharged, and that respondents 
had violated sections 16 and 17 of the 
shipping act, 1916. 


Bareboat Charter Denial 


Examiner A. L. Jordan has recom- 
mended that the Federal Maritime Board 
find, and so certify to the Secretary of 


Commerce, that an application of Amer- 
ican-Hawaiian Steamship Co., and the 
cross-application of Luckenbach Steam- 
ship Co., Inc., to bareboat charter gov- 
ernment-owned war-built dry-cargo ves- 
sels for use in the intercoastal trade 
from and after January 31, 1951, should 
be denied. 


C.A.B. NEWS 


Advisory Group to Develop 
Transport Aircraft to Be 
Established By C.A.A. 


A prototype aircraft advisory com- 
mittee is being established by Donald W. 
Nyrop, administrator of civil aeronautics, 
“as one of the first steps in administering 
the prototype aircraft act which became 
law on September 30, the Civil Aeronau- 
tics Administration has announced. 

The act declares it to be the policy 
of Congress to promote “the development 
of improved transport aircraft, particu- 
larly turbine-powered aircraft, aircraft 
especially adapted to the economical 
transportation of cargo, and aircraft 
suitable for feeder-line operation,” says 
the C.A.A., adding: 

“In carrying out the purposes of the 
act, the Secretary of Commerce is di- 
rected to consult with interested govern- 
ment, labor, and industry groups. Sec- 
retary Charles Sawyer has delegated this 
authority to Mr. Nyrop, who will serve 
as chairman of the committee, with F. B. 
Lee, deputy administrator of civil aero- 
nautics for program planning, as alter- 
nate. Harold D. Hoekstra, of the C.A.A. 
office of aviation safety, will be execu- 
tive secretary. 

“Invitations to designate representa- 
tives as committee members have gone 
out to the Department of Defense, the 
Civil Aeronautics Board, the National 
Advisory Committee for Aeronautics, the 
Air Line Pilots Association, the Aircraft 
Industries Association, the Air Transport 
Association, and the Air Coach Transport 
Association. In addition, the four do- 
mestic certificated cargo carriers and two 
over-ocean irregular carriers have been 
asked to select one representative for 
each of the two categories. 

“The administrator hopes to convene 
the first meeting of the committee in 
January, and present draft plans for the 
initial phases of the program. 

“The act authorizes appropriations up 
to $12,500,000 for a five-year period, and 
it is expected that the first installment 
will be requested of Congress in Jan- 
uary, as part of a supplemental appro- 
priation bill for the current fiscal year. 


“Four types of activity are authorized 
in the act: 


“(1) Preparing broad operating and 
general utility characteristics and speci- 
fications for advanced design prototype 
aircraft. 


“(2) Providing for the operation, by 
contract or otherwise, of available air- 
craft with turbine-jet or turbine-prop 
power units, under conditions simulating, 
to the extent practicable, the conditions 
under which scheduled air transport air- 
craft operate. These operations will be 
aimed primarily at securing data useful 
to manufacturers in developing advanced 
prototype aircraff. 
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“(3) Providing, by contract or other- 
wise, for testing of aircraft which best 
meet the operating and utility charac- 
teristics and _ specifications prepared 
under Phase (1). 

“(4) Providing for minor experimenta] 
modifications of aircraft as indicated by 
the testing program.” 


Aviation Advisory Group 
Appointed by C.A.B. 


Delos W. Rentzel, chairman of the 
Civil Aeronautics Board, delivered an 
off-the-record talk the night of Decem- 
ber 15 at a small dinner meeting which 
was attended by the presidents of 45 
United States scheduled air carriers and 
members of the C.A.B., members of the 
Cabinet and aviation leaders of the Con- 
gress. 

Mr. Rentzel, according to a statement 
issued by the C.A.B., discussed economic 
problems facing the air carrier industry, 
improved technical developments “that 
will increase the regularity and depend- 
ability of air transportation,” broad ob- 
jectives and outlines of the board’s cur- 
rent reorganization, and air transport 
mobilization plans and problems in war- 
time. 

Chairman Rentzel said that’ he be- 
lieved the meeting would help to “clear 
the air and start government and the 
aviation industry off to a new and co- 
operative period of understanding and 
joint effort ... to insure an enduringly 
sound decade of progress for American 
air carriers through good times and bad 
—and through peace or war,” said the 
C.A.B., adding: 


“Although practically all the subjects 
discussed were off-the-record, Chairman 
Rentzel did reveal that in order to have 
the assistance of constructive aviation- 
industry thinking, the board had ap- 
pointed a C.A.B. advisory committee on 
procedures and practices. Named as 
members of this committee were the 
following representatives of the aviation 
industry: Albert F. Beitel, Washington, 
D.C., Gerald P. Brophy, New York, N.Y., 
Paul M. Godehn, Chicago, Ill., Hamilton 
O. Hale, New York, Edward J. Hickey, 
Jr., Washington, William E. Méiller, 
Washington, L. Welch Pogue, Washing- 
ton (a former chairman of the Civil 
Aeronautics Board), Hubert A. Schneider, 
Washington, and Howard C. Westwood, 
Washington.” 


COURT NEWS 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 
prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 
interstate commerce act or of Commission 
rules and regulations thereunder, appear 
below. 


Louisiana eastern district, New Orleans 
division, at New Orleans. In a civil 
proceeding instituted by the Commission, 
a permanent injunction was entered on 
November 29, enjoining and requiring 
J. & N.O. Express, Inc., New Orleans, in 
connection: with all C.O.D. shipments 
transported by it, to remit, within the 
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December 23, 1950 


time specified in the rules and regula- 
tions prescribed by the Commission and 
in the effective tariffs of the defendant, 
all sums of money collected by’ the de- 
fendant for consignors. The proceeding 
was based on allegations that J. & N.O. 
Express, Inc., a common carrier of prop- 
erty, had in numerous instances since 
July 1, 1950, failed to remit within 10 
days the proceeds of collections effected 
by it when delivering interstate C.O.D. 
shipments, in violation of the rules is- 
sued in Ex Parte MC-42. 

Virginia eastern district, at Alexandria. 
On December 5, a fine of $250 was im- 
posed on William H. Webb, of Arlington, 
va., following entry of his plea of guilty 
to an information charging failure to 
have doctors’ certificates in his files for 
his new drivers, failure to require his 
drivers to keep logs, and transportation 
of property without having rates on file 
therefore. The fine was required to be 
paid. It was imposed on the first five 
counts of the information, and imposi- 
tion of sentence was suspended on the 
remaining five counts and the defend- 
ant placed on probation for a two-year 
period. 

Wisconsin western district, at Madison. 
Merlin Rux, of Muscoda, Wis., on Novem- 
ber 16, was fined $125 following entry of 
his plea of guilty to an information 
charging him with operation as a com- 
mon carrier of property for compensa- 
tion without a certificate, with failing 
to require his drivers to keep drivers’ 
logs, and with failing to have in his file 
doctors’ certificates of physical exami- 


nations for his new drivers. The fine 
was paid. 

Massachusetts. district, at Boston. 
Cooper’s Express, Inc., of Lawrence, 


Mass., on November 21, was fined $500 
following entry of its plea of guilty to 
an information charging operation as a 
common carrier of propertv for com- 
pensation without a certificate. The fine 
was paid. 

Pennsylvania middle district, at Har- 
risburg. On November 22, John Rich- 
ards, dba Richards Motor Freight Lines, 
Scranton, Pa., was fined $20,000 follow- 
ing entry of his plea of guilty to an 
information containing 20 counts charg- 
ing the defendant, a Class I common 
carrier of property, with failing to keep 
accounts, records, and memoranda in 
the form and manner prescribed by the 
Commission in the Uniform System of 
Accounts for such carriers, by failing to 
keep vouchers or other evidence of cer- 
tain of his motor carrier expenditures in 
sufficient detail to permit verification to 
be made. The fine was imposed on four 
counts of the information, and of the 
total the defendant was required to 
pay $6,000. Execution of sentence with 
respect to the remaining $14,000 was 
suspended and the defendant placed on 
probation for two years. Imposition of 
sentence on the remaining 16 counts was 
suspended forthe probationary term of 
two years. 

North Carolina eastern district, at 
Wilmington. Leo Best, of Whiteville, 
N.C., on November 21, was fined $1,250 
following entry of his plea of guilty to 
an information charging operation as a 
common carrier of property for compen- 
sation without a certificate. The fine 
was required to be paid. 

Washington western district, north- 
ern division, at Seattle. On October 26, 
Carroll Mill Co., Inc., of Sedro-Wooley, 
Wash., was fined $160 following entry 
of its plea of guilty to an information 


charging the defendant with engaging 
in the business of a contract carrier of 
property without a permit. The fine 
was paid. 

Connecticut district, at New Haven. 
Madison ‘Transportation Co., Orange. 
Conn., on December 5, was fined $1,350 
following entry of its plea of guilty to 
an information charging it with opera- 
tion as a common carrier of property 
for compensation without a Commission 
certificate. The fine was paid. 

Northern Illinois district, eastern di- 
vision, at Chicago. Dennis Truck Line, 
Inc., and Suburban Deliveries, Inc., both 
of Chicago, had fines imposed on them 
totaling $750 and $39.96 in costs, De- 
cember 6, following their separate pleas 
of guilty to an information charging 
them with fraudulently seeking to evade 
and defeat regulation by means of issu- 
ing false and fictitious freight bills and 
delivery receipts. The fines and costs 
were required to be paid. Dennis Truck 
Lines was fined $500, and Suburban De- 
liveries, $250. 

Western Wisconsin district, at Madi- 
son. Fines totaling $790 were imposed, 
December 5, on Fiore Coal & Oil Co., of 
Madison, a private carrier, and Robert 
Bridge, Lloyd G. Farr, J. Fay Flint, 
Clarence Gleason, Russell V. Good, 
Clarence P. Holcomb, Harley G. Steele, 
Richard Snell, and Ray Olson, drivers, 
following their pleas of nolo contendere 
to separate informations charging them 
with violations of part II of the act. 
Fiore Coal & Oil Co. was charged with 
failing to require its drivers to keep 
drivers’ logs in the form and manner 
prescribed by the Commission when 
transporting petroleum products. The 
driver defendants were charged with 
failing to keep their drivers’ logs. Fiore 
was fined $700. The driver defendants 
were fined $10 each. All fines were re- 
quired to be paid. 

Northern Oklahoma district, at Tulsa. 
Van David Stone, dba Van Stone Truck- 
ing Co., of Tulsa, was fined $265, De- 
cember 8, following his plea of guilty to 
an information charging him with oper- 
ating as a common carrier of property 
for compensation without a certificate 
authorizing him to engage in such opera- 
tions.: The fine was required to be paid. 

Massachusetts district, at Boston. Su- 
perior Motor Transportation Co., Inc., 
of Cambridge, Mass., was fined $1,750, 
December 12, following entry of its plea 
of guilty to 9 counts and of nolo con- 
tendere to 15 counts of an information 
charging it with violations of part IT of 
the act. The defendant was charged 
with operating as a common carrier of 
property for compensation without a 
certificate authorizing the described op- 
erations; with failing to require its driv- 
ers to keep logs; with failing to have in 
its files doctors’ certificates of physical 
examination of new drivers; with fail- 
ing to make full, true and correct en- 
tries in accounts and falsifying accounts 
required to be kept by the Commission; 
and with falsifying a quarterly report of 
revenues, expenses and statistics to the 
Commission. The fine was paid. 

Kansas district, at Dodge City. Crouse 
Truck Line, Inc., of Dodge City, was 
fined $200 and costs, December 11, fol- 
lowing its plea of guilty to an informa- 
tion charging it with operating as a 
common carrier for compensation with- 
out a certificate authorizing the described 
operations; with permitting and requir- 
ing its drivers to operate motor vehicles 
for excessive daily hours, and with fail- 
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ing to have in its files a doctor’s certifi- 
cate of physical examination for a new 
driver. The fine and costs were required 
to be paid. 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 
Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


United States District Court, D. Dela- 
ware 

Where Federal Government in ship- 
ping goods selects ordinary commercial 
bills of lading rather than government 
bills of lading, government stands in 
same position as any other shipper as 
regards liability for freight charges. 

The consignor of goods is primarily 
liable for freight charges and all other 
lawful charges unless bill of lading pro- 
vides otherwise. 

To rebut inference of shipper’s promise 
to pay freight charges it must be shown 
by bill of lading or otherwise that 
shipper was not acting in his own be- 
half, that such fact was known to car- 
rier, anf that parties intended not only 
that consignee should assume an obli- 
gation to pay, but that shipper should 
not assume any liability whatsoever, or 
the he should assume only a secondary 
liability. 

Where government shipped goods by 
railroad on ordinary commercial bills 
of lading rather than on government 
bills of lading, and railroads over whose 
lines goods were transported were not 
notified of contract whereunder goods 
has been sold to consignee, and did not 
know government was acting merely as 
agent of consignee, and consignee re- 
fused to pay freight charges, govern- 
ment was liable for freight charges. 


Generally interest is not allowable on 
claims against the government unless 
it has so stipulated to pay interest, has 
agreed by contract, or the right is given 
by statute. (Southern Pac. Co. v. United 
States, 93 F. Supp. 411). 


Supreme Court of Nebraska 


Where State Railway Commission has 
issued certificate of public convenience 
and necessity, application by another to 
acquire operating rights thereunder 
comes within the statutes requiring 
written application and notice to all in- 
terested parties. R. R. S. 1943, Secs. 
75-229, 75-230. 

Record of hearing before State Rail- 
way Commission on application of truck- 
ing firm for certificate of convenience 
and necessity, and evidence on hearing 
of motion for leave to file petition for 
reconsideration, reopening and vacation 
of order granting certificate, established 
that hearing on the application for cer- 
tificate was had pursuant to notice by 
mail served upon all interested parties. 
R.R.S. 1943 Secs. 75-229, 75-230, 75-240. 

Orders of State Railway Commission 
revoking sellers’ certificate of convenience 
and necessity to operate as motor car- 
rier and granting certificate to buyer 
who sought to acquire sellers’ intrastate 
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operating rights and to obtain author- 
ity to operate as successor in interest, 
made after due notice and hearing, and 
subsequent order overruling motion for 
leave to file petition for reconsideration 
of the order, were not arbitrary or un- 
reasonable. R, R. S. 1943, Sects. 75-229, 
75-230. 

Where valid and enforceable order of 
State Railway Commissions granting cer- 
tificate of necessity and convenience to 
trucking firm was issued and no appeal 
was taken, order was not subject to col- 
lateral attack. R. R. S. 1943, Sec. 75-229, 
75-230. (Application of M. & S. Trans- 
port Co., N.W.2d 585). 


Supreme Court of Nebraska 


In construing a statute, legislative in- 
tention is to be determined from a 
general consideration of whole act with 
reference to subject matter to which it 
applies and particular topic under which 
language in question is found, and intent 
as deduced from whole will prevail over 
that of a particular part considered sep- 
arately. 

Provided that the interpretation of a 
statute is reasonable and not in conflict 
with legislative intent, it is a cardinal 
rule of construction of statute that effect 
must be given, if possible, to whole stat- 
ute and every part thereof, and it is duty 
of court, so far as practicable, to reconcile 
different provisions so as to make them 
consistent, harmonious, and sensible. 

Just as an interpretation which gives 
effect to statute will be chosen instead 
of one which defeats it, so an interpre- 
tation which gives effect to entire lan- 
guage will be selected as against one 
which does not. 

Under statute authorizing railway com- 
mission to authorize, on just and reason- 
able terms and conditions, consolidation, 
etc., of properties of motor carriers for 
purpose of ownership, management, or 
operation thereof and providing that it 
shall be lawful under specified but under 
no other conditions for any “such motor 
carrier” or two or more such carriers 
jointly to acquire control of another such 
carrier through purchase of its stock, 
quoted words mean a motor carrier in 
intrastate commerce and railway com- 
mission was without authority to approve 
application of interstate carrier to pur- 
chase stock of intrastate carrier. R.R.S. 
1943, Secs. 75-222 to 75-250, 75-223, 75-224, 
75-233, 75-240. 

Where legislative intent is left in doubt 
by failure to clearly express it in act, 
resort may be had to title as an aid to 
discovery of such intent. (Application of 
Silberman, 44 N.W.2d 595). 


United States Court of Appeals, Eighth 
Circuit 


Under Federal Motor Carriers Act 
precise delineation of area and specifica- 
tion of localities which may be served by 
interstate motor carrier are within ex- 
clusive jurisdiction of Interstate Com- 
merce Commission. Interstate Commerce 
Act, Sec. 208, 49 U.S.C.A. Sec. 308. 

In proceedings under statute author- 
izing Interstate Commerce Commission 
to apply to district court for enforce- 
ment of certificate of public necessity and 
convenience granted to interstate motor 
carrier where carrier is operating in vio- 
lation of certificate, court may not usurp 
jurisdiction of Commission by granting 
carrier authority which Commission has 


“denied. Interstate Commerce Act, Sec. 
222(b), 49 U.S.C.A. Sec. 322(b). 

Suit brought by Interstate Commerce 
Commission for injunction to compel 
interstate motor carrier to desist from 
further violations of certificate of public 
necessity and convenience granted to 
carrier could not be converted by carrier 
into a direct attack on validity of order 
of Commission evidenced by certificate. 
Interstate Commerce Act, Sec. 222(b), 49 
U.S.C.A. Sec. 322(b). 

Interpretation by Interstate Commerce 
Commission as to whether certificate of 
public necessity and convenience granted 
to interstate motor carrier authorized 
carrier to transport through shipments 
from a point of origin in its irregular 
route radial territory to a point on its 
regular route, thence over its authorized 
regular route to another point thereon, 
and thence to a destination in another 
portion of its irregular route territory, 
was conclusive on court in action by 
Commission for injunction to compel 
carrier to desist from further violations 
of authority granted by certificate. In- 
terstate Commerce Act, Sec. 222(b), 49 
U.S.C.A. Sec. 322(b). (Southwest Freight 
Lines v. Interstate Commerce Commis- 
sion, 184 F. 2d 149). 


Supreme Court of Utah 

Evidence sustained Public Service 
Commission’s order amending certificate 
of convenience and necessity, authorizing 
holder to operate as common carrier by 
motor vehicle for transportation of com- 
modities requiring special equipment or 
service between points within certain 
counties, so as to authorize operation 
throughout state from or to points within 
such counties and one additional county. 
(Uintah Freight Lines v. Public Service 
Commission, 223 P. 2d 408). 


United States Court of Appeals 

To insure public equality measure of 
a carrier’s obligation under a tariff could 
not be permitted to be enlarged by ex- 
ception in individual cases, through 
either waiver or estoppel. 

While policy of preventing discrimi- 
nations imposes upon both carriers and 
shippers the requirement of strict ad- 
herence to valid tariff provisions, ship- 
per’s obligation necessarily is subject to 
condition that tariff be clear, and any 
ambiguity will be resolved against 
carrier. 

Any claimed ambiguity or doubt in 
meaning as to any provision in a tariff 
schedule must have a substantial and not 
a mere arguable basis so as to resolve 
any doubt against carrier. 

Where shipper telephoned carrier’s 
agent an order for livestock cars and 
carrier’s agent acknowledged order by 
letter but shipper gave no written con- 
firmation of oral order, under tariff 
schedule providing that orders for cars 
must be placed with carrier’s agent in 
writing a reasonable time in advance 
and that for convenience cars may be 
ordered by telephone, in which case 
confirmation must be given in writing, 
shipper was not entitled to damages for 
failure of carrier to furnish cars as or- 
dered, since confirmation required by 
tariff schedule was a written confirma- 
tion by shipper of oral order and not 
written acknowledgment of order by car- 
rier’s agent. 

All related clauses of a tariff provision 
must be read and considered together 
and only where there is a reasonable 
doubt in meaning on the whole can there 
be said to be an ambiguity. (Christensen 
v. Northern Pac. Ry. Co., 184 F. 2d 534). 


SHIPPING DECISIONS 


Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing —-_ St. Paul, Minn. Copy- 
right, 1947, by est Publishing Company. 


United States District Court, E. D. Vir- 
ginia, Norfolk Division 


In proceedings between shipper and 
shipping company, ship was held to have 
revealed her own unseaworthiness when 
sea water leaked into her cargo through 
loose rivets in her bottom and through 
crack in port bow plate after passing 
through storm which in intensity and 
duration was but typical and seasonal, 
and shipowners failed to sustain burden 
of proving exercise of due diligence. Car- 
riage of Goods by Sea Act, Sec. 4, 
46 U. S. C. A. Sec. 1304. (Southwestern 
Sugar & M. Co. v. Artemis M. Co., 92 
F. Supp. 631.) 


United States District Court, S. D. Texas, 
Galveston Division 


Evidence established that water dam- 
age to shipment of sugar from Cuba to 
United States was caused by break in 
pipe due to its unsound condition, pres- 
ence of a nut in valve and small hole in 
bulkhead, all of which was the result of 
negligence of owner and those in charge 
of vessel and rendered vessel unsea- 
worthy at time cargo was loaded and 
thereafter vessel and owner thereof were 
liable for such damage, notwithstanding 
provisions in bill of lading and charter 
for exemption from liability. Harter Act, 
46 U. S. C. A. Sec. 190 et seq.; Carriage 
of Goods by Sea Act, Secs. 3(6), 4, 11, 46 
U.S. C. A. Secs. 1303(6), 1304, 1310. (Im- 
perial Sugar Co. v. Bright Star S. S. Co., 
92 F. Supp. 693.) 


United States District Court, 
New York 


Charterer’s designation of “Boston 
Harbor Hingham Bay Anchorage” was a 
sufficiently precise designation of place 
for vessel under clause of charter party 
that vessel was to discharge at any safe 


S. D. 


‘place designated and procured by char- 


terer, where anchorage was not suff- 
ciently large to accommodate more than 
one vessel and any place in the bay was 
of equal commercial value for discharge. 

Charterer fulfilled obligation under 
safe berth clause of charter party to 
“procure” safe place for discharge by 
designating a bay in harbor which was 
available to all vessels without necessity 
of making special arrangements. 

Where clause of charter party that 
vessel was to discharge at any safe place 
designated and procured by charterer 
did not require charterer to designate or 
procure exact spot within designated bay 
at which vessel was to anchor, the pilot 
employed by managing owner and select- 
ing anchorage in bay was not performing 
charterer’s work, as respect applicability 
of borrowed servant doctrine in deter- 
mining charterer’s liability for damages 
for grounding of vessel in such bay. 

A pilot selecting anchorage for char- 
tered vessel was employee of managing 
owner of vessel, so that any fault of pilot 
in selecting anchorage was attributable 
to owner and not to charterer of vessel 
under charter party providing that vessel 
was to discharge at any safe place desig- 
nated and procured by charterer, where 
owner informed pilots’ association of ex- 
pected arrival of vessel and that vessel 
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was destined for particular bay and 
owner paid the bill for pilotage. 

Under clause in charter party that 
vessel was to discharge at any safe place 
designated and procured by charterer, 
charterer assumed responsibility for all 
damages arising from reasonably fore- 
seeable hazards at those spots in bay 
designated by charterer at which vessel 
of size, type and draft of chartered ves- 
sel would be anchored in exercise of rea- 
sonable care, where chartered vessel 
could have been anchored at certain 
spots in bay without danger. 

A pilot who was an expert on a par- 
ticular bay would be presumed to have 
known the location of shallow spots 
which were indicated on the current 
charts. 

The grounding of vessel on rocks whose 
presence was unknown would not relieve 
pilot of fault, where pilot anchored ves- 
sel in position in which vessel could 
easily ground on basis of available facts 
and vessel did in fact ground at or 
about such spot. 

Charterer was not responsible for dam- 
ages sustained when chartered vessel 
grounded at anchorage, where pilot did 
not act with reasonable care in selecting 
anchorage and pilot was employed by 
managing owner and was performing 
work of managing owner and pilot’s fault 
was attributable to managing owner. 
(Park §S. S. Co. v. Cities Service Oil Co., 
93 F. Supp. 201). 



































LOSS AND DAMAGE DECISIONS 


Traffic Cases Recently Decided by State and 
Federal Courts 







Digests taken from Reporters and Digests of 
National Reporter System, published by West 






Paul, Minn. Copy- 
Publishing Company. 
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Loss of or Injury to Goods 
Supreme Court of Texas 

In action against carrier for damage 
to interstate shipment of tomatoes, where 
trial judge found that delays which oc- 
curred after departure of shipment from 
a stopover en route and which were ones 
attributable to carrier did not materially 
injure tomatoes, he found that they had 
no influence or effect on damage suf- 
fered by tomatoes, that they were not 
entitled to his consideration in deter- 
mining merits of shipper’s claim and 
that they did not and could not effect 
determination of case, and trial judge’s 
conclusion as to legal effect of his find- 
ings, was correct. 

In action against carrier for damage 
to interstate shipment of tomatoes, where 
there was a dispute in testimony either 
as to whether matters referred to in 
shipper’s requested findings regarding 
alleged improper ventilation of railroad 
car and failure to notify shipper imme- 
diately on expiration of 72 hours after 
car arrived in city en route, or as to 
whether they caused any material in- 
jury to tomatoes, refusal of trial court 
to make findings amounted to a finding 
against shipper’s contentions. 

Where carrier did not give shipper 
formal notice of nondelivery of interstate 
shipment of tomatoes immediately after 
expiration of 72 hours following car’s ar- 
rival in certain city, but shipper was 
consignee of car and its sales manager 
testifying as a witness for shipper, said 
that he got almost daily market reports 
from one of largest produce houses in 
city, and record showed that produce 
house inspected car at shipper’s request 













































27 hours and five minutes after its ar- 
rival, shipper was not hurt by carrier’s 
failure to give further notice after 172 
hours. (Thompson v. Lee Roy Crawford 
Produce Co., 233 S. W. 2d 295). 


Superior Court of Pennsylvania 

Bills of lading issued by interstate 
common carrier calling for declared 
value to be stated by shipper, but with 
space for such declaration left blank 
and unsigned, did not meet statutory 
requirement as to a “value declared or 
agreed upon in writing” as released value 
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so as to limit carrier’s liability for un- 
delivered shipments, and portion of no- 
tice contained in bills of lading stating 
that on articles described in specified 
Interstate Commerce Commission Re- 
leased Rate Orders liability of carrier 
was limited as specified in notice, and 
that transportation charge would be 
greater if a greater valuation was de- 
clared, was not sufficient to spell out an 
agreement. Interstate Commerce Act, 
Sec. 20(11), as amended, 49 U. S. C. A. 
Sec. 20(11). (Paramount Dress Co. v. 
Kirby & Kirby, Inc., 76 A. 2d 432). 


TRANSPORTATION 
LEGISLATION 





Senate Passes Bill Calling 


For Treaties on Air Rights 


The Senate has passed and sent to the 
House S. 12, a bill to amend the civil 
aeronautics act so as to prohibit the 
making of agreements, except by treaty, 
between the United States government 
and governments of foreign countries 
covering the granting of rights to for- 
eign air carriers to operate into and out 
of the United States or the entry of the 
United States into any international 
aviation organization. 

The bill would add to section 802 of the 
civil aeronautics act of 1938 the follow- 
ing new provision: 

“No agreement with any foreign gov- 
ernment restricting the right of the 
United States or its nationals to engage 
in air transport operations, or generally 
granting to any foreign government or 
its nationals or to any airline repre- 
senting any foreign government any 
right or rights to operate in air trans- 
portation or air commerce other than 
as a foreign air carrier in accordance 
with the provisions of the civil aero- 
nautics act of 1938, or respecting the 
formation of or the participation of the 
United States in any international or- 
ganization for regulation or control of 
international aviation or any phases 
thereof, shall be made or entered into by 
or on behalf of the government of the 
United States except by treaty.” 

Controversy over negotiation of avia- 
tion agreements between the United 
States and foreign countries, without 
submittal of such agreements to the 
Senate for the ratification or rejection 
required with respect to treaties, was 
renewed last year when, under an agree- 
ment between the United States and 
Canada, competition was established for 
Colonial Airlines on a US.-Canada 
route over which it had operated for 
years without competition from other 
scheduled air carriers. 





Sale of U.S.-Owned Vessels 


Senator Thomas, of Oklahoma, has 
introduced S. 4247, a bill to authorize the 
sale of certain vessels under the jurisdic- 
tion and control of the Maritime Admin- 
istration to ship-owning cooperatives. 
The term “ship-owning cooperative” is 
defined in the bill as any corporation or 
unincorporated association “(1) which 


is duly organized under the law of any 
state for the purpose of purchasing, 
owning, and operating an ocean-going 
vessel of a designated type; (2) which has 
one and only one class of stock or mem- 
bership capital; and (3) not less than 
75 per cent of the stock or membership 
capital of which is owned by citizens of 
the United States (A) who together com- 
prise a full complement of qualified sea- 
men (including master, officers, and 
crew) for the type of vessel to be pur- 
chased and (B) by whom the vessel 
purchased will be manned and oper- 
ated.” 





Congress Passes Measure 
Changing Method of Review 
Of Maritime Agency Orders 


The Senate has passed H.R. 5487, a 
bill changing the method of review by 
the courts of certain orders of the Fed- 
eral Communications Commission, the 
U. S. Maritime Commission or its suc- 
cessor agencies, the Maritime Admin- 
istration and. the Federal Maritime 
Board, and the Department of Agricul- 
ture, with amendments, making nec- 
essary further consideration of the bill 
by the House. 

Action by Congress on the measure 
was completed and the bill was cleared 
for transmittal to the White House De- 
cember 18, when the House accepted the 
Senate amendments. 

Explaining the provisions of the bill, 
Senator McCarran, of Nevada, chair- 
man of the Senate judiciary committee, 
said in the Senate that the orders cov- 
ered by the bill were at present review- 
able “in a trial de novo by a district 
court before three judges, at least one 
of whom must be a circuit judge, with 
a right to appeal to the Supreme Court.” 

“This bill,” he continued, “will make 
those orders reviewable by appeal to the 
circuit court of appeals on the rec- 
ord made before the agency. Review 
by the Supreme Court would be certi- 
orari only. 

“The present mode of review has of- 
ten disrupted the ordinary conduct of 
litigation by the district courts by re- 
quiring the attendance of three judges 
during the conduct of a trial when one 
would be sufficient. The right of appeal 
from the three-judge court directly 
to the Supreme Court has also forced 
the Supreme Court to consider cases 
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where the questions involved were only 
of minor importance. 

“This change made by this bill is in 
accordance with the methods of review 
of orders of the Federal Trade Commis- 
sion, the Securities and Exchange Com- 
mission, and the National Labor Rela- 
tions Board. It is designed to accom- 
plish a saving in judicial time and en- 
ergy while still preserving the rights of 
the parties .. .” 

Among amendments to the bill ap- 
proved by the Senate was one inserting, 
under the heading, “Scope of Review,” 
the following provision: 

“The findings of the agency as to the 
facts, if supported by substantial evi- 
dence, shall be conclusive. No objection 
to the order of the agency shall be con- 
sidered by the court unless such objec- 
tion shall have been urged before the 
agency or unless there were reasonable 
grounds for failure to do so.” 


Yugoslav Aid Bill Includes 
U.S.-Flag Shipping Proviso 


Satisfaction has been expressed by the 
National Federation of American Ship- 
ping because of the fact that a provi- 
sion that not less than 50 per cent of 
the cargoes financed under the authori- 
zation contained in the bill should be 
transported in American-flag ships has 
been included in the measure to provide 
emergency relief for Yugoslavia (S. 4234), 
which Congress has passed. 

The federation said that the writing 
of the so-called “50-50” provision into 
the bill was in accord with “a policy 
established in the E.C.A. acts and uni- 
formly followed in the military aid pro- 
gram subsequently.” 

“In the face of protests from foreign 
shipping interests, supported in certain 
instances by our own State Department, 
the Congress has again reaffirmed this 
policy,” it said. “It must be. realized that 
these aid programs represent the gen- 
erosity of the American people; that 
such commodities largely displace com- 
mercial cargoes; and that very little 
business would otherwise be offering to 
sustain the American shipping services.” 

The federation said there was evidence 
of the value of the privately-owned 
American merchant marine in official 
reports showing that more than 80 per 
cent of all military-support supplies and 
commodities for the United Nations 
forces in Korea had been delivered by 
privately-owned U.S.-flag vessels, while 
14 per cent had been transported by US. 
government ships and 6 per cent by for- 
eign-flag vessels. 





Senate Group Would Clarify 


Law on Freight Absorption 


Enactment of legislation by the Eighty- 
second Congress to “clarify the right of 
sellers to competitive freight absorption” 
has been recommended in a report by 
the Senate interstate and foreign com- 
merce committee on competiive freight 
absorption. The document is identified 
as Senate report No. 2627, Eighty-first 
Congress. 

The committee said it had directed 
its staff to prepare remedial legislation 
along the lines recommended in the 
report. 

“Those who consider clarifiying freight 


absorption legislation unnecesary can- 
not have the interests of the buyers in 
mind,” the committee said. “Buyers are 
in generai small-business men. When 
the law prevents manufacturers from 
absorbing freight, it denies buyers the 
advantage of their supplier paying a 
part of the cost of transportation. 


“This is particularly important during 
perioas sucn as the present when sup- 
plies are short. To prohibit freight ab- 
sorption at this time is to benefit the 
sellers and to penalize the customers. 
This seems unfair, unaesirable, and con- 


. trary to the public interest. 


“The Federai Trade Commission says 
that it can only administer the laws 
passed by Congress and cannot clarify 
confusion inherent in the laws. The 
Congress cannot avoid its responsibility 
to the people to legislate the laws of 
tne nation by relying upon an adminis- 
trative agency to ciarify a chaotically 
confused situation. 

“For almost three years businessmen 
have been terribly confused as_ to 
whether they can lawfully absorb freight. 
Much of this confusion—conceded by 
everyone to exist—is directly attributable 
to the Federal Trade Commission. It 
must accept responsibility for the ad- 
verse effects on our economy of this 
confusion. This makes it reasonably cer- 
tain that clarification cannot be feasi- 
bly achieved at that agency...” 


Bill to Clarify Status 
Of Forwarders Signed 


President Truman on December 20 
signed H.R. 5967, the bill to amend the 
interstate commerce act so as to clarify 
the status of freight forwarders and 
their relationship with motor carriers 
(T.W., Aug. 12, p. 17, Sept. 30, p. 48, 
and Dec. 9, p. 13). 

Under provisions of the new act, for- 
warders are defined legally as “common 
carriers” and are permitted to enter into 
contracts with motor common carriers 
for transportation of forwarder ship- 
ments in terminal-to-terminal service, in 
which the compensation paid the motor 
carriers by the forwarders might be less 
than the published rates of the motor 
carriers for similar service performed for 
the public if the motor haul is less than 
450 miles. 


In the case of motor hauls for forward- 
ers between forwarder terminals over 
a distance of 450 miles or more, the bill 
provides that the forwarder-motor con- 
tracts shall not permit payment to the 
motor common carriers of compensation 
“lower than would be received under 
rates and charges published under part 
II of the act.” Such contracts must 
be filed with the Commission, under the 
new act, and the Commission is em- 
powered to prescribe the terms, condi- 
tions and compensation in such con- 
tracts if, after hearing on complaint or 
on its own initiative, it finds that the 
contract terms, etc., are not just, reason- 
able or equitable, that they unduly prefer 
or prejudice any of the participants in 
the contract or any other freight for- 
warder, or that they are not consistent 
with the national transportation policy. 


Existing arrangements between for- 
warders and motor carriers with respect 
to compensation for terminal-to-terminal 
transport service are permitted to re- 
main in effect, Under a provision of the 
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new act, for nine months after the date 
of its enactment. 

The forwarders sought enactment of 
H.R. 5967 so as to nullify that part of 
an order of the Commission which would 
have prohibited the use of motor carrier 
service by the forwarders between for- 
warder terminals at compensation lower 
than the published rates of the motor 
carriers. During the pendency of the 
legislation in Congress, the Commission 
has postponed the effective date of its 
order from time to time. 





Waiver of Navigation Laws 


The Senate has passed and sent to the 
President H.R. 9681, a bill granting au- 
thority to the head of each department 
or agency responsible for enforcement of 
the navigation and vessel-inspection laws 
to waive compliance with such laws in 
the interest of national defense. In its 
report on the bill, the Senate interstate 
and foreign commerce committee said 
the legislation had been drafted to permit 
the head of a department or agency other 
than the Secretary of the Treasury. 
(acting through officials of the Coast 
Guard or Bureau of Customs) to grant 
navigation-law and vessel-inspection-law 
waivers “in contemplation of the Coast 
Guard being transferred to the Navy 
Department in times of an emergency or 
a state of war.” It said that “the move- 
ment of troops and supplies to Korea 
makes urgent the need for this legisla- 
tion.” 


LABOR NEWS 


Pullman Conductors Ask 


$90 Monthly Wage Boost 


The Order of Railway Conductors has 
served a demand on the Pullman Co. for 
a monthly wage increase of $90, to be- 
come effective January 9. A_ union 
spokesman said that the demand was 
largely motivated by the recent steep 
rise in prices. 

The increase, if granted in full, would 
cost Pullman approximately $2,000,000 
annually, a company representative es- 
timated. 

The union and Pullman are currently 
involved in another dispute over work- 
ing rules, and are seeking to negotiate 
a settlement on the basis of a report 
issued by an emergency board (T.W., 
Nov. 11, p. 59). 





Railroads Need Help 
Says R.R.B. Head 


Approximately 4,000 skilled trades 
journeymen are now needed by the na- 
tion’s railroads to help accelerate the 
railroad carbuilding and car and locomo- 
tive repair programs, William J. Ken- 
nedy, chairman of the Railroad Retire- 
ment Board, said this week. 


Mr. Kennedy stated that experienced 
carmen, machinists, boilermakers, pipe- 
fitters and other journeymen mechanics 
were urgently needed at many locations. 
He also declared that there were open- 
ings for telegraphers, signalmen and 
train dispatchers, as well as experienced 
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” The M.s ST. L. 
RAILWAY 


Winter has come to the Great Midwest and 
the white of glistening snow has followed the 
red and gold of Autumn in forest, field and 
meadow. The Midwest has done a good job of storing fuel 
for the cold months but big stocks have to be maintained. 

As in most regions, Coal is the great basic fuel for heat 
and power in Minnesota, South Dakota, Iowa and Illinois, 
the four states served by 
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The Minneapolis & St. Louis Railway 


Coal therefore ranks high among freight commodities trans- 

ported by the M. & St. L. The Railway hauls Coal from two 

would large mines that it serves directly in Illinois; and delivers 

000,000 iy strings of loaded cars, received from connecting roads at 
ive es- : : ; ; " 

A the time-saving Peoria Gateway, to industries and Coal 
rrently 4 yards throughout its great fuel-consuming territory. 

Berna Ya In 1949, the M. & St. L. transported nearly 2,000,000 
report | tons of Coal. This was less than in most recent years but 
inate fy the 1950 tonnage is larger. 

He M. & St. L. Coal carrying equipment includes about a 

y thousand gondola and hopper cars—all new in the past 


five years and all in 


Fast Preight Serwéice For Producers, 


Distributors and Consumers of Coal 
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READ 
**Mileposts on the Prairie”’ 
the story of The Minne- 
——— St. Louis Rail- 

, a great railroad book 
tw ‘rank P. Donovan, Jr. 
At your bookstore or 
Simmons-Boardman 
Publishing Corp., 30 
Church Street, New York 
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Better Fork-T ruck Loading in 
Boxcars with this Stencil 


NOTICE TO SHIPPERS 


THIS CAR TS EQUIPPED WITH A 


\———_— /—_—_—__——“-— 
MOXAILABLE(E STEEL (@ FLOOR « 


SECURE BLOCKING 
JY NAILING INTO GROOVES 
BETWEEN THE FLOOR CHANNELS 


hd 20) PE ILS 


¢ No break-throughs 
¢ No holes to patch 
¢ No wheel-slippage 


GREAT LAKES STEEL 
CORPORATION 
Steel Floor Division 

Ecorse, Detroit 29, Mich. 


UNIT OF NATIONAL STEEL CORPORATION 


PATENTS PENDING 





* Pacific Coast Ports to, 
» East Coast South America , 


Your cargoes consigned via Paci- »% 
fic-Argentine-Brazil Line get ex- 
pert handling on fast C-3 ships. 
P&T offices in principal cities. Ask 
for schedules; also market-building 
data. 





Pacific-Argentine-Brazil Line 
Pacific West Indies-Puerto Rico 
Pacific and Atlantic Intercoastal 


Executive Offices + San Francisco 4 


+ + + + + + F FF HF F 








TRAFFIC Wortp Decer 
and qualified employes in occupations board had offices in principal railroad at 
other than skilled trades. cities throughout the United States, and - 4. 

“Experienced former railroad employes applicants who could not call at a board ¢ ce ' 
qualified in any of these occupations who office might make written application to ate 
are interested in railroad employment. any office of the board. Regional offices a 
should get in touch with the nearest were located in Atlanta, New York City, 371, 
office of the Railroad Retirement Board,” Cleveland, Chicago, Dallas, Kansas City, train, 
Mr. Kennedy said. Minneapolis, Denver and San Francisco, ae 

Mr. Kennedy pointed out that the he added. te 

Car 
STATISTICS As | 
Sho 
“Ay 
; ‘ load 
— . of Class I railroads in 1949, regardless 
Commission Issues Lists of of salary, plus all others whose compen- = 
H sation for the year aggregated $20,000 or 
Best Paid Officer Ss, Etc., more was designated as table C in the sates 
° statement. The officers, etc., in this list ; 
On Class Railroads were designated by title but not by name, | 

Comprising a list for the year 1949 and the amount of compensation each ment 
of the five highest-salaried officers, di- of them received was shown. Th 
rectors or other persons on the payrolls “There were 878 officers, directors, etc., ee 
of each Class I railroad of the United so reported, and their salary at the close ~ i 
States, plus all other persons whose com- of the year plus all other compensation eho 
pensation in railroad service whose com- received during the year amounted to ons 
pensation for the year totaled $20,000 $20,184,180, or an average of $22,989 per chars 
or more were 848 individuals, according person for the year,” said the bureau. a | 
to a statistical statement issued by the “In some instances, some or all of the reps 
Commission’s Bureau of Transport Eco- five officials did not receive as much as cae 
nomics and Statistics. $20,000 per annum per person. The cor- traffi 

The 36-page compilation is identified responding figures for 1948 were 845 of- both 
as Statement No. 5060, Compensation of ficers, directors, etc.; aggregate com- . 
Officers, Directors, Etc——Class I Line- pensation $19,522,098, with an average of a It 
Haul Railways and Class I Switching $23,103.” ane that 
and Terminal Companies, 1949. The number of individuals listed by a 


It was shown in a table in the state- 
ment that the number of persons on 
Class I railroad payrolls whose salary 
at the close of 1949, plus other compensa- 
tion received during the year, was in 
excess of $20,000 was 518, as against 488 
in 1948, 450 in 1947, 306 in 1943 and 298 
in 1942. The amounts those 518 per- 
sons received in 1949, the bureau said, 
totaled $16,455,737, or an average salary 
of $31,768 a person for the year, as 
against a total of $15,788,223 and an 
average of $32,353 for 1948. 

“In comparison with the year 1942,” 
said the bureau, “the number of such 
persons increased 73.83 per cent: their 
aggregate compensation increased 80.62 
per cent; and the yearly average com- 
pensation was increased 3.91 per cent.” 

Persons in railroad service who re- 
ceived salaries of $20,000 or more at 
the close of 1949 totaled 510, it was 
shown in another table (table B), re- 
produced herewith. 

The list showing the five highest-paid 
Officers, directors, pensioners or employes 


individual roads ranged from the mini- 
mum of five to a total of 68, in the case 
of one large railroad, and all 68 received 
compensation of $20,000 or more for 1949. 
Among the five highest-paid officials 
listed by some of the smaller roads were 
some whose salaries were as low as $540, 
$600 and $900. Compensation received 
by the highest-paid railroad executives 
was shown to exceed $75,000 in some 
cases, with $128,500 as the top figure. 


Rail Employment 


Railroad employes as of the middle of 
of November, 1950, totaled 1,297,107, an 
increase of 15.96 per cent as compared 
with November, 1949, and an increase of 
nine one-hundredths of one per cent, as 
compared with October, 1950, according 
to a compilation by the Commission’s 
Bureau of Transport Economics and Sta- 
tistics. 

The reported employment was broken 
down as follows: Executives, officials, 











Table B 
Persons Receiving Salary of $20,000 or More at Close of Year 1949, Classified by Salary Groups ap) 
(Excludes Other Compensation Received During the Year) 
(Class | Line-Haul Railways and Class | Switching & Terminal Cos.) int 
Number 
Salary group of Per cent Aggregate Per cent 
persons salary 
$20,000—$24,999 214 41.96 $4,606,557 28.73 | 
25,000— 29,999 105 20.59 2,749,100 17.14 } 
30,000— 39,000 88 17.26 2,902,804 18.10 \ 
40,000— 49,999 43 8.43 1,812,800 11.31 
50,000— 59,999 23 4.51 1,181,000 7.37 
60,000— 69,999 15 2.94 905,000 5.64 
70,000 and over 22 4.31 1,878,500 11.71 
ME eiieide tices 510 100.00 16,035,761 100.00 
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and staff assistants, 15,312; professional, 
clerical, and general, 208,044; mainte- 
nance of way and structures, 262,355; 
maintenance of equipment and stores, 
371,701; transportation (other than 
train, engine, and yard), 151,197; trans- 
portation (yardmasters, switch-tenders, 
and hostlers), 16,031; and transportation 
(train and engine service), 267,467. 


Carload Traffic Rate Levels 
As Related to First Class 
Shown by I.C.C. Bureau 


“Approximately 41 per cent of all car- 
load traffic moves at rates below 10 per 
cent of the corresponding first-class 
rates and about 73 per cent at rates 
lower than 20 per cent of first-class 
rates,” said the Commission’s Bureau of 
Transport Economics and Statistics in the 
December issue of its “Monthly Com- 
ment on Transportation Statistics.” 


The bureau made that statement in 
the course of a discussion of the Com- 
mission’s waybill study. It referred to a 
table showing the percentage distribu- 
tion of carload traffic by the rate 
charged expressed as a percentage of 
the first-class rates. It said that in 
preparation of this table applicable first- 
class rates were used on interterritorial 
traffic as well as on intraterritorial traffic, 
both interstate and intrastate. 

“It should be noted,” it continued, 
“that although the rates are expressed 
here aS a percentage of the first-class 
rate, the data include traffic moving on 














havin 
with every railro 


A noteworthy distinction—for it certifies the 
application of “TRRA” routing on any carload 


interchanged via the fast St. Louis Gateway— 


TRRA the only carrier 


g direct connections 
ad entering 


St. Louis and East St. Louis 


The Right Route Always 


commodity rates as well as that moving 
on class rates or exception ratings. Since 
this distribution is a summary of aver- 
ages, it may not reflect exactly the dis- 
tribution of individual shipments but 
the important relationships will be 
preserved.” 

According to the bureau, the heaviest 
concentration of rates as to products of 
agriculture lay between 10 and 20 per 
cent of first class and included 62 per 
cent of the traffic. 

“This same percentage bracket,” it 
said, “also includes the greatest per- 
centage of traffic for products of forests 
and for manufactures and miscellaneous. 

“In the products of forests, however, 
about 97 per cent of the traffic moves at 
less than 20 per cent of the first-class 
rate while this range accounts. for only 
48 per cent of manufactures and mis- 
cellaneous. Of the products of mines, 87 
per cent moves at less than 10 per cent 
of first-class and practically all at less 
than 20 per cent. The average for animals 
and products is higher, about 50 per cent 
of the traffic moving in the 20 to 30 per 
cent of first class bracket. For freight 
forwarder traffic about 62 per cent moves 
in the 40 to 50 per cent of first class 
bracket ... 

“The (individual commodity) classes 
differ considerably both in the average 
percentage of the first-class rate and 
in the range of those percentages. For 
example, practically all of the iron ore 
moves at rates less than 10 per cent of 
first class, whereas passenger automobiles 
move at rates ranging all the way from 
20 per cent of first class to over 90 per 
cent of first class.” 

Elsewhere in its “comment” the bureau 












57 






said that “from information available at 
this time it appears that seven railroads 
have signed lease contracts with The 
Equitable Life Assurance Society of the 
United States covering the rental of 
16,400 freight cars with payments to be 
made over the 15-year period of the 
leases totaling $103,034,145.” 

“In addition,” it continued, “three 
roads have signed lease contracts with 
the society covering the rental of 206 
diesel locomotives with rentals aggre- 
gating $34,998,756 for the 15-year lease 
period.” 


The bureau showed that in the period 
of. 12 months ended with October, 1950, 
the Class I railroads had net income, 
after federal income taxes, of $711,049,000, 
as against $420,023,000 for the preceding 
12 months and $702,370,000 for the 12 
months ended with October, 1948. The 
net income of those railroads before 
deduction of federal income taxes was 
reported as $1,179,837,000 for 12 months 
ended with October, 1950, compared with 
$716,581,000 for the preceding 12 months 
and $1,124,111,000 for the 12 months 
ended October 30, 1948. 


Gross Capital Expenditures 


Estimates of gross capital expenditures 
for the first quarter of 1951 received from 
127 railroads (all but four of the Class I 
line-haul roads) totaled $305.4 million, 
or 43.6 per cent more than the actual 
expenditures reported by all the Class I 
roads for the first quarter of 1950; the 
bureau reported. 

“The indicated increase in expenditures 
for equipment,” it said, “is 49.2 per cent 
as compared with an increase of 27.0 
per cent in road. The four roads which 
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GREYVAN LINES, CHICAGO 10, ILLINOIS 
Affiliated with Greyhound Lines 


OF ACCURACY 
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IN FREIGHT RATES 
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NATIONAL FREIGHT 
RATE SERVICE 


Dowagiac, Michigan 


The only general freight rate book continu- 
ously under same management for 35 years. 








did not furnish estimates for the first 
quarter of 1951 made total actual expen- 
ditures of $15.5 million in the third 
quarter of 1950 (the latest figures avail- 
able), of which $5.5 million was for road 
and $10.0 million for equipment. 

“For the first nine months of 1950 
Class I roads reported gross capital ex- 
penditures for road and equipment in 
the amount of $768.1 million. Expendi- 
tures of $194.4 million for road and of 
$573.7 million for equipment were smaller 
than those made in the corresponding 
period of 1949 by 22.0 and 25.3 per cent, 
respectively. 

“Estimates furnished by 127 carriers 
for the fourth quarter of 1950 show 
anticipated expenditures of $83.3 million 
for road and $213.5 million for equipment. 
Both are somewhat above the level of 
the actual expenditures in the same 
quarter of 1949. These estimates com- 
bined with the actual figure for the first 
nine months indicate expenditures in the 
year 1950 of $277.7 million for road and 
$787.2 million for equipment. The total 
of about $1,065 million is 17.7 per cent 
below the total actual expenditures re- 
ported for the year 1949. The carriers’ 
figures also indicate that expenditures for 
road in 1950 will be about 13.3 per cent 
under those of 1949 and that equipment 
expenditures will show a decline of about 
19.2 per cent.” 





New Locomotive Additions 
Reported at Record Level 


Class I railroads installed in service 
more new locomotives in the first 11 
months of 1950. than in any correspond- 
ing period in the past 27 years and now 
have more new locomotives on order 
than at any other time in that period, 
according to the Association of Ameri- 
can Railroads. 


“New locomotives put in service in 
the first 11 months of 1950 totaled 2,132, 
of which 2,111 were diesel, 11 steam and 
10 electric,” it said. “In the same period 
last year, they installed 1,742, of which 
1,687 were diesel and 55 steam. Two 
hundred new locomotives, including 196 
diesel, 2 steam and 2 electric, were put 
in service in November this year. 


“Class I railroads on December 1 had 
1,657 new locomotives on order, of which 
1,634 were diesel, 17 steam and 6 elec- 
tric. On December 1 last year, there 
were 969 on order, which included 950 
diesel, 15 steam and 4 electric. In the 
first 11 months of 1950, Class I railroads 
placed orders for 2,891 new locomotives, 
also the greatest number for any cor- 
responding period since 1923. These in- 
cluded 334 new locomotives ordered in 
November this year. 


“The increase in the motive power 
supply of Class I railroads in 1950 com- 
pared with 27 years ago is much more 
than indicated by the number of loco- 
motives put in service, for the reason 
that the pulling power of the average 
new locomotive is 50 per cent greater 
than it was in 1923.” 





Freight Car Supply Report 


U.S. railroads ‘reported an average 
daily shortage of 12,128 freight cars and 
an average daily surplus of 7,611 freight 
cars for the week ended December 9, 
according to the car service division of 
the Association of American Railroads. 


TRAFFIC Wor.p 


The shortage was made up as follows: 
Plain box, 7,393; auto: box, 35; flat, 356; 
gondola, 2,686; hopper, 1.340 (includes 
80 covered); stock, 45; and miscellaneous, 
273. ‘There were no refrigerator cars 
reported in short supply. 

The surplus was made up as follows: 
Plain box, 1,273; auto box, 65; flat, 115; 
gondola, 693; hopper, 395 (includes 35 
covered); stock, 1,041; refrigerator, 3,578: 
and miscellaneous, 451. 





Rail Operating Revenues 
Up Over November, ‘49 


Based on advance reports from eighty- 
two Class I railroads, whose revenues 
represent 81.5 per cent of total operating 
revenues, the Association of American 
Railroads estimated that railroad oper- 
ating revenues of $677,887,831 in Novem- 
ber, 1950, increased 18.1 per cent com- 
pared with the same month in 1949. The 
estimate covered operating revenues 
only, and did not take operating ex- 
penses or other costs into account, said 
the A.A.R., adding: 


“Estimated freight revenue of $568, 
372,648 in November, 1950, was greater 
than in November, 1949, by 19.6 per cent. 
Estimated passenger revenue of $55,142,- 
281 increased 2.6 per cent. 

“Eastern District. Thirty-three Class I 
railroads, whose revenues represent 91.1 
per cent of total operating revenues in 
the Eastern District, estimated that their 
operating revenues of $331,715,821 in No- 
vember, 1950, increased above November, 
1949, by 21.3 per cent. Estimated freight 
revenue of $269,652,195 increased 24.1 
per cent, but estimated passenger rev- 
enue of $34,129,145 decreased 2 per cent. 

“Southern Region. Sixteen Class I 
railroads, whose revenues represent 170 
per cent of total operating revenues in 
the Southern Region, estimated that their 
operating revenues of $79,948,181 in No- 
vember, 1950, showed an increase of 16 
per cent above November, 1949. Esti- 
mated freight revenue of $69,006,151 in- 
creased 17.3 per cent, and estimated pas- 
senger revenue of $4,907,626 increased 7.7 
per cent. 

“Western District. Thirty-three Class I 
railroads, whose revenues represent 75.7 
per cent of total operating revenues in 
the Western District, estimated that their 
operating revenues of $266,223,829 in No- 
vember, 1950, were greater than in No- 
vember, 1949, by 14.9 per cent. Estimated 
freight revenue of $229,714,302 increased 
15.3 per cent, and estimated passenger 
revenue of $16,105,510 increased 12.2 per 
cent.” 





Leased Car Statistics 


The Commission, by its Bureau of 
Transport Economics and Statistics, has 
issued a summary of quarterly reports 
of persons furnishing cars to or on be- 
half of carriers by railroad or express 
companies, for the second quarter of 1950, 
statement Q-900. 

The data were compiled from 228 re- 
ports of car companies. They showed 4 
total of 258,839 cars owned at the close 
of the period, consisting of the follow- 
ing: Refrigerator, 110,942; petroleum tank 
cars, 122,975; other tank cars, 11,735; 
stock cars, 3,755; gondola and hopper 
cars, 6,947; other cars, 2,485. ; 

Of the cars owned by the reporting 
companies, a total of 13,378 were leased 
to railroads and express companies, and 
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70,649 were leased to “all others”, making 
a total of 84,027. Cars leased by the 
reporting companies from railroad and 
express companies at the end of the 
second quarter of 1950 totaled 550, and 
from “all others”, 20,357, a total of 
20,907, of which 1,297 were refrigerator 
cars, 8,448 petroleum tank cars, 10,531 
other tank cars, 62 stock cars, 464 gondola 
and hopper cars, and 103 other cars. 

Revenues received from hire of cars, 
pased on mileage, rental basis, or other 
car service basis, was as follows: Re- 
frigerator, $29,757,298; petroleum tank 
cars, $11,926,995; other tank cars, $901,- 
463; stock cars, $419,037; gondola and 
hopper cars, $518,881; other cars, $206,- 
339; total, $43,730,013. 


Rail Financial Data 


At the end of September, 1950, Class 
I railroads, exclusive of switching and 
terminal companies, had total current 
assets of $3,593,652,297, including $973,- 
738,249 in cash and $981,096,309 in tempo- 
rary cash investments, as compared with 
$3,017,995,876 at the end of September, 
1949, including $722,303,185 in cash and 
$756,987,199 in temporary cash invest- 
ments, according to a statement, M-125, 
selected income and balance sheet items 
of those roads, prepared by the Com- 
mission’s Bureau of Transport Economics. 

The statement showed that $149,512,274 
of funded debt would mature within six 
months of the end of September, 1950, as 
against $122,452,834 in the comparable 
1949 period. 

Total current liabilities stood at $2,- 
014,629,901 at the end of September, com- 
pared with $1,770,199,628 at the end of 
September, 1949. Included in the current 
liabilities was accrued tax liability of 
$752,972,970 at the end of September, 1950, 
as compared with $659,161,267 at the end 
of September, 1949. U. S. government 
taxes accounted for $551,524,315 of the 
accrued liability as of the end of Sep- 
tember, 1950, as against $4'76,339,791 at 
the end of September, 1949. 





Chicago Package Car Service 


Railroad package car service from 
Chicago in October continued to show 
a high rate of on-time deliveries, averag- 
ing 70.1 per cent on the 19,730 cars upon 
which reports were received, A. H. 
Schwietert, traffic director, Chicago As- 
sociation of Commerce and Industry, re- 
ported. 

Of the cars forwarded, 4,296, or 21.7 
per cent, were one day late, he reported; 
761 cars, or 3.8 per cent, were two days 
late; 499, or 2.5 per cent, three days late; 
178, or 0.9 per cent, four days late, and 
161, or 0.8 per cent, five or more days late. 

The on-time average in October, 1949, 
was 68.8 per cent. In the first ten months 
of 1950, 72.5 per cent of the railroad pack- 
age cars from Chicago have received on- 
time placement, compared with an aver- 
pee of 69.4 per cent in the same period of 
949. 





Pope & Talbot Bonus Award 


Pope & Talbot, Inc., west coast lumber 
and shipping firm established in San 
Francisco in 1849, has declared a bonus 
of one month’s salary to all monthly 
Salaried employes, according to George 
A. Pope, Jr., president, who announced 
that “successful operations during 1950 
Justified this action.” 
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MARION TRUCKING CO. 


DON’T SAY “BEST: WAY”—ROUTE IT MARION 


115 Trailers, 15 Open Tops, 75 Closed Vans, 12 Straight Trucks, 
to provide direct service between Indiana points: 


Portland 
Richmond 
Rochester 

South Bend 
Terre Hautes 


Lafayette 
LaFontaine 
Logansport 

Marion 
Muncie 


Alexandria Gary 
Anderson Gas City 
Brazil Hammond 
Crawfordsville Hartford City 
Decatur Huntington 
East Chicago Indiana Harbor New Castle Valparaiso 
Evansville Indianapolis Noblesville Vincennes 
Fort Benj. Harrison Jonesboro Peru Wabash 
Fort Wayne Kokomo Plymouth Whiting 


HOME OFFICE: P. O. Box No. 866 MARION, INDIANA 


SHIP ALASKA DIRECT 


FORTNIGHTLY SAILINGS 


ae : 4 Gateways 
Los Angeles + San Francisco 
Portland + Seattle 










Ship direct by water and: 


1. SAVE on freight charges 
2. ELIMINATE transfer charges 
3. AVOID unnecessary handling 


OASTWISE LINE 


Los Angeles, Pier A 
Long Beach 





San Francisco 4 
150 Sansome Street 


Portland 4 Seattle 6 
706 Lewis Building 3200 26th Ave., S.W. 


Anchorage, Alaska * 223 Central Building 





STEAMSHIP 
SAILINGS via 
PORT OF 
LOS ANGELES 





The only railroad 
under one management 
between Chicago 
and California 
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TRAFFIC DEPT. ROOM 1300 
CITY HALL 

LOS ANGELES 12, CALIFORNIA 





Ship-Travel Santa Fe all the way 
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FLOATING FREIGHT TRAINS 


to beat New York’s traffic jam 
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e Under normal conditions, an average of 750 
to 800 cars of east and westbound freight per 
day pass over the 6 Float Bridges at the Lacka- 
wanna Hoboken Terminal. 





So the Lackawanna “floats” whole freight trains for your shipments. That’s why so many of the 





across the Hudson River to key docks in the New world’s great shippers specify Lackawanna—to or 


York area—on car floats like the one shown here. through New York. 
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The MoPac, Serving Ten Gulf Ports, 


Drives To Encourage Foreign Trade 


Missouri Pacific Lines’ Representatives in Cuba, Mexico, 


Help To Bring Together Buyers and Sellers. Issues Book 
On Gulf Ports Which Has Circulated Throughout the World. 


By N. C. HUDSON 


66 HE early conception of railroads 
in the United States was that 


| they were primarily feeders to seaports, 


and today their obligation is as great in 


| that regard as when they were first con- 
| structed.” 


So recently declared A. W. Aylin, of 
St. Louis, foreign freight traffic manager 
of the Missouri Pacific Lines, in a talk 
made before a foreign trade conference 
sponsored by the Omaha Chamber of 


Commerce. 


The Missouri Pacific was one of the 
earliest railroads to establish a foreign 
freight department, and aggressively to 
develop trade between the United States 
and the rest of the world. The M. P. 
has performed a lot of “spade work” in 
convincing midwest shippers it is profit- 
able to operate through the Gulf ports, 
not only to South and Central America 
but to all continents. 

“Foreign freight composes a very sub- 
stantial proportion of our tonnage,” said 
V. C. Knorst, assistant to Mr. Aylin, in 
the course of a recent interview. “We 
serve the rich west-southwest empire, 
and ten principal Gulf ports, from New 
Orleans to Brownsville.” 

To promote foreign trade, the M. P. 
sent a representative to South America 
in 1946. He spent two months visiting 
all countries in Central and South 
America, encouraging trade between that 





area and the midwestern United States. 

The company recently published a 
large handbook of ports served by the 
Missouri Pacific Lines. The book covers 
ten Gulf ports and includes con plete 
information as to railroad and dock 
facilities at each port and photographs 
of various operations, as well as a guide 





covering handling of export and import 
traffic, to help the road’s representatives 
and those who are new in the export- 
import field. Approximately 20,000 copies 
of the booklet have been distributed 
throughout the world. Many steamship 
lines have requested copies for their 
customers abroad, and many foreign im- 
porters and exporters have written in 
to request copies. The handbook which 
will be kept up-to-date through supple- 
ments, is designed to familiarize impor- 
ters and exporters with port facilities 
available on the Gulf of Mexico and with 
the all-rail ports located on the Rio 
Grande border at which the Missouri 
Pacific and other railroads connect with 
the railroads serving Mexico. 

A brief synopsis of general export-im- 





P. J. Neff 


H. L. Schaeffer 


A. W. Aylin 


One of the first railroads to establish a foreign freight department, the Missouri Pacific 
has worked aggressively and successfully to develop trade between the United States and 
the rest of the world. Active in promoting the road’s services to exporters and importers 
are P. J. Neff, chief executive officer; H. L. Schaeffer, chief traffic officer; and A. W. Aylin, 


foreign freight traffic manager. 


port procedure is contained in the book, 
together with a listing of commercial 
abbreviations, and a list of the M.P.’s 
traffic representatives. 

The railroad has foreign trade spe- 
cialists in New York, Chicago, New Or- 
leans, Houston, Lake Charles, Beaumont, 
Galveston, Corpus Christi, Brownsville, 
Laredo, El Paso, Los Angeles and San 
Francisco. It also maintains offices in 
Havana, Cuba, and in Mexico City and 
Monterrey, Mexico. 


The M.P. has issued a handy pocket- 


Aerial view of the Missouri Pacific—Texas & 

Pacific Terminal Railroad facilities at Westwego 

Wharves, nine miles upstream from the foot of 

Canal Street in New Orleans. Features of the 

wharves include a special livestock wharf and 

the only mechanical ore-handling facilities at 
the Port of New Orleans. 


size steamship service selector, which 
permits an exporter to tell at a glance 
the steamship service from each of the 
road’s Gulf ports to all parts of the 
world. 


Seatrain Lines, which the Missouri Pacific helped to found, provides non-break-bulk service between 


New Orleans and Havana and New Orleans and Edgewater, N. J. 


The Seatrain vessels, like the 


one above, have four decks of railroad tracks on which are carried 100 railroad freight cars. 


TRAFFIC Wort 


“We work with all Gulf ports,” said 
Mr. Knorst. .“Our road originates for- 
eign traffic in all the 14 states we serve. 
Our leading exports are machinery, 
agricultural products, and the products 
of mines. Leading imports include 
bauxite ore from Central America, olives 
from Spain, scrap iron and steel from 
Europe and Asia, canned pineapples 
from Hawaii, frozen fish from Tampico, 
coffee from South America, and sisal 
fibres and ores from Mexico.” 

Among ports served by the Missouri 
Pacific or its subsidiaries are Beaumont, 
Brownsville, Corpus Christi, Galveston, 
Houston, Lake Charles, New Orleans, 
Orange, Port Isabel, and Texas City. ; 

The Port of Brownsville, southern } 


"terminal of the Missouri Pacific Lines, } 


has had a remarkable growth and suc- | 
cess. Formally opened to ocean traffic | 
in 1936, it is the only port in North 

America that serves both the United | 
States and Mexico in world-wide trade. } 

The National Railways of Mexico, | 
which serve Matamoros, Tamps., Mexico, 
just across the Rio Grande from Browns- 
ville, has direct interchange connections 
across the International Bridge with the 
Missouri Pacific. 

Galveston is the terminal of the In- 
ternational-Great Northern Railroad, an 
M.P. subsidiary. The I.G.N. provides 
fast freight and passenger service be- 
tween Houston and Galveston. Barge 
service is available to and from Galves- 
ton through the Intracoastal Canal via 
three barge lines, which interchange 
traffic at New Orleans with other barge 
lines operating on the Mississippi and 
Ohio Rivers. 


At Houston, 


third-ranking United 
States port in total tonnage handled, 
and the leading oil and cotton port of 
the world, there has been completed 4 
$3,500,000 terminal with a capacity of 
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For more than a third of U.S. exporters 
it’s nearly 100 MILES CHEAPER! 
APPROXIMATE RAILROAD 


MILEAGE FROM That’s a fact! Philadelphia is closer to more North American 


eapples manufacturers than any other eastern port. Check differences in 
ain TYPICAL CITIES ers than any port. 

d sisal road or rail mileage. The absence of lighterage or transfer 
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2500 cars. The terminal (known as 
Settegast Yard), built by Missouri Pa- 
cific and leased to the Houston Belt & 
Terminal Railway, is designed to im- 
prove the service on export and import 
traffic through that port. 

The railroad recently established a 
modern terminal at Avondale, La., where 
freight trains are broken and made up by 
the Texas & Pacific—Missouri Pacific 
Terminal Railroad, which switches cars 
to and from industries at the industrial 
suburbs of Gouldsboro, Gretna, Harvey, 
Marrero, Westwego, and Avondale. All 
are on the west bank of the Mississippi 
and within the New Orleans switching 
limits. 

Westwego Wharves, on the west bank 
of the Mississippi about nine miles up- 
stream from the foot of Canal Street in 
New Orleans, are owned by the T-.P.- 
M.P. Terminal Railroad, and operated for 
the Texas Pacific and the Missouri Pa- 
cific. The wharves are open to shippers 
and consignees routing cargo to and from 
these wharves via the two railroads. At 
the north end of Westwego Wharves is a 
livestock wharf equipped with adjustable 
chutes, permitting the direct transfer of 
livestock from wharf to ship, regardless 
of the fall and rise of the river. On the 
wharf’s lower extremity stands the only 
mechanical ore handling facilities in the 
Port of New Orleans, used for the dis- 
charge of bulk commodities, principally 
ores and ore concentrates. 


Seatrain Service 


Seatrain Lines, Inc., which the Mis- 
souri Pacific helped to found, provides 
non-break-bulk service between New 
Orleans and Havana, and between New 
Orleans and Edgewater, N.J. The Sea- 
train vessels are ocean-going steamers, 
each with four decks of railroad tracks 
upon which can be carried 100 railroad 
freight cars. The ships are loaded gnd 
discharged by means of elevators lo- 
cated at each terminal. The Seatrain 
Terminal at Belle Chasse, La., 12 miles 
south of New Orleans, is served exclu- 
sively by the M.P. (New Orleans & Lower 
Coast) Railroad. 


How Rails Serve Foreign Trade 


“Our railroads not only handle world 
commerce from the factory to the sea,” 
said Mr. Aylin “but they have to a large 
degree been responsible for the actual 
location of plants in the interior, by af- 
fording the service to move the raw 
materials, semi-finished and _ sub-as- 
sembled products to the great production 
centers, through the establishment of 
depressed rates and transit privileges, 
and by the publication of rates from the 


production centers to the ports, so scaled ° 


as to permit and encourage export move- 
ment.” 

The Missouri Pacific’s traffic depart- 
ment has a separate rate section which 
handles nothing but foreign freight rate 
ee on export and import traf- 

Cc. 

In 1949, Class I railroads carried to 
the various seaports of the nation 980,000 
cars of freight, said Mr. Aylin. This 
was slightly less than the 1,018,919 cars 
hauled to the ports in 1948, and less than 
half of the 1,912,834 cars hauled in 1944, 
@& war year and the all-time peak for 
rail export traffic. 

Missouri Pacific officials described the 
upward trend of foreign trade since 1940. 
They attributed it in part to increasing 
promotion of foreign trade by US. 
manufacturers, many of whom are now 
allocating 10 to 20 per cent of their pro- 
duction for foreign sales. 


Mr. Knorst declared that the war in 
Korea had had the effect -of reversing, 
to a measurable extent, the dollar short- 
age in Latin America. 

“This country is again importing raw 
materials from the south,” he said. 
“There is a noticeable increase in the 
imports of manganese and bauxite ores 
from foreign countries, of coffee through 
Port Houston, and of crude rubber.” 

Steamship lines at New Orleans, he 
said, had reported a pick-up in business 
for the last half of 1950. 


M.P.’s Foreign Representatives 


Discussing his railroad’s efforts to in- 
crease foreign trade, Mr. Aylin said that 
through the road’s representatives in 
Cuba and Mexico “we frequently are 
able to bring together buyers and sellers 
and thereby create business which 
otherwise would not, in all probability, 
exist. Further, our foreign representa- 
tives help their clients in Mexico City 
and Cuba by aiding their efforts to se- 
cure permits covering the entry of traffic 
into their countries as well as by secur- 





chief executive officer of the 
Missouri Pacific Lines, receiving from Sr. 


P. J. Neff, 


Alfonso Mexia, Mexico’s consul in St. 
Louis, the Order of the Aztec Eagle in 
recognition of Mr. Neff’s efforts to pro- 
mote friendly relations between the 
United States and Mexico. The M. P. 
has played a major role in promoting 
travel and trade between the two nations. 


ing equipment for them, through inter- 
cession with the origin carriers, for the 
movement of traffic from these coun- 
tries to the United States.” 


“In the United States the foreign de- 
partment representatives of the rail- 
roads are of material assistance to ex- 
porters and importers,’ he continued. 
“Their purpose is to save time, worry 
and trouble for all concerned, while 
stimulating the flow of commerce be- 
tween nations. 

“They are prepared to answer ques- 
tions as to permits, packaging, custom 
regulations, clearance of cargoes through 
ports, facilities available at the ports 
served by their own railroads and by 
those in foreign countries. 

“They cooperate with the representa- 
tives of steamship companies in coordi- 
nating railroad service with ship de- 
partures and work with forwarders in 
arranging for prompt clearance of papers 
necessary for the transfer of freight 
from railroad to ship at the port. They 
assist in the handling of rate adjust- 
ments, tracing and diversion of ship- 


TRAFFIC Worip 


ments and in many other ways. Through 
our foreign department, the railroad is 
kept informed as to the necessity for 
changes in service, rate adjustments, etc., 
incident to the development of foreign 
commerce. 


“Special arrangements have been made 
by the railroad for free time for rail cars 
at the port in excess of the free time 
permitted on domestic shipments. The 
need for these arrangements is obvious, 
as they make it possible to lay out load- 
ing programs, and reduce time lost, and 
help to speed the turn-around time of 
vessels.” 


Discussing the role of the railroads in 
the very heavy movement of export flour 
and wheat in connection with the Euro- 
pean Recovery Program, Mr. Aylin said 
that the foreign freight departments of 
many railroads had worked to obtain 
sufficient freight cars to accommodate 


this export movement while at the same 
time protecting the nation’s domestic | 


commerce, 


“We have battled not only with our | 


own railroads, but with connecting lines, 
for necessary equipment to make possible 
the export movement of the commodities 
involved,” he said. 


“Further, in many cases we have ar- 
ranged storage facilities at ports so that 
traffic can move in advance of arrival 
of ships and be ready for loading when 
the ships reach port. This has meant 
day-and-night follow-up with the rail 
carriers, as well as with the interested 
parties at the ports to see that the job 
is properly done. 

“On import traffic, our port repre- 
sentatives have helped to furnish equip- 
ment and to arrange, through loading 
contractors, to have gangs available for 
the prompt segregation of cargo into 
proper lots for movement into the in- 
terior. Railroad port offices, when called 
upon, will arrange through customs 
brokers for customs entries, and work 
closely with forwarders to see that the 
traffic moves in good shape, promptly, 
from the port to interior destination.” 


Link with Mexico 


The Missouri Pacific, being the direct 
north-south line connecting with the 
National Railways of Mexico, and also 
the east-west line into Laredo, is a vital 
factor in trade between this country and 
Mexico. It provides the fastest freight 
and passenger service between the two 
nations. 

The railroad operates the Aztec Eagle, a 
through passenger train, from San An- 
tonio through Laredo and Monterrey to 
Mexico City. The only passenger train 
to cross the border, the Aztec Eagle has 
through sleeping and dining cars and 
coaches. Providing daily service the year 
round, it leaves San Antonio at noon, to 
reach Mexico City at 8 p.m. the following 
night. 

The Missouri Pacific is one of two U.S. 
railroads which can deliver U.S. cars to 
the Mexican lines. 

Discussing the important movement of 
traffic from the United States and 
Canada to Mexico, Mr. Aylin said that 
permits must be obtained from the Asso- 
ciation of American Railroads before the 
shipments can go forward. For the past 
eight years, he said, an embargo had 
been placed on through rail freight cars 
to Mexico. Under a Commission service 
order, carried out by the AAR. car 
service division, U.S. cars are allocated to 
Mexico on a one-to-one Lasis with US. 
cars returned here from Mexico. At one 
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to and from the East and West 
Coasts—ASIA—AFRICA—AUSTRALIA 
~EUROPE—SOUTH AMERICA. 


KCS 


DIESELIZED FREIGHT 


Check the facts—rates, schedules, speed, time saved, port 
facilities. See how much you can save by shipping direct—via 
KCS to the Gulf Ports. KCS offers fast, daily dieselized service 
to and from New Orleans, America’s No. 2 Foreign Trade Zone; 
Port Arthur, Baton Rouge, Beaumont, Lake Charles—and all of 
the South-Southwest. Through transportation charges are 
actually lower on many commodities. 


J. W. SCOTT, Vice President — Traffic 
Kansas City, Mo. 


For FREIGHT with a DATE— 
It’s KCS Lines! 


Every night at 8:40, KCS 77 rolls south from Kansas 
ba carrying rush shipments from the North, West 
and East to the Gulf Ports and Southern-South- 
western cities. 
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BEAUMONT 


Approximately 45 million tons of cargo are 
accommodated annually by the vital 
Sabine-Neches Waterway—upon which 
the Port of Beaumont is situated. Beau- 
mont’s modern port facilities and more 
than 18,000 feet of deep-water frontage 
make it an important commercial link 
between Mid-America and world centers 
of trade. 


Other great Gulf Ports — New Orleans, 


Port Arthur, Baton Rouge and Lake 
Charles are featured in this series. 















Serving Your 
World Markets! 


There’s a LYKES service to match your 
specific export-import shipping needs— 
a total of six world trade routes be- 
tween U. S. Gulf Ports and areas in 
which you trade. Modern vessels, regu- 
larly scheduled, provide precision cargo 
facilities for exports and imports of 
Mid-Continent and Southern States. 

To save time...to obtain the expert 
assistance of an experienced ocean ship- 
ping organization, specify “VIA GULF 
PORTS AND LYKES!” 


AMERICAN FLAG 
TRADE ROUTES 





LYKES U.K. LINE 


From New Orleans, Houston, Gal- 
veston, other U. S. West Gulf ports, 
and Tampa, to England, Ireland, 
Scotland and Wales. 


LYKES CONTINENT LINE 


From New Orleans, Houston, Gal- 
veston, other U. S. West Gulf ports, 
and Tampa, to Continental Europe, 
Scandinavia and the Baltic. 


LYKES MEDITERRANEAN LINE 
From U. S. Gulf and South Atlantic 
ports to Portugal, Spain, France, 
Italy, Greece, North Africa and 
other Mediterranean and Black Sea 
areas. 


LYKES AFRICA LINE 
From U. S. Gulf ports to South and 
East Africa and the Island of Mad- 
agascar. 


LYKES ORIENT LINE 
From U. S. Gulf ports to The Philip- 
pines, Japan, Korea, China, Feder- 
ation of Malaya, Indonesia and 
other Far Eastern areas. 


LYKES CARIBBEAN LINE 
From Houston, Galveston, Lake 
Charles and other U. S. West Gulf 
ports to Cuba, Puerto Rico, Domini- 
can Republic, Haiti, Venezuela, 
Aruba, Curacao, East Coast of Co- 
lombia and Canal Zone. 


Passenger accommoda- 
tions, too, for travel in 
comfortable, modern sur- 
roundings. Freight and 


passenger folder on re- 


quest—as well as detailed 
information on freight, 
passenger and trode de- 
velopment matters. Please 
write: LYKES BROS. 

STEAMSHIP CO., INC. 

Dept. Dd, New Orleans, La. 





LYKES BROS. 
STEAMSHIP CO., INC. 


Offices at: NEW ORLEANS, HOUSTON, GALVES- 

TON, NEW YORK, Beaumont, Chicago, Corpus 

Christi, Dallas, Gulfport, Kansas City, Lake Charles, 

Memphis, Mobile, Port Arthur, St. Louis, Tampa, 
Washington, D.C. 


Offices and Agents in Principal World Ports 





time, the Mexican lines had 7,700 US. 
freight cars in Mexico, but the situation 
had greatly improved in recent months, 
said Mr. Aylin. 

“This permit system is regarded as a 
nuisance by some people,” he said, “but 
it is an absolute necessity, because it is 
the only instrumentality through which 
American cars in Mexico can be kept 
moving back to the United States when 
unloaded. The total number of permits 
issued is determined solely by the num- 
ber of American cars in Mexico. The 
greater the number of cars moving back 
to the U.S. from Mexico the greater the 
number of permits granted. 

“The railroads are constantly watching 
the interchange of equipment between 
the National Lines and the American 
railroads, and the permit system has 
proven extremely valuable in getting our 
cars back home.” 


Much silica sand was exported to 
Monterrey from Illinois, Missouri and 
Texas, said Mr. Aylin. 


ECONOMICAL 
Export Packing 


By FRANK W. GREEN 


Packaging Consultant 


HE MANUFACTURER whose pack- 

aging is discussed in this month’s col- 
umn makes a rather standard machine. 
At least from a packaging point of view 
the units are nearly all the same size. 
For a good many years however the 
practice had been to wait until each 
machine had been assembled and then 
build a skid for the section. A frame 
was then made around the unit using 
2 x 4’s and 2 x 6’s. The machine, which 
was top-heavy, was solidly blocked in 
all directions so that the machine had 
directly to withstand any drops or pres- 
sures which the container might en- 
counter. After framing, the container 
was sheathed in with one-inch stock. Al- 
though a machine consisted of six sim- 
ilar sections, each section was framed 





Machine sections with heads mounted on the 
top rails and framed for crating—old method. 
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Mexico ships vegetables all the way to 
the Canadian market. Citrus fruits, too, 
move through the United States from 
Mexico to Canada, the Mexican citrus 
crop being earlier than the United States 
crop. Tomatoes from Mexico come to the 
United States in December and January 
each year. 

Reverting to the subject of developing 
the foreign trade of manufacturers in 
the interior of the United States, Mr. 
Aylin said that midwestern shippers 
could save by using Gulf rather than 
Atlantic ports. There is no lighterage 
at the Gulf ports, rates are lower, and 
service is better, he says. Pineapple, that 
formerly moved through the Pacific coast 
ports to the midwest, was moving through 
the Gulf ports, he said. 


“Anything from a pin to a locomotive 
can move through the Gulf ports,” he 
concluded. “The Missouri Pacific con- 
nects with ten of those ports and will be 
glad to help both importers and exporters 
with their transportation problems.” 


This is another of an ex- 
tended series of short but 
factual showing 
how export packaging may 
with 


Mr. Green, con- 


features 


be properly done 
economy. 
ductor of this column, is 
one of the leading inde- 
pendent authorities on ex- 
port packaging in the 
United States. His helpful 


case studies will appear 


monthly in connection with 
the Export Shipping Sec- 
tion of TRAFFIC WORLD. 


and sheathed separately. The boxing 
was done in the assembly department 
on the third floor of the building while 
the cutting saws and lumber supply 
were in the basement. With each step 
done separately and each unit treated 
individually the time lost and the cost 
were necessarily high. 

The finished packaging job resulted 
in a rather high and very narrow con- 
tainer. The machines with the heads 
in place on the top rails caused the 
packages to be very top heavy. As 4 
result they were easily tipped over in 
handling causing damage to the most 
valuable portions of the machines. 

The first step was of course to achieve 
the minimum cubage and to avoid the 
top heavy nature of the load. It was 





Machine section with heads mounted on the 
support ready to be moved under the stand. 
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found that the heads could be removed 
py loosening two bolts. This did not 
solve the problem, however, as a place 
and method of packing the heads safe- 
ly had to be found. It was first hoped 
that the stands could be disassembled 


way to 
ts, t0o, 
; from 
citrus 
States 


hedhe. and the heads left on the top rails to 
'Y Tbe packed as a unit with the stands 
Jopin along the sides. This wasn’t practical, 
stad 18 Thowever, as the stands had to be accu- 
3 - rately assembled and this could not be 
ippers done conveniently by the customer. In 
, than fact any suggestion of disassembly was 
tera at first resisted by several departments. 
: — It was agreed however that the heads 
» that could be taken off. It was found that the 
: coast heads could just fit between the legs of 
rough 
notive 
s,” he 


> con- | 
Will be 
orters 
~ hag 
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Prefabricated crate panels ready for vuse— 
new method. 





the stands. A 2 x 4 mounting board with 
skids was designed to hold the heads 
securely above the floorboards and be- 
tween the stands. The photograph shows 
the mounted heads ready to be moved 
forward under the stands. 

The next step was to standardize the 
container sizes so that only one or two 
| sizes could be used for all units. After 
|} some give and take and some rearrange- 
j ments this was made possible and the 
| size was made standard. 
| A new and light weight crate which 
could be prefabricated was designed. This 
could be made in monthly quantities and 


sare used as required. The saws could be set 
while § UP and hundreds of boards cut at one 
upply | time. Assembly could likewise be done 
1 step 9D a production basis with the obvious 
‘eated | Cconomies thus made possible. 
> cost The panels shown in the photos use 
about half as much lumber as the previ- 
sulted }Ous crates and are lighter in weight. 


-con- | Placing the machine heads under the 


heads |stands has made the crates approxi- 
i the | mately one-third smaller than before. 

As a Allowing for the disassembly time the 
er 1M jnew crates represent a saving of ap- 


most | proximately 40 per cent plus the similar 
es. reduction in size and tare weight. There 
shieve fare also several hidden savings. The 
d the Jassembly floor space was made available 
, WaS @many hours sooner than before. Labor 
was released for other assignments. 
Obviously the units are no longer top 
heavy and the chances of damage to the 
machines are reduced to a minimum. 





Marine Service Expansion 


Expansion of the New York-Haiti 
liner service of the Marine Transporta- 
tion & Terminal Co., Panama, to include 
regular fortnightly calls at Cienfuegos, 
Cuba, has been announced by Bercovici 
Navigation Agency, Inc., New York gen- 
era! agents. The first sailing from New 
York was scheduled for December 14. 





n the 
stand. 






Cost-conscious traffic men are turning to the Port of Charles- 
ton for the maximum in port services ot maximum savings. 
Operated by a non-profit state agency pledged to serve your 
shipping needs with efficiency and economy, Charleston has 


frequent regular world-wide sailings, favorable inland rates, 
modern shipping terminals, extensive shipside storage, and 


fast, direct cargo movement without lighterage. 


you to try Charleston. 


Write for new Tariff of Port Charges 


SOUTH CAROLINA STATE 
PORTS AUTHORITY 








serves 


5S ports of the 





CARIBBEAN 


FROM NORTH ATLANTIC, 
GULF PORTS AND CANADA 


.-.and calls at 17 
SW Caribbean ports on 
\ northbound sailings 


ALCOA STEAMSHIP COMPANY, INC. 
17 Battery Place, New York 4, N. Y. 
One Canal Street, New Orleans 16, La. 
1114 O'Sullivan Building, Baltimore 2, Md. 
1408 Chicago Title & Trust Bidg., Chicago 2, Il. 


Offices in 19 principal cities 


It will pay 


OFFICES 


CHARLESTON 
1 Vendue Range—3-7261 
NEW YORK 
52 Broadway—WH 4-2575 
CHICAGO 
327 S$. LaSalle St.—WE 9-5815 
WASHINGTON D. C. 
926 DuPont Circle—HU 8105 
ROCK HILL, S. C. 
216 E. Black St.—4369 


QU 


FOR THE BEST MOTOR 
TRANSPORTATION OUT OF 





Call 
Dick McDuffee 


TERMINAL MANAGER 


Market 8377 


Through Service . . . consistently faster... 
means MID-STATES will deliver your freight 
on time and in good condition. It pays you 
to ship via MID-STATES. Try itl 






MIDWEST AND EASTERN TERMINALS 


Albany, N. Y. Indianapolis Philadelphia 
Boston Jersey City Providence 
Buffalo Kansas City Rockford, fil. 
Chicago New Haven, Conn. Topeka, Kans. 
Cleveland New York Wichita, Kans. 


Worcester, Mass. 


MID -STATES 


FREIGHT LINES, Inc. 


General Offices 
5200 S. PULASKI ROAD « CHICAGO 372, ILL. 











SHIP VIA 


ERI 


—for dependable freight 
handling and on-time deliv- 
eries, to and from the great 
gateways of the Midwest— 
Chicago, Evansville, St. 
Louis, and Thebes. Ship- 
pers know—freight moves 
on theC & EI. 


CHICAGO & EASTERN 
ILLINOIS RAILROAD 






“Indian squaw trained to 
do work on time. T.P.& 
W. works to keep train 
on time. Both plenty 
dependable. Ugh!” 


TOLEDO, PEORIA & 
WESTERN RAILROAD 





F. C. HOGUE, Vice-President, Traffic 


DENVER & RIO GRANDE WESTERN RAILROAD 
Rie Grande Building » Denver, Colorado 















HIGHWAY 


United Van Lines’ Agents 


Hold Annual Convention 


Agents from almost every state in the 
union and from many Canadian prov- 
inces attended the fourth annual con- 
vention of United Van Lines, Inc., at the 
Park Plaza Hotel in St. Louis, President 
William E. Lee, chairman, reported. 

With a convention theme of “What 
Price Progress?” the two-day meeting 
was preceded by meetings of committees. 

Conway B. Briscoe, director of public 
utilities, City of St. Louis, gave the ad- 
dress of welcome, with Lee J. Sloan, 
Sloan’s Moving & Storage Co., St. Louis, 
making the response. An open forum 
on current business conditions was a 
feature of the first day’s program. 


Convention speakers included the fol- 
lowing: Alfred J. Hicks, of Kansas City, 
Mo., chairman of United’s sales and ad- 
vertising committee; Harry H. Roer, sales 
manager of United; Robert W. Fern- 
strom, Fernstrom Moving & Storage Co., 
Chicago; Zachary Santini, Santini Bros., 
Inc., Manhattan, N.Y.; Stanley L. Cahn, 
Stanley L. Cahn Advertising Co., Balti- 
more; Hessie Davidson, The Davidson 
Transfer & Storage Co., Baltimore; Wil- 
liam T. Middleberg, Red Lion Storage 
Co., Philadelphia; Griswold Holman, 
Rutherford, N.J., chairman of United’s 
transportation and dispatching commit- 
tee; Max Dimont, publicity and publica- 
tions director, Edison Bros. Stores, Inc., 
St. Louis; and Tom Hill, Weaver School 
of Salesmanship, Kansas City. 


A forum on the production of United’s 
preplanned moving service was presented, 
with the following participating: Paul 
Corrigan, of Corrigan Moving & Storage 
Co., Dearborn, Mich.; Gordon Burris, of 
Burris & Hatch Movers, Inc., Des Moines, 
Ia., and Dewey Hannenberg, Jamesway 
Express, Chicago. 


Claim Committee Reports 


One session was devoted to a report 
of United Van Lines’ claim committee, 
headed by W. W. Warren, of Warren 
Transfer & Storage Co., Oklahoma City. 
W. A. Halsey, manager of the claim de- 
partment in the home office, and Law- 
rence MacDonald, City Transfer & 
Storage Co., Seattle, discussed claim de- 
partment procedure. Frank I. Hender- 
son, of Insuror’s Service, St. Louis, spoke 
on property and bodily injury insurance. 

Report of the financial committee was 
presented by William S. Kutschback, 
Atlas Transfer & Storage Co., Columbus, 
Ohio, chairman, and L. A. Larimore, sec- 
retary and treasurer. 


A question-and-answer period was 
held, with President Lee serving as in- 
terlocutor. Panel members included 
John K. Gund, Lakewood Storage, Cleve- 
land; Alfred J. Hicks, South Side Mov- 
ing & Storage Co., Kansas City; Mr. 
Kutschback; Mr. Holman; Mr. Warren; 
and W. A. Halsey, Harry Roer, L. A. 


TRAFFIC Wor.p 


NEW SERVICES AND PRODUCTS 
IN TRANSPORTATION 
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Larimore and A. F. Prante of the home 
office. 

Convention delegates and guests visited 
the United Van Lines headquarters, oc- 
cupied about a year ago. Special enter- 
tainment for the ladies attending the 
convention included a Gray-Line lecture 
tour, a trip through the Anheuser-Busch 
Brewery, and a radio quiz show. 

More than 200 persons attended the 
annual convention. 





GMC Production of Trucks 
In 1951 Breaks Records 


Indications that the GMC Truck and 
Coach Division of General Motors Cor- 
poration would exceed its past produc- 
tion records for any peacetime year by 
15,000 to 20,000 units in 1950 were seen 
in report by Roger M. Kyes, general 
manager of the division, that the one 
hundred thousandth truck built by that 
division since January 1 had rolled off 
the assembly lines shortly before No- 
vember 30. 

This, said Mr. Kyes, marked the first 
time that GMC had ever reached 100,000 
non-military units in one year. With 
five weeks of the year remaining at the 
time that production figure was attained, 
the former record of 92,677 trucks estab- 
lished in 1948 would be far surpassed 
this year, he said. 

“Even with our high production,” he 
said, “we have been unable to modernize 
the trucking industry. In 1941 only one 
out of six trucks was 10 years old or 
older, while today one out of every 
three is in that over-age group . .’*.” 





Davidson Honors Drivers 


The Davidson Transfer & Storage Co. 
announced plans to entertain road 
chauffers of its Baltimore, Md., division 
at an oyster roast in Baltimore, December 
9, as a token of appreciation for the part 
played by the drivers in winning the 
intercity fleet safety contest sponsored 
by the National Safety Council for the 
year ended June, 1950. It said more 
than 100 drivers would receive Davidson 
safe-driver awards at the party, which 
would be attended by city and state 
officials engaged in highway safety pro- 
motion. A similar party for over-the- 
road drivers of Davidson’s Pennsylvania 
division, it said, was planned for the 
near future. 





Safety-Claims Meeting 


Employes of the Hermann Forwarding 
Co., New Brunswick, N.J., held their first 
annual safety and claims meeting De- 
cember 15. In addition to employes from 
the New Brunswick terminal of the com- 
pany, employes from the Secaucus (N.J.) 
terminal and the Philadelphia terminal 
were present. Safety Director Albert W. 
Hermann explained the safety program 
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sponsored by the American Trucking 
Associations, Inc., and made effective by 
the company. Problems facing the claims 
department of the company were dis- 
cussed in an address delivered by Claims 
Agent H. George Lake. He asserted that 
the ratio of all claims had been main- 
tained at less than one-half of one per 
cent of each sales dollar. A film entitled 
‘Handle With Care”, dealing with the 
proper handling of shipments by motor 
truck, was shown. 


Truck Drivers Honored 
At Terminal Dedication 


A printed program for a dedication and 
reception held at the Pines hotel, near 
Metuchen, N.J., in connection with the 
recent opening of a new headquarters 
terminal of the New York & New 
Brunswick Auto Express Co., Inc., at New 
Brunswick, N.J., contained a tribute to 
truck drivers, written by A. Harry Freed- 
man, president of that company. 

E. George Siedle, general traffic man- 
ager of the Armstrong Cork Co., Lan- 
caster, Pa., was toastmaster at a dinner 
following the reception. The guest of 


| honor was R. W. McClintock, Sr., presi- 


dent of the Mac Lac Co., Rahway, N.J., 


the company’s first customer 35 years ago 


and still a user of its services. The new 
terminal embodies a modern type of 
island platform construction with 90 
doors to service the company’s fleet of 
trucks and trailers. The general office is 
on one floor, and is air-conditioned. The 
shop area is glass-inclosed and contains 
various types of equipment for repair, 
maintenance and construction of ve- 


| hicles. 







West Coast Freight Terminal 


West Coast Fast Freight, Los Angeles, 
Calif., has announced the opening De- 
cember 4 of a motor freight terminal in 
Eugene, Ore., the seventh depot to be 
opened by the company in a 10-unit, 
three-year program. Ross Ward has 
been appointed terminal manager, being 
transferred from the company’s Port- 
land station. 





Illinois Central Expands 
Chicago-Florida Service 


Beginning December 14, the stream- 
lined “City of Miami” passenger train of 
the Illinois Central between Chicago 
and Florida will be operated two out of 
every three days instead of every third 
day as at present, according to an I.C. 
announcement. 


This increase in service, on completion 
of the tenth year of operation of the 
“City of Miami” train, would require 
addition of a second complete set of 
passenger train equipment, representing 
an investment of $3,000,000, the Illinois 
Central said. It stated that improve- 
ment of the service to Florida on its 
“Seminole” train had been effected De- 
cember 1, when through Pullman cars 
were placed in operation daily between 
Chicago and Fort Myers, Miami and Bir- 
Mingham, and through Pullman car serv- 





and between Chicago and Sarasota was 
offered on alternate days. 


Book Records Highlights 
Of M. & St. L. History 


Tribulations and triumphs of a 1,400- 
mile midwestern railroad that failed to 
find a purchaser in 42 attempts to sell it, 
and, after 20 years 
in receivership, 
emerged as a mod- 
ern, well-equipped 
carrier paying divi- 
dends to its stock- 
holders are retold 
dramatically in 
“Mileposts on the 
Prairie—The Story 
of the Minneapolis 
& St. Louis Rail- 
way,” a book writ- 
ten by Frank P. 
Donovan, Jr., of 
Minneapolis and 
published by the Simmons-Boardman 
Publishing Corporation, New York City. 


Mr. Donovan’s book, according to its 
publishers, “is more than a chronicle of a 
railroad; it is a story of the Twin Cities 
and the Great Midwest.” In its pages 
are recorded the founding of the M. & St. 
L. in 1870 to provide Minneapolis with 
an independent outlet to the south and 
east; the rivalry between two steam- 
boats on Lake Minnetonka, one owned 
by W. D. Washburn, prominent miller 
and second president of the M. & St. L., 
the other owned by the renowned James 
J. Hill; the expansion of the M. & St. 
L. in the 1900’s under the leadership of 
Edwin Hawley, who had plans to extend 
this road to the Pacific and make it 
part of an ocean-to-ocean rail dynasty; 
and the regeneration of the road, after 
it had gone into receivership as a result 
of crop failures and the “great depres- 
sion,” by L. C. Sprague—who became its 
President when the forty-third attempt 
to sell the road proved successful. 


In the scenes from M. & St. L. history 
recorded in “Mileposts on the Prairie” 
appear “Smitty, the newsbutcher-ven- 
triloquist;” the once thriving, “wide 
open” cattle community of LeBeau, N.D., 
now “a ghost town on a ghost road;” and 
the basket lunches served on day 
coaches, featuring country chicken or 
roast beef for which the M. & St. L. 
was famous. 

Mr. Donovan has been associated with 
the railroad industry in a variety of ca- 
pacities since his graduafon from The 
American University at Washington, 
D.C. He has been a freight handler on 
the Pacific Electric Railway, has done 
research work for the public relations 
department of the Association of Ameri- 
can Railroads, and has served as editor 
of “Trains.” 


F. P. Donovan 


B. & O. ‘Strata-Dome’ Cars 


The first starta-dome sleeping cars 
to appear on any railroad in the east 
was placed in service on two Baltimore 
and Ohio Railroad trains on December 
20, the company announced. 

Of the three units, built by the 
Budd Co. of Philadelphia, two were 
placed in service on the B. & O.’s “Capitol 
Limited,” between Washington and Chi- 
cago. The third will operate on the 


ice between Chicago and St. Petersburg 
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Associated with Overland Terminal Warehouse Co., 
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The direct route thru 
Southside Virginia to the 
World’s Largest Harbor— 
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See your classified direc- 
tory for the nearest United 
agent, or wire Moving Head- 
quarters, United Van Lines, 
Inc., St. Lovis 17, Mo. 
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B. & O.’s “Shenandoah,” between Wash- 
ington and Chicago, making the west- 
bound trip one day, and the eastbound 
trip on the succeeding day. 

Each of the three new cars has a 
glass-roofed dome with twenty-four 
seats on an upper level. On its lower 
level, each car has five roomettes, one 
single bedroom, and three large double 
drawing rooms. Each double drawing 
room is fitted with three arm chairs for 
daytime use and twin beds for sleeping. 

The B. & O. also has strata-dome 
coaches on its “New Columbian” stream- 
liner between Washington and Chicago. 


Indiana, Railroad History 


Depicted on Monon Film 


Available for public and private show- 
ings is a new color-and-sound film en- 
titled, “The Hoosier Line,” produced and 
written for the Monon Railroad (the 
Chicago, Indianapolis & Louisville) by 
John A. McGee in cooperation with the 
Purdue University Glee Club, which per- 
forms throughout the film, according to 
@ Monon announcement. 

Portrayed by the Monon film is a pic- 
torial story of the Monon since its begin- 
ning in 1847 and a revelation of scenic 
beauty, commerce and life in Indiana. 
Development of that state and progress 
of railroads in general are incidental 
themes of the film. It was first shown 
on November 5 before a crowd of 6,400 
in the Purdue University Music Hall and 
has since been exhibited before many 
groups on the west coast and at traffic 
club meetings. Copies of the file. are 
loaned, free of charge, by the Monon 
on requests addressed to Warren W. 
Brown, its vice-president in charge of 
traffic, at the offices of the Monon in 
Chicago. 





G.T.W. Equipment Plan 


The Grand Trunk Western Railway 
was considering the acquisition of 62 
additional diesel locomotives, up to 1,400 
freight cars of various types, and addi- 
tional new passenger equipment, Donald 
Gordon, chairman and president of the 
G.T.W.—Canadian National Railways, 
told the G.T.W. board of directors at a 
recent meeting in Detroit. These im- 
provements, he said, would be in addi- 
tion to the road’s regular maintenance 
program, including improved ballast, 
drainage, roadway and bank widening. 





C. & O. Newport News Pier 


The Chesapeake and Ohio Railway has 
announced that High Level Pier 9 at 
Newport News, Va., has been sold for 
scrap and that dismantling of the thir- 
ty-six year-old structure will start early 
next month. Officials said Pier 9 was 
made obsolete by the building of the new 
Pier 14, in operation since November, 
1949. The combined capacity of Pier 14 
and the third Newport News pier, Pier 
15, is greater than the capacity of Pier 9 
and Pier 15 combined, which handled an 
all-time record of 17,051,977 tons of coal 
in 1947, according to the company. 





New N.Y.C. Freight Facilities 


The New York Central Railroad has 
announced it has placed in regular oper- 
ation in the Rochester, N.Y., area, new 





facilities to further improve its mainline 
freight service. The facilities include 
improvements in the track layout and 
signaling, together with a new plant at 
Wayneport, 12 miles east of Rochester, 
for the icing of fruits, vegetables, meats 
and other perishable freight bound for 
New York City, Boston, and intermedi- 
ate New York state and New England 
cities. 

“Improvements in track layout and sig- 
naling will permit mainline freight trains 
to use the Central’s West Shore Railroad 
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affiliate as a cut-off in both directions to 
by-pass Rochester and thereby save 
time,” the N.Y.C. said. “Because of its 
strategic location, the new Wayneport 
facility will make it unnecessary to con- 
tinue icing perishables on eastbound 
through trains in the Buffalo and Albany 
areas, as had been the custom. Thus, 
additional time will be saved by a single 
icing, instead of the traditional double 
icing, although perishables destined to 
New England points will be re-iced at 
West Springfield, Mass., when necessary.” 


























J. P. Patterson has been appointed to 
the newly-created position of assistant 
vice-president, freight traffic, New York 
Central System, and Arthur E. Baylis has 
succeeded Mr. Patterson as general 
freight traffic manager of the Central. 
The appointments, effective “immedi- 
ately,” were announced December 19 by 
M. J. Alger, vice-president, traffic. Both 
executives will have their headquarters 
in New York City. Under the general 
supervision of Mr. Patterson, Mr. Baylis 
will be in direct charge of the Central’s 
freight traffic department—the railroad’s 
freight sales and service organization— 
which has offices in more than 80 cities 





J. P. Patterson 


A. E. Baylis 


of the United States and foreign coun- 
tries. Mr. Baylis until his promotion had 
been the Central’s assistant general 
freight traffic manager since July, 1946. 
A native of St. Catharines, Ontario, Can- 
ada, and a resident of Larchmont, N.Y., 
Mr. Patterson entered railroad service 
as a general clerk at the Central’s Buf- 
falo, N.Y., offices in 1907, and became 
general freight traffic manager in 1946. 
Born in Colorado Springs, Colo., where 
he was educated, and a resident of Scars- 
dale, N.Y., Mr. Baylis joined the Central 
in February, 1935, as staff assistant in 
the office of the vice-president, traffic, 
after serving on the staff of the federal 
coordinator of transportation in 1934-35. 
He served as assistant director of traffic 
movement for the Office of Defense 
Transportation in World War II. 
a ~ * 

Included in a series of personnel 
changes announced by the New York 
Central Railroad is the appointment of 
Kenneth F. Stone, now assistant general 
counsel at New York, as general attorney 
of the railroad to succeed Frederick L. 
Wheeler, who will retire December 31 
after 45 years of service. Also retiring 
on that date is Paul Folger, chief assist- 
ant general attorney since 1943. Clyde 





Brown, Jr., assistant to the general at- 
torney since 1942, has been appointed 
assistant general attorney. William E, 
Frackelton has been appointed to the 
new position of assistant to passen- 
ger traffic manager at. Detroit, Mich., 
effective January 1, and Charles 
Fendrych will succeed him there as gen- 
eral passenger agent. Herbert H. Har- 
wood succeeds Mr. Fendrych as general 
passenger agent at Cleveland, O. Theo- 
dore E. Smith succeeds Mr. Harwood as 
general passenger agent of the Pittsburgh 
& Lake Erie Railroad, an affiliate of the 
New York Central, at Pittsburgh, Pa. 
Carroll O. B. Brown succeeds Mr. Smith 
as division passenger agent at Syracuse, 
N.Y., and Edward R. Ahlborn, passenger 
representative at New York since 1942, 
succeeds Mr. Brown as general eastern 
passenger agent at New York City. Other 
personnel changes include appointment 
of Roy R. Spangenberg as general pas- 
senger agent at Cicinnati, O., to succeed 
Arthur C. Thompson, who will retire 
January 1 after 50 years’ service with the 
railroad. Effective that date, Theodore 
R. Ruth succeeds Mr. Spangenberg as 
general passenger agent at St. Louis, Mo.; 
Warren H. White becomes assistant gen- 
eral passenger agent at New York City, 
succeeding Mr. Ruth; and Terence A. 
Smith, passenger representative at New 
York, succeeds Mr. White as general 
agent at Washington, D.C. 
ok ok * 

Kenneth E. Metzger has been ap- 
pointed traffic representative at Cleve- 
land, O., for Associated Transport, Inc. 
He formerly served with National Car- 
loading Corporation and Cleveland & | 
Chicago Motor Express. 

* 


* * 






































At a recent stockholders’ meeting of 
the Air Transport Association of Amer- 
ica, Washington, D.C., a new board of 
directors for the calendar year 1951 was 
elected as follows: R. M. Love, All Ameri- 
can Airways; C. R. Smith, American Air- 
lines; T. E. Braniff, Braniff Airways; 
J. H. Carmichael, Capital Airlines; E. W. 
Rickenbacker, Eastern Air Lines; George 
E. Gardner, Northeast Airlines; J. T. 
Trippe, Pan American World Airways; 
W. L. Pierson, Trans World Airlines; and 
W. A. Patterson, United Air Lines. All 
officers of the association were reelected 
by the new board. Admiral Emory §. 
Land, president of the association, served 
notice. of his intention to resign effec- 
tive December 31, 1951, according to the 
A.T.A., which announced that Admiral 
Land stated that when he joined the or- 
ganization he intended at that time to 
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THE PROGRESSIVE PORT OF | 





San Francisco | 


Owned and Operated by The STATE OF 
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serve for a period of three years mini- 
mum, and a probable maximum of five 
years, and “this has now been extended 
for one year.” 

* ao * 

Robert H. Wylie, manager of the Port 
of San Francisco since January, 1947, 
was awarded a certificate as the Bay 
Area’s “Shipping 
Man of the Year” 
by the Marine Ex- 
change at its an- 
nual luncheon De- 
cember 14 in San 
Francisco, Calif. 
The award was pre- 
sented, together 
with a suitably en- 
graved ship’s bell, 
by Fred B. , Gal- 
breath, president of 
the exchange. Se- 
lected for the 
award by'a com- 
mittee composed of Bay Area newspaper 
maritime reporters, he was cited spe- 
cifically for his work as co-chairman of 
the “Panama Canal Tolls Committee 
which was instrumental in establishing 
a more equitable basis for computing 
canal tolls.” The certificate stated that 
under his administration the Mission 
Rock terminal and new grain terminal 
were completed, improvement of piers 
30-32 begun, and growth of the foreign 
trade zone accelerated. It added that he 
had been a leader in the campaign to 
bring more business to the Bay Area 
through better competitive rate struc- 
ture and establishment of a San Fran- 
cisco port office in Chicago and had 
made valuable contributions in his work 
with the National Security Resources 
Board. At the time of his appointment 
as port manager by the Board of State 
Harbor Commissioners for San Fran- 
cisco Harbor, he had just retired after 
28 years of service with the Army 
Transportation Corps, with the rank of 
Brigadier General. General Wylie had 
been assistant chief of transportation 
with headquarters in the Pentagon 
Building, Washington, D. C., and his 
army career included eight years at the 
San Francisco Port of Embarkation. 


* Ba x 


John G. Duggan has been appointed 
foreign freight agent for the Union Pa- 
cific Railroad Co., with headquarters at 
New York, N. Y., effective January 1. 


* * * 


Harold J. Jenner, formerly associated 
with Hancock Trucking, Inc., has joined 
the Hayes Freight Lines, Inc., as sales 
representative for Detroit, Mich., L. Paul 
De Loreto, vice-president of the organ- 
ization, has announced. Ian F. Young 
recently resigned his position as general 
sales manager of McLean Kennedy 
Steamship Co. to join Hayes as special 
representative. 

* ok * 

Appointment of G. J. Ackerman, for- 
merly operating manager of American 
Mail Line, Ltd., as executive assistant to 
the general manager of the Portland 
Commission of Public Docks, Portland, 
Ore., has been announced by Captain 
D. J. McGarity, general manager of the 
commission. He will assume his new 
duties January 1. Prior to his employ- 
ment with the American Mail Line, in 
1945, Mr. Ackerman served in various 
phases of steamship operations with the 
Luckenbach Steamship Co., Pacific 
American Fisheries, Bellingham, Wash., 
and the Weyerhaeuser Steamship Co., 





R. H. Wylie 





and in the World War II period was an 
executive with Todd Pacific Shipyards 
at Tacoma, Wash. 

a * a 


William Thompson Price, of Los An- 
geles, traffic manager for the Union 
Pacific Railroad in the southern Cali- 
fornia district, will retire December 3] 
after 47 years of railroading, of which 
21 years was spent with the U.P. in 
Denver. Born in Astoria, Ill., Mr. Price 
entered railroad service at Omaha in 
1903 as a bill clerk for the former Fre- 
mont, Elkhorn & Missouri Valley Rail- 
road. He joined the U.P. at Omaha 
March 1, 1904, as a member of the 
freight claim office. From 1917 to 1920 he 
served in the Army finance corps at 
Washington, D. C., and Fort Sam Hous- 
ton, Tex. 

* cs co 

The appointment of Charles E. Wood- 
son, of Roanoke, Va., as executive vice- 
chairman of the purchases and stores 
division of the As- 
sociation of Ameri- 
can Railroads, has 
been announced by 
James H. Aydelott, 
vice-president in 
charge of the A.AR. 
operations and 


partment. Mr. 
Woodson succeeds 
the late William J. 
Farrell, of Wash- 
ington, D. C. On 
loan to the A.AR. 
from the Norfolk & 
Western Railway, he was formerly spe- 
cial assistant to the chairman of the 
A.A.R. purchases and stores division. 





C. E. Woodson 


During his association with the A.AR., | 
Mr. Woodson has been engaged in a | 


survey of steel requirements of the na- 


tion’s railroads for 1951 for presentation | 
to the National Production Authority, | 
the Defense Transport Administration | 


and other governmental agencies dealing 
with steel allocations. Mr. Woodson en- 
tered service with the Norfolk & West- 
ern in 1925, and has served with that 
road in such capacities as laborer, labor 
foreman, stockkeeper, sectional store- 
keeper and storehouse foreman. In 
World War II, he was in charge of 
priorities for his railroad. 
* « * 

William L. Collins, of Buffalo, N.Y. 
vice-president of Niagara Hohawk 
Power Corporation, has been elected a 
director of the Toronto, Hamilton & 
Buffalo Railway Co., an affiliate of the 
New York Central and Canadian Pacific 
railroads, succeeding Joseph M. O’Ma- 
honey, who remains secretary of the rail- 
way. 

oo * * 

The board of directors of the Mil- 
waukee Road, at its monthly meeting in 
Chicago December 13, elected M. 
Bluhm as general counsel and Carson 
L. Taylor as general solicitor, on recom- 
mendation of A. N. Whitlock, vice-presl- 
dent and general counsel since 1945, who 
continues as vice-president. Since 1941 
Mr. Bluhm has been general solicitor 
and Mr. Taylor has been general at- 
torney and commerce counsel, the former 
having entered Milwaukee service In 
1922 and the latter in 1913. 


* * * 


The Chesapeake & Ohio Railway C0. 
has announced appointment of Charles 
J. Ploss as assistant freight traffic man- 
ager, San Francisco, Calif., supervising 
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Read what some regular 


TRAFFIC 
BULLETIN 


A weekly service since 1907 





users say about this 
service... 


“It saves us many hours, even days, of 
time in running down proposed adijust- 
ments in rates, rules and regulations that 
we would otherwise hear about only by 


rumor.” 


J. E. Bryan, G.T.M., Wisconsin Pulp & 
Paper Mfg. Assn. 
* 


“a 
. 


closely watch all 


ae 


. ‘must for the traffic man who must 
matters pertaining to 
transportation, if he is to properly protect 


the interests of his employer.” 
W. V. Wheat, T.M., Peoria Board of 


Trade. 


a * 


a 


“Anyone interested in maintaining a tariff 
file must have the Traffic Bulletin.” 
R. A. Ellison, T.M., Service Bureau Co. 


co * 


* 


“| find the service most useful and if our 
organization were without it, we would 


immediately 


encounter 


a 


considerable 


amount of expense in trying to develop 
the information carried in the Traffic Bul- 
letin and then not have as complete 


report as we now have.” 


R. L. Murphy, T.M., Georgia-Alabama 


Textile Assn. . 


* 


= 


“The outline for each week's work is built 
around the Traffic Bulletin and | consider 
it one of my most important working tools. 
It is a privilege to recommend that all 
people interested in transportation matters 
subscribe to your service for it is truly 


invaluable.” 


Doss H. Berry, G.M., Baton Rouge Traf- 


fic Bureau. 


Now you can test this service in 
your Traffic Department at little cost! 


Here’s what you get each week— 


ADVANCE NOTICE OF RATE PROPOSALS— Because of the fast pub- 


lishing schedule and nationwide distribution of TRAFFIC BULLETIN, 
the territorial rate committees of the railroads and’ most highway carriers 
use it to give public notice of proposals to establish or change rates, rules 
and regulations. From no other source is this information available in such 
a complete and convenient form for checking. You'll always know that 
you have full information in advance about your own and your com- 
petitors’ Commodities—not after new rates have been published. 


ADVANCE INFORMATION OF CLASSIFICATION CHANGES—TRAF- 
FIC BULLETIN subscribers receive all the regular and special dockets 
of the Classification Committees (railroads) and the National Classifica- 


tion Board (representing the highway carriers) listing the changes cur- 
rently proposed. 


A CHECK FOR YOUR TARIFF FILE—You will receive an abstract of 
every new tariff, reissue of a tariff and supplement filed during that week 
with the Interstate Commerce Commission by the railroads, coastal and 
inland water carriers, motor carriers, pipe lines, express companies and 
freight forwarders; those filed with the Maritime Board by ocean carriers 
serving U. S. Possessions; and those with the C. A. B. for both domestic 
and foreign air carriers. This speedy service enables you to get copies of 
tariffs that affect your rates well in advance of their effective dates. 


RATE CHANGES ON SHORT NOTICE—A number of rate changes are 
made by carriers on less than 30 days’ notice. Before they can go into 
effect, the carrier must file a Special Permission Application. TRAFFIC 
BULLETIN keeps you informed of these as well as the action that is 
taken on them. Information of this kind, received in advance in a single 
instance, may save you more than the cost of a full year’s subscription. 


OTHER ESSENTIAL INFORMATION—Also included are Suspended 
Tariffs, Embargo Notices, Fourth Section Applications and Orders, Peti- 
tions and orders for Investigation and Suspensions of Tariffs, Released 
Rates Applications and Orders. 


SPECIAL INTRODUCTORY OFFER 


Now you can try this fast weekly 
service at the Special Introductory 
Rate * of $15 for 3 months... . 
a saving of $10 from the regular 


price. 


Just fill 


in the coupon 
and we'll start service immediately. 


is ia ie i ii aia: i: i is ib: ial ii il a aa ini dala i ail 7 

The Traffic Service Corporation, Washington Bldg., Washington 5, D. C. } 

Please enter our trial subscription at the Special Introductory Rate* of $15 for 3 months. 
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Pacific coast agencies, and E. E. Sharps 
as assistant freight traffic manager, 
Detroit, Mich. 
* + + 

Doneld B. Lourie, of Chicago, IIl., 
president of the Quaker Oats Co., has 
been elected to the board of directors 
of the Illinois Central Railroad. 


x» 4 * 


Appointment of E. A. Gardner as dis- 
trict manager of the Coastwise Line at 
Seattle, Wash., replacing George Hutton, 
former acting district manager who re- 
cently was named district manager in 
Alaska, has been announced by George 
H. Grant, president of the steamship 
company. Mr. Gardner served as district 
manager of the company in Los Angeles- 
Long Beach before his appointment in 
1949 as district manager of Alaska with 
headquarters at Anchorage. 

aK * * 

S.'.W. M. Heckler has been appointed 
general freight agent—sales, for the 
Texas Line (Newtex Steamship Corpora- 
tion), with headquarters in New York, 
N.Y., vice W. N. Adams, deceased. 

* ~ + 

George F. Mills has been promoted 
from general agent, at Los Angeles, 
Calif., for the Erie Railroad, to assistant 
to the vice-president of the company, 
with headquarters in Cleveland, O., effec- 
tive January 1, Harry W. Von Willer, 
vice-president for traffic, has announced. 

” a * 


Harry H. Hiland, president of Inter- 
state Dispatch, Inc., Chicago, Ill., who 
celebrated his eightieth birthday Decem- 
ber 16, was honored on the occasion by 
an “open house” for his many friends 
in Chicago. Mr. Hiland has been asso- 
ciated with rail, steamship and motor 
freight carriers for the last 60 years. 

* * 7 


The retirement of Mrs. Jean Kenny 
Bradford, executive secretary of the 
Hawaii Public Utilities Commission, 
after 32 years’ service, has been an- 
nounced by the National Association of 
Railroad and Utilities Commissioners, 
Washington, D.C. 


a cs Kk 


George A. Sloan has been elected 
chairman of the United States Council 
of the International Chamber of Com- 
merce, Inc., New York, N.Y. Additional 
officers elected to serve with him were: 
Warren Lee Pierson, chairman of the 
board, Trans World Airlines, Inc., and 
Thomas J. Watson, Jr., executive vice- 
president, International Business Ma- 











chines Corporation, vice-chairmen; S. 
Sloan Colt, president, Bankers Trust Co., 
treasurer. Mr. Sloan, a member of the or- 
ganization’s board of trustees since 1945, 
will serve for a two-year term. He suc- 
ceeds H. J. Heinz II, of Pittsburgh, whose 


- term of office will expire January, 1951. 
>» * * 


N. D. Hyde has been promoted to as- 
sistant to F. J. Jerome, vice-president 
of the New York Central System in 
charge of operations and maintenance, 


NEWS OF 
TRAFFIC CLUBS 





Joe Cassidy, traffic manager of the 
Chase Bag Co., was elected president of 
the Transportation Club of Kansas City, 
at a meeting De- 
cember 13 at the 
Advertising and 
Sales Executives 
Club, Kansas City, 
Mo. Elected to 
serve with him for 
the year 1951 were 
Milton R. Lindley 
and R. E. Henry, 
vice - presidents; 
Gene Black and 
Ralph J. Rhodes, 
directors for two 
year terms, and 
Paul Talkington, 
Jr., J. E. DeFlandre, James W. Lee and 
Allen B. Mann, directors for one-year 
terms. The new Officers will be installed 
at a dinner-dance to be held by the club 
on January 27 at the Soldiers and 
Sailors World War II Memorial Build- 
ing, Kansas City. 


oe % * 


Joe Cassidy 


Joseph Kelly, of the Lockwood Dutch- 
ess Manufacturing Co., Wappingers Falls, 
N.Y., was elected and installed as the 
new president of the Mid-Hudson Traffic 
Club, at its meeting December 13 in the 
Nelson House Hotel, Poughkeepsie, N.Y. 
He succeeds S. R. Mallory who became 
chairman of the board of governors. 
Other officers elected and installed for 
the 1951 term included John Hamilton. 
of the New York Central System, first 
vice-president; Barnett Koffy, manager 
of Forst Trucking Co., second vice- 
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effective January 1, with headquarters 
in New York City. Mr. Hyde was for- 
merly assistant to J. J. Brinkworth, of 
Chicago, vice-president in charge of the 
Central’s lines west of Buffalo, N.Y. 








* 





Vernon T. Johnston has been appointed 
executive general agent of the Illinois 
Central Railroad at Jackson, Miss, 
effective January 1. Since 1944. he has 
been office manager in the road’s per- 
sonnel department. 














president; and Miss Mildred Hutchinson, 
of Smith Bros. Cough Drop Co., secre- 
tary-treasurer. W. C. Pine, of the 
DeLaval Separator Co., and Frank Finni- 
gan, of Finnigan Express, were reelected 
members of the board. 

* * +. 


J. C. Henson, traffic representative of 
Huber & Huber Motor Express, was 
elected president of the Transportation 
Club of Atlanta, Ga., at its annual elec- 
tion December 11. Other new officers 
include Roby W. Clay, assistant traffic 
manager, Georgia Power Co., first vice- 
president; Jerry L. Townshend, district 
freight agent, Southern Railway System, f 
second vice-president, and the following 
members of the board of directors: E. T. 
Bowen, Atlantic Coast Line Railroad 
Co.; E. F. Cavaleri, Atlanta & West Point 
Railroad; C. T. Kilgore, Thompson- 
Weinman & Co.; Ed Holloway, Coca- 
Cola Co.; H. E. Risenor, Atlanta-New 
Orleans Motor Freight Co.; O. L. Harris, 
Associated Transport, Inc.; D. L. Trout- 
man, Universal Carloading & Distribut- 
ing Co.; and Van Mills, Acme Fast 
Freight, Inc. 























* * * 


D. R. Jenkins, traffic manager of the 
U.S. Stoneware Co., has been elected 
president of the Buckeye Chapter, Delta 
Nu Alpha Transportation Fraternity, 
Inc., Akron, O. Other officers elected to 
serve for the ensuing year are: Harry 
Horn, of Firestone Tire & Rubber Co., 
vice-president; Ralph W. Smith, of the 
Pennsylvania Railroad, secretary; John 
F. Neff, of Dixie-Ohio Express Co., treas- 
urer; R. W. Klar of General Tire & Rub- 
ber Co., D. L. Romig of Seiberling Rubber 


Beach 


FORNIA 
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Co., and Newton Morton of Kent Univer- 
sity, directors. The chapter will hold its 
next regular meeting January 10 at Mil- 
ler’s Restaurant, Cuyahoga Falls, Follow- 
ing dinner, there will be an open forum 
covering various traffic and transporta- 
tion matters. 
cd * oa 

At the annual election meeting of the 
Appalachian Traffic Club held December 
12 at the Kingsport Inn, Kingsport, 
Tenn., G. O. Stanley, of the traffic de- 
partment of the Tennessee Eastman Cor- 
poration, was elected president for 1951. 
Ss. R. Jennings, also of the Tennessee 
Eastman Corporation’s traffic depart- 
ment, was elected secretary-treasurer. 


‘Paul Bellamy, traffic representative of 


Associated Transport, Inc., retiring pres- 
ident, presided at the meeting. 
* * * 

The Transportation Division of the 
Hartford (Conn.) Chamber of Com- 
merce will hold its annual dinner Feb- 
ruary 8 at the Hotel Bond. Henry J. 
Rogers, traffic manager of G. F. Heu- 
blein & Bro., Inc., is chairman of the 
committee on arrangements. There will 
be a speaker. 

* a * 

The Transportation Club of Sioux 
Falls, Ia., has set January 17 as the date 
for its annual meeting for election of 
1951 officers. The club entertained mem- 
bers and their wives at a Christmas party 
December 13. The ladies received cor- 
sages and other favors. Richard Mare- 
nus, of Radio Station KIHO, Sioux 
Falls, spoke on his life in northern Can- 
ada. Gerald Bjorge, Sioux Falls pianist, 
entertained with several classical selec- 
tions. 

5d * 5 

More than 300 members and guests 
attended the regular meeting of the 
Raritan Traffic Club December 12 in 
New Brunswick, N.J., which was desig- 
nated as “Motor Carrier Night.” Harold 
G. Hoffman, former governor of New 
Jersey, was guest speaker. Other speak- 
ers included H. S. Layton, of Rutgers 
University, who announced that the 
university was making tentative plans 
for a one-week safety course tor motor 
fleet supervisors, and Charles J. Firm- 
bach, of the Bureau of Motor Carriers, 
Interstate Commerce Commission, who 
discussed new regulations applicable to 
transportation of dangerous explosives 
and inflammables. 

* * * 

The Traffic Club of St. Louis held its 
annual Christmas party December 18 in 
the Jefferson Hotel. Gifts were distrib- 
uted to the ladies. Entertainment was 
provided by Ernie Heldman, television 
star of the Pepsi-Cola Co., who presented 
“The Pepsi-Cola Parade of Magic.” The 
club will hold its forty-third annual din- 
ner January 9 at the Jefferson Hotel. 

eo a oa 

J. Brooks Millard, regional vice-presi- 
dent of Delta Nu _ Alpha, national 
fraternity, will be the speaker at a meet- 
ing January 8 of the Lehigh Valley 
Chapter, Delta Nu Alpha Transporta- 
tion Fraternity, Allentown, Pa. 

* ao a 


The Trenton (N.J.) Chapter, Delta Nu 
Alpha Transportation Fraternity, at its 
recent regular monthly meeting, dis- 
cussed the latest developments in motor, 
rail and air transportation, entertained 
Suggestions for improvement of air 
transportation from the city of Trenton, 
and appointed John Hood, Jr., of Shein’s 
Express, and Earl Mueller, of Riss & 


Co., to conduct a study group among 
the members of the fraternity which 
would prepare them to qualify for the 
I.C.C: practitioner examination. 

* * + 


The Traffic Club of Syracuse has is- 
sued invitations for its thirty-fifth an- 
nual dinner to be held January 17, at 
7 p.m., in the ballroom of the Hotel 
Syracuse. The speaker will be T. A. 
Bradley, president of Acme Fast Freight, 
Ince. Reservations for the dinner are 
being handled by Donald K. Gilpin. 


” * * 


The annual Christmas party for mem- 
bers of the Indianapolis (Ind.) Traffic 
Club, and their families, was held De- 
cember 17 at the Knights of Columbus 
Hall in Indianapolis. 


* * * 


The Traffic Club of Baltimore, Inc., 
will hold a luncheon meeting for the 
election of a nominating committee Jan- 
uary 2 in the Caswell Room of the Lord 
Baltimore Hotel, Baltimore, Md. It has 
set January 8, at the Alcazar, for its an- 
nual oyster roast. 

* * * 


The Traffic Club of Minneapolis held 
its thirteenth annual Christmas party 
for members, their families and friends, 
December 21 in the grand ballroom of 
the Hotel Nicollet. 


ICC DOCKET 
NMR | 
A star appears before all docket numbers 


that have been added under a hearing date in a 
period included in previous issue of Traffic World. 


RAIL 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in I. & S. 5866 and F. S. Appls. 
25462, 25491, 25502, 25508 and 25538, assigned 
January 4, at Washington, D. C., postponed 
to a date to be fixed. 

Oral Argument in I. & S. 5813, assigned 
January 17, at Washington, D. C., postponed. 

Hearing in I. & S. 5852, assigned Feb- 
ruary 1, at Kansas City, Mo., cancelled. 


January 2—Washington, D. C.—Examiner 
Glover: 

F. S. Appls. 15200, 15277, 15319, 16285, 18310, 
21003 and 21961—Anthracite Coal to New 
England Territory. 

——.. 3—Washington, D. C.—Oral Argu- 
ment: 

30069 and Sub. eu wy 4 Products and 
Chemical Corp. v. A. — i. Os Ok. 

30077—Ideal Cement Co. & B. & Q. - y 

30212—R. T. Vanderbilt Ge. Inc. v. A. 


S. et al. 

30212, - ter Paper Mills, 
et al. A. & S. al. 

— sub. 2—United States Rubber Co. 


B. & O. 

30212, Sub. s “Richardson Co., Richardson 
Cc A. & Y. et al. 

30212, ‘Sub. 4—Minnesota and Ontario 
Paper Co. v. B. & O. eta 

30212, Sub. 5—New York we Pennsylvania 
Co., Inc. v. A. C. L. et al. 

30212, Sub, 6—St. Regis Paper Co. v. Same. 

30249—International Paper Co. v. Same. 

ap ~~ eeeatanaanas Co. et al. 


Sam 

30285 —West, be Pulp and Paper .Co. 
e 

— ee Paper and Fibre Co. v. 


Inc. 


. S. et al 
30350—Minnesota Mining & Manufactur- 
ing Co. v. C. & O. et al. 
30438—Consolidated * aad Power & Paper 
Co. v. S. R.R. et 
ee Blectric Co., Inc. v. C. & 


oO. 

January 3—Washington, D. C.—Commis- 
sioner Mitchell and Examiner Rice: 

* 30690—Increased Parcel-Post Rates, 1950. 
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Educational 
Chairmen 


Write today for informa- 
tion on our three Group 
Study Plans. Now in suc- 
cessful use by more than 
60 Traffic Clubs, Colleges 


and Universities. 


College of 
Advanced Traffic 


Educational Division of The 
Traffic Service Corp. 


Dept. 122350, 14 E. Jackson Bivd., 
Chicago 4, Ill. 


THE ROAD OF PLANNED PROGRESS 





MOTOR CARRIERS ACCOUNTING AND 
COST CONTROL SYSTEM by H. J. DAY 


+ @ practical book which will show 
anyone operating one or a_ thousand 


trucks how to install or simplify their 
own system of accounting and cost con- 


trol records. Cloth bound, $7.00. The 
Traffic Service Corp., 815 Washington Bidg., 
Washington 5, D. C. 








76 


January 4—Washington, D. C.—Examiner 
Mohundro: 


F. _ oe. 25462, 25491, 25502, 25508 and 
I, S. 5866—Sugar to Ill., Ind., Southern 
& wre Points. 


Jan 4—Washington, D. C.—Examiner 
Mohundro: 
* F.S.A. 25538—Sugar to IIl., 
& W.T.L. Points. 
Ill.—Hotel Morrison— 


January 8&—Chicago, 
Examiner Hanson: 

* I. & S. 5875—Internal Combustion Engines, 

Mass. to Marion, Okla. 


Ind., Southern 





The Following Assignments 
Have Not Heretofore Appeared 





January 9—Chicago, Ill.—Hotel Morrison— 
Examiner Hanson: 
I. & S. 5864—Molasses, La., Ala. & Miss. 
to Chicago. 
F. S. Appls. 25466 and 25468—Blackstrap 
Molasses to Chicago, Ill. 
January 9—Washington, D. C.—Examiner 
Boat: 
29946 and Sub. 1—Reconstruction Finance 
Corp. v. A. C. & Y. et al. 
January 9—Washington, D. 
Weaver: 
I. & S. 5785—Cotton Linters, Tex. to Tex. 
& La. Gulf Ports. 
D. C.—Examiner 


January 9—Washington, 
Russell: 
I. & S. 5872 and Ist Sup.—Advancing 
Freight Forwarder Charges. 
saa ~ A peace eee D. C.—Oral Argu- 
ment: 
Finance 16680—Chicago and North Western 


C.—Examiner 


Ry. Co. Abandonment. 
January 10—Washington, D. C.—Examiner 
a n: 
I. & S. 5825—Confectionery within South- 


ern Territory. 

30691—Candy between South & Central 
Territory—Rail. 

January 10—Washington, D. C.—Examiner 
Jordan: 

Finance 17063—Application of West Vir- 
ginia Northern R.R. Co. for authority 
to construct a branch line of railroad 
extending from Howesville to Brown’s 
Mills, approximately 5.832 miles, all in 


Preston County, West Virginia. 
January 11—Washington, D. C.—Examiner 


Russell: 
F.S.A. 25541 and I. & S. 5873—Sulphur 
+> La. & Tex. to Mich., N. Y., Ohio 
a. 
January 11—Washington, D. C.—Examiner 
Russell: 


I. & S. 5873 and Ist Sup.—Sulphur from 
La. & Tex. to Mich., N. Y., Ohio & Pa. 
January 11—Washington, D. C.—Examiner 


Gray: 
30572—-Lane Company, Inc. v N. C. & St. L. 


et al. 
ee 11—Washington, D. C.—Examiner 
yie 
Finance 16989—Application of Gulf, Mobile 
and Ohio R.R. Co. for a Certificate of 
Public Convenience and Necessity per- 
mitting abandonment of its operations, 
under trackage rights, over line of IIli- 
nois Central R.R. Co. between Ruslor, 
Miss. and Haleyville, Ala. and over line 
of Southern Ry. Co. between Haleyville 
and Birmingham, Ala. and use of certain 
terminal facilities at Birmingham. 
Finance 16990—Application of Gulf, Mo- 


bile and Ohio R.R. Co. for authority 
under section 5(2) of Interstate Com- 
merce Act to acquire trackage rights 
over line of Louisville and Nashville 
R.R. Co. between Tuscaloosa and Bir- 
mingham and joint use of certain ter- 
minals incidental thereto, as consistent 
with public interest. 
—, 11—Washington, D. C.—Oral Argu- 
ment: 
29668 and Sub. 1—Commerce and Industry 
Ass’n. of N. Y. Inc. et al. v. B. & O. et al. 
29913—I. Baskowitz Bottle Co. Inc. v. I. 


I. R.R. Cp. 
29688—F. D. Croce & Co., Inc. v. N. Y. C. 
R.R. Co. 
~The Crockery Co. v. P. R.R. 
oO. 
~ ~Cee Pipe & Nipple Corp. v. E. R.R. 
‘0. 


January 15—Chicago, lll—Morrison Hotel— 
Examiner Hanson: 
30681—Dow Chemical Co. v. A. & S. et al. 
February 15—New York City, N. Y.—Hotel 
New Yorker—Examiner Konigsberg: 
a Malting Co. v. D. L. & W. 
et al. 


coor 15—Washington, 
ce: 
17801—Rules for OCar-Hire Settlement 


(Rentals and Car-Hire for Ahnapee & 
Western Ry. Co.) 


D. C.—Examiner 





WATER, 
FREIGHT FORWARDER, 
PIPELINE 


January 25—New York, N. Y.—641 Washing- 
ton St.—Examiner Boisseree: 
FF-150 and Sub. 1—Vendors Consolidating 
Co., Inc. Freight Forwarder Application. 
FF-200—George M. Hopke Freight For- 
warder Application. 


January 29—New York, N. Y.—641 Washing- 
ton St.—Examiner Boisseree: 

W-36, Sub. 1—Conners Standard Marine 
Corp. Extension—Great Lakes. 


February 9—Natchez, Miss.——Chamber of 
Commerce Rms.—Examiner Brown: 

* W-1016—W. L., W. C. and C. A. McGehee 
Contract Carrier Application (Applica- 
tion of W. L., W. C. and C. A. McGehee, 
a partnership, D/B/A McGehee Lumber 
Co. of Natchez, Miss., under section 309(g) 
of Interstate Commerce Act for a per- 
mit authorizing operation as a contract 
carrier, in interstate or foreign com- 
merce, by non-self-propelled vessels 
with use of separate towing vessels, in 
transportation of forest products, levee 
contractors’ supplies and equipment, 
loggers’ and lumber mill operators’ 
supplies and equipment and by towing 
vessels in towage of shippers’ barges 
loaded with such commodities between 
ports and points along Miss. River from 
Greenville, Miss. to New Orleans, La. 
inclusive ‘and ports and points along 
Red, Black, Ouachita and Tensas Rivers.) 

March 12—Washington, D. C.—Examiner 
Corbin: 

W-1001—F. P. Grier Co., Inc., common car- 
rier application. 


“YourCarigo UX 
PORT OF OAKLAND 


MOST MODERN E& EFFICIENT SEA-LAND-AIR TERMINAL OSG Tanasco Da. 


e SERVICE « SAFETY « SPEED 
e EXPERIENCE « KNOW-HOW 





TRAFFIC Worip 


MOTOR 


January 2—Boston, Mass.—New P. O. Bidg. 
—Examiner Naftalin: 
MC-C-1115—Motor Carrier Rates New York 
City Area—New England. 





The Following Assignments 
Have Not Heretofore Appeared 





January 4—Concord, N. H.—State Comm— 


Jt. Bd. 132 

MC-94838, Sub. 2—Edward M. Smith, North 
Stratford, N. H., common carrier ap- 
plication. 

January 4—Nashville, Tenn. —Andrew Jack- 

son Hotel—Examiner Hurley 

MC-40269, Sub. 18—Cook Truck Lines, Inc., 
Memphis, Tenn. 


January 4—Washington, D. 
Konigsberg: 

MC-C-1126—Eastern Central Motor Car. 

riers Ass'n. v. Chicago Express, Inc. et al. 
January 4—Washington, D. C.—Jt. Bd: 120: 

MC-112370—Henry C. Bungie, Washington, 

D. C., common carrier application. 
January 8—Cleveland, Ohio—Old P. O. Bldg. 
—Examiner Nash: 

MC-29988, Sub. 37—Denver-Chicago Truck- 
ing Co. Inc., Denver, Colo., common car- 
rier application. 

January 8—Columbus, Ohio—New Fed. Bldg. 
—Jt. Bd. 117: 

MC-74721, 34—Motor Cargo, Inc., 
Akron, Ohio, common carrier applica- 
tion. 

January 8—Columbus, Ohio—New Fed. Bldg. 
—Examiner Farmer: 

MC-1222, Sub. 11—Reinhardt Transfer Co., 
Portsmouth, Ohio, common carrier ap- 
plication. 

January 8—Columbus, Ohio—New Fed. Bldg. 


C.—Examiner 


—dJt. Bd. 117: 
MC-18253, Sub. 12—Eastern Motor Dis- 
patch, Inc., Columbus, Ohio, common 


carrier application. 
January 8—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 36: 

MC-61616, Sub. 40 — Missouri Pacific 
Transportation Co., St. Louis, Mo., com- 
mon carrier application. 

January 8—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 52: 

MC-61616, Sub. 46—Missouri Pacific Trans- 
portation Co., St. Louis, Mo., common 
carrier application. 

January 8—Newark, N. J.—State Comm.— 


Jt. Bd. 119: 

MC-265, Sub. 14—Quaker City Bus Co. 
Philadelphia, Pa., common carrier ap- 
plication. 

January 8—Trenton, N. J.—U. S. Ct. Rms. 
—Jt. Bd. 67: 
MC-39491, Sub. 4—Neibauer Bus _ Co., 


Bristol, Pa., common carrier application. 
es 2 8—Washington, D. C.—Examiner 
oyd: 

MC-F-4563—Clarence H. Zern—Purchase— 
Arletta Nettles. 

January 9—Boston, Mass.—New P. O. Bldg. 
—Jt. Bd. 69: 

MC-FC-52383—R. A. Harmon Trucking Co., 
Portland, Me., Transferer and Atlas 
Transportation Co., Inc. of Cambridge, 
Cambridge, Mass., Transferor. 

January 9—Cleveland, Ohio—Old P. O. 
Bldg.—Jt. Bd. 117: 


MC-66562, Sub. 1048—Railway Express 
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December 23, 1950 


Agency, Inc., New York, N. Y., common 
carrier application. 

MC-106426, Sub. 5—Andrews Transfer Co., 
Cleveland, Ohio, common carrier appli- 
cation. 


January om, Ohio—New Fed. Bldg. 
—Jt 







Mc-109934, Sub. 4—Ford Bros., Coal Grove, 

Ohio, common carrier application. 
January ‘9—Columbus, Ohio—New Fed. Bldg. 
—Jt. Bd. 61: 

MC-27399, Sub. 1—G. T. Jennings Trans- 
fer, Caldwell, Ohio, common carrier ap- 
plication. 

January 9—Newark, N. J.—State Comm.—Jt. 
Bd. 6 


£ 
MC-1502, Sub. 69—Pennsylvania Grey- 
hound Lines, Inc., Cleveland, Ohio, com- 
mon carrier application. 
January 9—New Orleans, La.—Jung Hotel— 
Jt. Bd. 164: 

MC-1501, Sub. 43—Greyhound Corp., Chi- 
cago, Til. common carrier application. 
January 9—Tallahassee, Fla.—State Comm. 

—Jt. Bd. 205: 


MC-110086, Sub. 2—Bates Trucking Co., 
Bainbridge, Ga., common carrier ap- 
plication. 

MC-112237—Van Pelt & Sons Feed Store, 
Pensacola, Fla., contract carrier ap- 
plication. 

January 9—Washington, D. C.—Oral Argu- 
ment: 

MC-FC-52244—-Potomac Transportation Co., 
Inec., Arlington, Va., Transferee and 
William H. Webb, Arlington, Va., 
Transferor. 


MC-FC-52314—Metropolitan Trucking Co., 
Inc., Washington, D. C., Transferee and 
Benjamin J. Brooks, Falls Church, Va., 
Transferor. 

January 9—Washington, D. C.—Jt. Bd. 68: 

MC-FC-52654 and MC-FC-52654-A—Metro- 
politan Transportation, Inc., Falls 
Church, Va., Transferee and Benjamin 
J. Brooks, d/b/a Metropolitan Trans- 
portation, Falls Church, Va., Transferor. 

January 10—Buffalo, N. Y.—Buffalo Hotel— 
Examiner Nash: 

MC-59265, Sub. 4—Stibbs Transportation 
Lines, Inc., Buffalo, N. Y., common car- 
rier application. 

January 10—Cincinnati, Ohio—Fed. Bldg.— 
Examiner Myers: 

MC-112262—Southern Farms Express, Can- 

ton, Ohio, common carrier application. 
January 10—Columbus, Ohio—New Fed. 
Bldg.—Examiner Farmer: 

MC-112433—Motorways Terminal, Zanes- 

ville, Ohio, contract carrier application. 
January 10—Jacksonville, Fla.—George Wash- 
ington Hotel—Examiner Yardley: 

MC-2900, Sub. 54—Great Southern Truck- 
ing Co., Jacksonville, Fla., common car- 
rier application. 

January 10—Memphis, Tenn.—vU. S. District 
Ct. Rms.—Jt. Bd. 176: 

MC-105957, Sub. 17—Delta Motor Line, Inc., 
Jackson, Miss., common carrier applica- 
tion. 

January 10—Memphis, Tenn.—vU. S. District 
Ct. Rms.—Jt. Bd. 97: 

MC-107912, Sub. 5—Murphey Truck Lines, 
Inc., Memphis, Tenn., common carrier 
application. 

January 10—New York, N. Y.—641 Washing- 
ton St.—Examiner Smith: 

MC-112147—Battaglia Bros., Paulsboro, N. 
J., common carrier application. 

January 10—Washington, D. C.—Examiner 
Dishman: 

MC-C-1203—Candy Between South 
Central Territory—Motor. 

January 11—Buffalo, N. Y.—Buffalo Hotel— 
Examiner Nash: 

MC-37918, Sub. 3—Direct-Winters Trans- 
port, Ltd., Toronto, Ontario, Canada, 
common carrier application. 

January 11—Chicago, Ill.Hotel Morrison— 
Examiner Hanson: 

MC-C-1188—Abbott Truck & Equipment 
Corp.; J. S. & F. Trucking Co., William 
oO. Swanson, Elmer Ashbacher, et al. 

January 11—Columbus, Ohio—New Fed. Bldg. 
—Examiner Farmer: 
MC-89706, Sub. 11—Motorway Corp., Co- 
lumbus, Ohio, contract carrier applica- 
on 
January 11—Memphis, Tenn.—U. S. District 
Ct. Rms.—Jt. Bd. 4: 

MC-112389—L. L. Wright Truck Line, 
Memphis, Tenn., common carrier appli- 
cation. 

January 11—New York, N. Y.—641 Wash- 
ington St.—Jt. Bd. 255: 

MC-1406, Sub. %7—Amsterdam Despatch, 
Inc., Amsterdam, N. Y., common car- 
rier application. 

January 11—Washington, D. C.—Examiner 


and 


Hume: 
MC-69281, Sub. 35—Davidson Transfer & 
Storage Co., Baltimore, Md:, common 


carrier application. 
January 12—Buffalo, N. Y.—Buffalo Hotel— 
Examiner Nash: 
MC-87523, Sub. 27—Frank Cosgrove Trans- 
portation Co., Dorchester (Boston), 
Mass., common carrier app!ication. 


January 12—Cincinnati, Ohio—Fed. Bldg.— 


Jt. Bd. 75: 
MC-32163, Sub. 2—The Peerless Trans- 
portation Co., Dayton, Ohio, contract 


carrier application. 


January 12—Cincinnati, Ohio—Fed. Bldg.— 
Examiner Myers: 


MC-107475, Sub. 18—Dance Freight Lines, 


ne., Cincinnati, Ohio, common carrier 
application. 
January 12—Columbus, Ohio—New Fed. 


Bldg.—Examiner Farmer: 

MC-88621, Sub. 11—H. G. Stauffer Truck- 
ing Co. Inc., Wooster, Ohio, contract 
carrier oe. 

January 12—Memphis, agen —U. 8S. Dis- 
trict Ct. Rms.—Jt. Bd. 

MC-40269, Sub. 20—Cook Track Lines, Inc., 
Memphis, Tenn., common carrier ap- 
plication. 

— 12—Memphis, Tenn.—U. S. District 
Ct. Rms.—Jt. Bd. 229: 

MC-40269, Sub. 20—Cook Truck Lines, Inc., 
Memphis, Tenn., common carrier ap- 
Plication. 

MC-111468, Sub. 8—Walsh Freight Lines, 
Inc., St. Louis, Mo., common carrier 
application. 

January 12—Memphis, Tenn.—vU. S. District 
Ct. Rms.—Examiner Lee: 


MC-112106, Sub. 1—Boat Transfer Co., 
Memphis, Tenn., common. carrier ap- 
plication. 

January 12—Newark, N. J.—State Comm.— 
Jt. Bd. 301: 


MC-84728, Sub. 26—Safeway Trails, Inc., 
Washington, D. C., common carrier ap- 


Plication. 
January 12—Washington, D. C.—Examiner 
Williams: 
I. & S. M-3318—Sugar New Orleans, Re- 
serve, La. to Ill., Ind., Mo. 
January 15—Buffalo, N. Y.—Buffalo Hotel— 


Examiner Nash: 
MC-112384—Arthur Johncox & Son., On- 
common carrier applica- 


tario, N. Y., 
tion. 

15—Columbus, Ohio—New Fed. 
Bldg.—Examiner Farmer: 


January 
MC-7768, Sub. 8—A. J. Weigand, Inc., 


— Ohio, contract carrier applica- 

on 

January 15—Indianapolis, Ind.—Fed. Bldg. 
—Jt. Bd. 72: 


MC-106943, Subs. 28 and 29—Eastern Motor 
Express, Inc., Terre Haute, Ind., common 
carrier application. 

eer 15—Memphis, Tenn.—vU. S. District 
Rms.—Examiner Lee: 


Mc. “67866, Sub. 6—Film Transit, Inc., 
Memphis, Tenn., common carrier ap- 
plication. 


January 15—Miami, Fla.—U. S. P. O. & Fed. 
Bldg.—Examiner Yardley: 


MC-107107, Sub. 12—Alterman Transport 
Lines, Miami, Fla., common carrier ap- 
plication. 

January 15—New Orleans, La.—Jung Hotel 
—Examiner Kobernusz: 

MC-11220, Sub. 44—Gordons Transports, 
Inc., Memphis, Tenn., common carrier 
application. 

January 15—New Orleans, La.—Jung Hotel— 
Jt. Bd. 164: 


MC-1362, Sub. 25—Highway Express, Inc., 
Memphis, Tenn., common carrier ap- 
plication. ° 

January 15—New Orleans, La.—Jung Hotel 
—Examiner Boss: 

MC-1124, Sub. 67—Herrin Transportation 
Co., Houston, Tex., common carrier ap- 
plication. 

January 15—New York, N. Y.—641 Wash- 
ington St.—Examiner Smith: 

MC-92410, Sub. 2—Steel Haulage Corp., 
Island City, N. Y., common carrier ap- 
Plication. 

January 16—Buffalo, N. Y.—Buffalo Hotel— 
Examiner Nash: 

MC-76785, Sub. 2—Raymond T. Sutton, 
Salamanca, N. Y., common carrier ap- 
Plication. 

January 16—Chicago, Ill—U. S. Custom 
Hse.—Jt. Bd. 181: 

MC-107640, Sub. 26—Midwest Transfer Co. 
of Illinois, Chicago, Ill., contract carrier 
application. 

January 16—Chicago, I1l.—U. S. Custom Hse. 
—Examiner Farmer: 

MC-107640, Sub. 27—Midwest Transfer Co. 
of Illinois, Chicago, Ill., contract car- 
rier application. 

January 16—Houston, Tex.—Fed. Office Bldg. 
—Jt. Bd. 77: 

MC-30605, Sub. 73—Santa Fe Trail Trans- 
portation Co., Wichita, Kans., common 
carrier application. 

— nee, Ind.—Fed. Bldg. 

MC-108905, Sub. 9—Jasper & Chicago Motor 
Express, Inc., Jasper, Ind., common car- 
rier application. 

January 16—Indianapolis, Ind.—Fed. Bldg. 
—dJt. Bd. 160: 

MC-112295—Elwood Benthall, Vernon, Ind., 
common carrier application. 

January 16—Memphis, Tenn.—vU. S. District 
Ct. Rms.—Jt. Bd. 91: 


SHIP VIA SOUTHERN 


Let the Southern Railway System 
“take over” — and take a load off 
your mind—when you have freight 
shipments to, from or within the 
South. Call us. 


RAILWAY SYSTEM 





P. & P. U. Ry. Co. 
and Peoria Gateway 


[PEDRIA-GATE WAY | 
Ney, 
Everybody’s Gateway 
Always Open 


PEORIAGATEWAY 


Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, ill. 
E. F. Stock, General Traffic Manager 

“One of America’s Railroads 
—In Partnership with All America” 


lron out 
& Freight Problems 





New York Central’s freight traffic ex- 
perts can help you iron out tough 
shipping problems. Their service is 


yours for the asking... ~ 
NEW YORK 
‘G NTRAL 

* diahaene M 


NEW YORK CENTRAL 






tral’s Water Level Route! 













KANSAS CITY 


between the Midwest 
and Gulf ports 






Call the GM&O 
Freight Repre- 
sentative near 
you for expert 
counsel on ship- 
ping matters. 









Tuscalooso 
Meridia iS 
MONTGOMERY 







"You Can Always 
Depend On Us" 


(HS S0UTHERN EXPRESS 


e *« DALLAS, TEXAS 


DELTA AIR LINES 
ral Offices: Atlanta. Ga 





MC-89913, Sub. 51—Frisco Transportation 
Co., St. Louis, Mo., common carrier ap- 
plication. 

January 16—Washington, D. C.—Examiner 

Lawton: : 

MC-C-1141—Middle Atlantic States Motor 
Carrier Conference, Inc., v. Roy Stone 
Transfer Corp. et al. 

MC-C-1141, Sub. 1—Same v. Boyers Trans- 
fer, et al. 

MC-C-1141, Sub. 2—Same v. Shenandoah 
Transportation Co. 

January 17—Buffalo, N. Y.—Buffalo Hotel— 

Examiner Nash: 

MC-64110, Sub. 10—Mead Truck Lines, 
Perry, N. Y., common carrier application. 

January 17—Houston, Tex.—Fed. Office Bldg. 

—Examiner Kobernusz: 

M-112127, Sub. 1—Robertson Molasses 
Transport Co., Houston, Tex., contract 
carrier application. 

January 17—Houston, Tex.—Fed. Office Bldg. 
—Jt. Bd. 77: 

MC-30165, Sub. 59—English Freight Co., 
Dallas, Tex., common carrier applica- 


tion. 
January 17—Indianapolis, Ind.—Fed. Bldg. 
—Jt. Bd. 21: 


MC-103880, Sub. 70—Producers Transport, 
Inc., Benton Harbor, Mich., common 
carrier application. 

January 17—Indianapolis, Ind.—Fed. Bldg. 
—Jt. Bd. 17: 

MC-107128, Sub. 3—Fast Freight, Inc., In- 
dianapolis, Ind., contract carrier ap- 
plication. 

January 17—Memphis, Tenn.—vU. S. District 
Ct. Rms.—Examiner Lee: 

MC-112104, Sub. 1—Francis Sexton Truck- 
ing Service, Memphis, Tenn., common 
carrier application. 

January 17—New York, N. Y.—64l Wash- 
ington St.—Examiner Smith: 

MC-79135, Sub. 9—Cossitt Motor Express, 
Hamilton, N. Y., common carrier ap- 
plication. 

January 18—Buffalo, N. Y.—Buffalo Hotel— 
Examiner Nash: 
MC-109478, Sub. 10—Worster Motor Lines, 
— East, Pa., common carrier applica- 
on. 
January 18—Dallas, Tex.—Baker Hotel—Ex- 
aminer Kobernusz: 

MC-83539, Sub. 6—C. & H. Transportation 
Co., Inc., Dallas, Tex., common carrier 
application. 

January 18—Harrisburg, Pa.—State Comm.— 
Examiner Garson: 

MC-28439, Sub 26—Daily Motor Express, 
Inc., Carlisle, Pa., common carrier appli- 
cation. 

MC-51077, Sub.. 3—Robert J. Eichelberger, 
York, Pa., contract carrier application. 

January 18—Indianapolis, Ind.—Fed. Bldg. 
—Jt. Bd. 72: 

MC-102852, Sub. 4—Steel Dispatch, Inc., 

Gary, Ind., common carrier application. 
January 18—Louisville, Ky.—Kentucky Hotel 
—Jt. Bd. 155: 

MC-56667, Sub. 1—Leitchfield Transfer, 
Leitchfield, Ky., common carrier appli- 
cation. 

January 18—Louisville, Ky.—Kentucky Hotel 
—Jt. Bd. 105: 

MC-76436, Sub. 7—James A. Skaggs Trans- 
fer, Greensburg, Ky., common carrier 
application. ; 

January 18—Miami, Fla.—U. S. P. O. & Fed. 
Bldg.—Examiner Yardley: 

MC-112330—Carl J. Lindgren, Golds, Fla., 
common carrier application. 

January 18—New York, N. Y.—64l Wash- 
ington St.—Examiner Smith: 

MC-112451—Howell Trucking Co., Ince., 
New York, N. Y., contract carrier ap- 
plication. 

January 19—Buffalo, N. Y.—Buffalo Hotel— 
Examiner Nash: 

MC-109478, Sub. 11—Worster Motor Lines, 
North East, Pa., common carrier appli- 
cation. 

January 19—Chicago, Il.—U. S. Custom 
Hse.—Examiner Farmer: 

MC-11220, Sub. 50—Gordons Transports, 
Inc., Memphis, Tenn., common carrier 
application. 

MC-107515, Sub. 80—Refrigerated Trans- 
port Co., Inc., Atlanta, Ga., common 
carrier application. 

January 19—Dallas, Tex.—Baker Hotel—Ex- 
aminer Kobernusz: 

MC-1124, Sub. 90—Herrin Transportation 
Co., Houston, Tex., common carrier ap- 
plication. 

January 19—Indianapolis, Ind.—Fed. Bldg. 
—Examiner Myers: 

MC-112407—Cargo Carriers, Inc., Indian- 

apolis, Ind., common carrier application. 
January 19—Louisville, Ky.—Kentucky Hotel 
—Jt. Bd. 25: 

MC-109637, Sub. 11—Gasoline Transport 
Co., Louisville, Ky., common carrier ap- 
plication. 

January 19—Louisville, Ky.—Kentucky Hotel 
—Examiner Lee: 
MC-109637, Sub, 12—Gasoline Transport 
Co., Louisville, Ky., common carrier ap- 
plication. 
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January 19—Newark, N. J.—State Comm.— 


MC-29890, Sub. 11—Rockland Coaches Inc., 
Bergenfield, N. J., common carrier ap- 
plication. 

January 19—Philadelphia, Pa.—Hotel Nor- 
mandie—Examiner Garson: 

MC-16729, Sub 1—McLaughlin Bros., Phil- 
adelphia, Pa., common carrier application. 

January 22—Boston, Mass.—Hotel Lenox— 
Examiner Boisseree: 

MC-C-1206—J. M. Kramer Transportation 
—Revocation of Permit. 

January 22—Chicago, Ill.—U. S. Custom Hse. 
—dJt. Bd. 149: 

MC-35628, Sub. '68—Interstate Motor 
Freight System, Grand Rapids, Mich., 
common carrier application. 

January a Tex.—Baker Hotel—Jt. 
Bd. 77: 


MC-30867, Subs. 44, 45, 46 and 47—Central 
Freight Lines, Inc., Waco, Tex., common 
carrier application. 

January 22—Detroit, Mich.—Fed. Bldg.—Ex- 
aminer Nash: 

MC-46280, Sub. 13—Darling Freight, Inc., 
Grand Rapids, Mich., common carrier 
application. 

MC-50069, Sub. 127—Refiners Transport & 
Terminal Corp., Detroit, Mich., common 
carrier application. 

January 22—Indianapolis, Ind.—Fed. Bldg. 
—Examiner Myers: 


MC-104201, Sub. 35—Denny Motor Freight, 
New Albany, Ind., contract carrier ap- 
plication. 


January 22—Lexington, Ky.—Fed. Bldg.— 
Examiner Lee: 

MC-111698—Bryant & Tate, 
Ky. 

January 22—Philadelphia, Pa.—Hotel Nor- 
mandie—Examiner Garson: 

MC-19, Sub 12—Bingaman Motor Express 
Co., Inc., Reading, Pa., common carrier 
application. 

MC-35536, Sub 41—Scott Bros., Inc., Phil- 
adelphia, Pa., common carrier application. 


January 22—Tampa, Fla.—U. S. Ct. Rms.— 
Examiner Yardley: 

MC-25798, Sub. 6—Clay Hyder Trucking 

Line, Hendersonville, N. C., common 
carrier application. 


January 23—Dallas, Tex.—Baker Hotel—Jt. 


Bd. 16: 
MC-6489, Sub. 8—C. G. Thompson, Paris, 
Tex., common carrier application. 


January 23—Indianapolis, Ind.—Fed. Bldg. 
—Examiner Myers: 

MC-48508, Sub. 8—Jackson Trucking Co., 
Inc., Indianapolis, Ind., contract carrier 
application. 

MC-110505, Sub. 13—Ringle Truck Lines, 
Inc., Fowler, Ind., common carrier ap- 
plication. 
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Situations Wanted 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained by the COLLEGE OF ADVANCED TRAFFIC 
for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, 
ambitious, recent graduates who can be 
developed as understudies for positions of 
responsibility. 


Also included are specialists in many dif- 
ferent phases of Traffic—Practitioners—Tarift 
Compilers—Solicitors—and Claim Agents—as 
well as men with varying degrees of experi- 
ence in Rates—Routes—Transit—Demurrage— 
Storage—Claims—Classifications. In fact, any 
and all duties in a Traffic Department. 


Just drop a line outlining your needs to 
Placement Manager 


COLLEGE OF ADVANCED TRAFFIC 
14 E. Jackson Blvd. Chicago 4, Illinois 





Employment Agencies 


CHARLES D. MACKNEE, The Transporta- 
tion Man’s Agency, 2 East 23rd St., New 
York 10. Traffic and Distribution personnel 
exclusively. 


Educational Books or Courses 


I.C. PRACTITIONERS. The only practical 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 12 E. Jackson Bilvd., 
Chicago, Ill. 


Help Wanted 





UNIQUE OPPORTUNITY 
for a man of special qualifications 


We are looking for a man with a trans- 
portation background who would like to 
make a career in journalism. The man we 
want, if we can find him, has had enough 
writing experience to convince us that he 
can produce industrial and transportation 
feature articles as well as handle reporting 
assignments. If you are such a man, there 
is a position waiting for you, at a good 
starting salary, with a publication of the 
highest standing, and with opportunities 
limited only by your ability and application. 


Box 154 


TRAFFIC MANAGER WANTED 


Man experienced in all phases of traffic function to work in home 
office of large industrial firm with nationwide operations. Will require 
completely rounded-out background with rail, truck and general ex- 
perience in steel, copper or other heavy industry. Must be capable 


of taking over as active assistant to chief traffic officer to direct rate 

and tariff analysis, routings, tracing, expediting and general traffic 

administration of established and progressive firm. College graduate, 

age 35-45 preferred, with at least 10 years current experience. Salary 

open. We want to act rapidly so please include past earnings record 

and personal references in replies which will be kept confidential. 
Box 158. 
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FOR SHIPPING 
INFORMATION 
ws tthe ae, 
INTERCOASTAL COASTAL 
FOREIGN DOMESTIC 
Foreign freight representatives — specialists — 
are located in New York, Norfolk, Chicago and 
Cincinnati offices. Other N. & W. traffic 


representatives are ready to help you in 39 major 
cities throughout the country. 


Norfotk.- Westove. 


RAILWAY 


PRECISION TRANSPORTATION 


it’s shorter 


va SEATTLE 


Write today for your free copy of 
“New profits to Foreign Traders” 


THE EXPANDING PORT OF SEATTLL 
Department 161-4, Box 1878, Seattie 11, Wash. 
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EDITORIAL 


TRAFFIC Wortp 


A Dream of Perfect Transportation 


ROBABLY THE MOST famous transportation vehicle 

ever designed in America was “a miniature sleigh” 
drawn by “eight tiny reindeer.’’ It may be a little anomalous 
to discuss it on the editorial page of a serious, technical 
publication; but this deer-drawn sleigh comes so near describ- 
ing perfection in transportation that we may, perhaps, be 
forgiven for expressing some pride here over the fact that 
it actually was an American invention. Besides, even a 
serious editor may be permitted his moment of lightness at 
this season. 

Most of us have the feeling that Santa Claus and his sleigh 
are ancient institutions; that they were legendary creations of 
the Old World, imported complete, as were so many others 
of our favorite fairy tales. The fact is that those who are 
surrounded by children at Christmas—and that includes 
practically all of us—are coaxed into reading his authentic 
history every time the season rolls around; for that history is 
contained in a jingle, familiarly known as ‘The Night Be- 
fore Christmas,” but originally named “A Visit from St. 
Nicholas,” written in 1822 by Clement Clarke Moore, LLD., 
professor of Oriental languages and Greek at the General 
Theological Seminary, New York. 

Until Moore wrote his poem, the red-nosed, bearded, pot- 
bellied little fellow had never had his picture drawn, graphi- 
cally or literarily. He had been, by name, a sort of vague 
contraction from the original Saint Nicholas, who was a 
bishop in far-off Asia Minor in the fourth century, and 
whose kindliness and generosity had survived, in story and 
legend, the intervening fifteen hundred years. But Saint 
Nicholas’ day was on December 6, and is still so observed 
in European countries. How he became associated with 
Christmas is rather obscure, although it may be assumed 
that his legend came to Nieuw Amsterdam with the founding 
Dutch fathers, At any rate, he took on flesh and blood and 
acquired his extraordinary means of transportation at the 
hands of the professor who wrote about him only because 
he wanted something to read to his own children on 
Christmas eve. 

The poem was printed anonymously in the Sentinel, of 
Troy, N. Y., at Christmas, 1823, but it did not become well 
known, or associated with its author, until it appeared in 
pamphlet form, in 1848. In that pamphlet, too, Santa Claus 
appeared in pictures, “original cuts designed and engraved 
by Boyd,” and in those pictures we have the first glimpse 
of that vehicle of transportation. 


HAT’S what made us think of writing this in the first 
place. Christmas, among other things, is a time for 
dreaming. It is a good time to spend a somnolent after- 
dinner hour contemplating with quiet pleasure the host of 
horrifying transportation problems that would disappear in 
a twinkling were there available a limited number of such 
wonderful sleighs, each with its eight-deer team. 
Contemplate for a moment what that would mean: Santa’s 
sleigh makes the trip from the North Pole to every land on 


the globe, and to every home in each of those lands where 
children are, and gets back home, all between dusk and dawn. 

Its load is infinite, in quantity and variety. The tonnage 
it carries is incalculable. In variety, it transcends imagina- 
tion; and yet from it deliveries are made of such various 
things as china dolls and fragile tree ornaments, on the one 
hand, and tool chests and ice skates, on the other, without 
damage to a single item. There is no record of a single 
claim filed against the Santa Claus Transportation Co. in 
all the years of its operation. 


From this sleigh myriad deliveries are made, each without 
error, not merely to “store-door,’ but to bedside. There 
must be used, in connection with it, a system of marking and 
billing that is infallible. In that respect alone, it arouses a 
sort of kindly envy in the minds of a lot of men in trans- 
portation—and a lot of men who use transportation, too. 


| yp meg nae here is a system of transportation entirely 
free from rate problems. Because it operates in an econ- 
omy free from competition, one might expect that the rates 
would be inordinately high. Here there can be no reason 
for depressed rates because of the necessity to meet the rates 
of other types of transportation. In spite of that fact, it 
operates without tariffs—and that is the perfection of tariff 
simplification—without classification, without accessory 
charges, and without any of the complications of all other 
transportation systems. No one has ever filed a case against 
the S.C.T.C., seeking reparation for unreasonable or dis- 
criminatory rates, simply because there are no rates. 


Some cynic might assert that he could name other kinds 
of transportation that operate at least partially on a “Santa 
Claus principle,” because their operations are subsidized. 
But that would be libel against S.C.T.C., for it is not sub- 
sidized at all. Here and there one hears the rumor that the 
jolly old fellow is a fraud, subsidized by fathers; but every 
child, who has done research by asking his own father, 
knows that isn’t true. 


We've only begun to describe the unquestioned advantages 
of S.C.T.C. It has never had a car shortage. There has 
never entered into its business the vexing problem of divi- 
sions. If it has ever encountered labor troubles, no word of 
them has reached the outside world; indeed, it could not be 
hampered even by a coal strike, since its motive power doesn't 
depend on coal for fuel, and coal forms no part of its 
enormous traffic. 


Managerial discretion is uninhibited on S.C.T.C. No 
proposal has been made to add a Part V to the act to regu- 
late it. It is not required to keep a mass of useless and 
expensive detailed records, nor does it publish an annual 
report. No attempt has been made to make a valuation of 
its properties, hence no one knows what its annual rate of 
return or deficit is. And no one seems to care much. 


Ho, hum! Guess we'll have to arouse ourselves and fix 
Tommy’s train. 
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Everything 








America Needs Kor 
tler National Defense 


— DEPENDS ON TRUCKS TO GET THERE! 








AND THE PLAIN 
TRUTH IS. 


Everything we eat, 


wear, use or buy for 
everyday peacetime 
needs, also depends 
on trucks to reach us! 











ss \_AMERICA ROLLS 





Hour after hour, around the 
clock, America’s amazing truck 
transport system is linking to- 
gether our vital defense needs. 


No transport system in the 
world feeds production lines so 
fast, so steadily —and delivers the 
finished goods so quickly, so di- 
rectly, so surely. 

For America’s 8 million trucks 
are the bridge between mill and 
factory—farm and city—store and 
door. 


Trucks and trucks alone, pick 
up at the source and deliver 
straight to final destination—with- 
out being switched or sidetracked. 


This vast and faithful transpor- 


t 





tation network —geared to the na- 
tion’s emergency —again is doing 
a double job, as it did during the 
peak war years . . . rushing raw 
materials to hungry assembly lines 
— hurrying supplies and finished 
products from plant to shipside 
and airfield—comtinuing to carry 
everything we eat, wear, use and 
buy from factory to store—ready 
and able to haul whatever is 
needed to wherever it’s going in 
any quantity —swiftly, efficiently 
—on time! 

Yes, everything America needs 

. for her national defense —and 
for peacetime use — depends on 
trucks to get there—all or a vital 
part of the way. 


rue AMERICAN TRUCKING woustey 


American Trucking Associations 
Washington 6, D. C. 


| 
x 
| 
) 
| 














